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From late 1900, the Dodge 


Brothers supplied engines 


and transmissions for Olds 
Motor Works. They also 
supplied nearly every car 
SE KL een needed by the up-and- 
coming Ford Motor Company. 
After fifteen years of operating a successful auto- 
motive supplier company, much to Ford’s advan- 
tage, John and Horace Dodge changed the face of 
the automotive market by introducing their own 
car in 1914. This automobile carried on the 
names of the Dodge brothers even after their 
untimely deaths in 1920, with the company then 
remaining in the hands of their widows until its 
sale in 1925 to New York bankers and subsequent 
purchase in 1928 by Walter Chrysler. The Dodge 
nameplate has endured, but John and Horace 
Dodge are usually overlooked in histories of the 
early automotive industry, despite their achieve- 
ments and their critical role in the early success of 
Henry Ford. 

Charles K. Hyde’s book The Dodge Brothers: 
The Men, the Motor Cars, and the Legacy is the 
first scholarly study of the Dodge brothers and 
their company, chronicling their lives—from their 
childhood in Niles, Michigan, to their long years 
of learning the machinist’s trade in Battle Creek, 
Port Huron, Detroit, and Windsor, Ontario—and 
examining their influence on automotive manu- 
facturing and marketing trends in the early part of 
the twentieth century. Hyde details the brothers’ 
civic contributions to Detroit, their hiring of 
minorities and women, and their often anony- 
mous charitable contributions to local organiza- 
tions. Hyde puts the Dodge brothers’ lives and 
accomplishments in perspective by demonstrat- 
ing that their influence continues to this day. 

The most complete and accurate resource on 
John and Horace Dodge available, The Dodge 
Brothers uses sources that have never before been 
examined. Its scholarly approach and personal 
tone make this book appealing for automotive his- 
torians as well as car enthusiasts and those inter- 


ested in Detroit’s early development. 
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The roots of this book extend back to late 1980, when I wrote a brief history of the 
sprawling Dodge Main plant in Hamtramck, Michigan, before its demolition. This 
was my first venture into Dodge history and I quickly learned of the absence of any 
comprehensive history of John and Horace Dodge and the automobile company 


that bore their names. I discovered that Chrysler’s historical archives contained a 


great deal of material on Dodge Brothers before the Chrysler Corporation bought 
the firm in 1928. Once I finished a history of the Chrysler Corporation, I turned 
my attention back to Dodge Brothers. This has been a difficult research effort 
because many Dodge Brothers business records, especially the correspondence, 
have not survived. Some business and family records have found their way into 
more than a dozen archives, but other materials are in the hands of private collec- 
tors and are not easily accessible. 

Any serious work of history depends in large part on the cooperation and assis- 
tance of archivists and librarians. I owe a great debt to Barbara M. Fronczak, now 
retired, whose responsibilities as manager of the DaimlerChrysler Information 
Resource Centerincluded the DaimlerChrysler Historical Collection. Brandt Rosen- 
busch, the current manager, graciously allowed me to return to the collection to 
focus on the Dodge story. 

The archives at Oakland Universitys Meadow Brook Hall in Rochester, Mich- 
igan, were another source of much valuable information about both brothers and 
the Dodge Brothers firm, but mostly related to John F. Dodge. Lisa Baylis Ashby, 
former executive director at Meadow Brook Hall, and Maura Overland, a former 
curator of collections, encouraged me to examine the materials held there. I am 
grateful for the enthusiastic cooperation and encouragement of Sally Victor, for- 
mer acting executive director of Meadow Brook Hall, and Brandy Hirschlieb, cura- 
tor of collections, when I spent several months in the archives in 2003. 

I am also grateful for the help and guidance of many other archivists. Mark 
Patrick of the National Automotive History Collection of the Detroit Public Library 
deserves special thanks. Tom Featherstone, photo archivist at the Archives of Labor 
and Urban Affairs, Walter P. Reuther Library, Wayne State University, helped steer 
me through his institution’s massive collection of photographs and scanned the 


images that appear in this book. The patient, professional staffs of the Burton 
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Preface 


Historical Collection, Detroit Public Library, and the Benson Ford Research 
Center, the Henry Ford, offered invaluable assistance. Patricia Zacharias, manager 
of the Catlin Library of the Detroit News, guided me through that newspaper's 
indexing system. 

My research took me to several cities where the Dodges worked and lived before 
settling permanently in Detroit. Several reference librarians and museum profes- 
sionals were extremely helpful: Michelle Klose at the Niles (Michigan) Community 
Library; Carol Bainbridge at the Fort St. Joseph Museum in Niles; Barbara King 
at the St. Clair County Library, Port Huron, Michigan; and George Livingstone at 
the Willard Public Library, Battle Creek, Michigan. I would particularly like to 
thank my colleague and friend Alan Douglas for helping me navigate through the 


historical records of Windsor, Ontario. 


Several members of the Dodge Brothers Club were also extremely generous in 
sharing photographs and other materials with me. I am especially grateful to John 
W. Parsons, Jr., who graciously allowed me to examine his large collection of Dodge 
Brothers materials, and to John Bittence, who helped me better understand the 
various Dodge Brothers offerings of the period 1925-29. Other Dodge Brothers 


Club members who shared materials with me include Mel Bookout, Thomas “Jack” 


Carpenter, and John Velliky. Several Dodge Brothers Club members read earlier 
versions of this book and offered countless suggestions and advice. I am particu- 
larly grateful to John C. Bittence, John W. Parsons, Jr., and Harry M. Trebing. Ron 
Fox, owner of a rich collection of Dodge family materials, generously allowed me 
to examine his collection. I am deeply indebted to all of the individuals I have 
named above, and I hope I have not forgotten anyone. Naturally, any errors or omis- 


sions that may be found in this book are my responsibility alone. 


INTRODUCTION 


Automotive historians are familiar with the lives and accomplishments of John and 
Horace Dodge, but most general readers are not. The Dodge brothers were rela- 
tively obscure figures to their contemporary public when they worked as manu- 
facturers of parts for the Olds Motor Works and the Ford Motor Company from 
1901 through 1914. They then manufactured their own automobiles for only six 
years, but by the time they both died in 1920, they had earned considerable recog- 
nition and respect for their work and their contributions to the Detroit commu- 
nity. Unlike Henry Ford, who developed an apparatus to promote and control his 
public image, the Dodge brothers preferred that people knew them through the 
Dodge Brothers automobile. They were an important force in Detroit society, 
mainly in the 1910s, when they both played an active role in politics, civic service, 
and philanthropy. 

Two popular histories of the John and Horace Dodge families published in the 
1980s were the first full-length books on the Dodge brothers, but neither focuses 
primarily on the automotive story. Only one-third of the first history, Jean Maddern 
Pitrone and Joan Potter Elwart, The Dodges: The Auto Family Fortune and Misfortune 
(South Bend, IN: Icarus Press, 1981), focuses on John and Horace Dodge. Roughly 
half the second volume, Caroline Latham and David Agresta’s Dodge Dynasty: The 
Car and the Family That Rocked Detroit (New York: Harcourt Brace Jovanovich, 
1989), examines their lives and accomplishments. Both chronicle the lives of four 
generations of the Dodge family. 

Some historians continue to understate the importance of John and Horace 
Dodge to the automobile industry. A case in point is Douglas Brinkley’s recent his- 
tory of the Ford Motor Company, Wheels for the World: Henry Ford, His Company, 
and a Century of Progress (New York: Viking Penguin, 2003). Brinkley contends that 
in 1903, Dodge Brothers supplied the fledgling Ford Motor Company with bare- 
bones untested engines for Ford’s Model A and nothing else. For the first three 
years of Ford Motor Company’s operation, Dodge Brothers supplied Ford with the 
entire Ford automobile except the wheels, tires, and bodies. Brinkley views Dodge 
Brothers merely as an insignificant, marginal supplier to the Ford Motor Company. 

This is the story of two small-town machinists who became enormously suc- 


cessful automobile manufacturers in the early years of the Michigan auto industry. 


xit 
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Introduction 


It began in Niles, Michigan, in the southwest corner of the state, where the broth- 
ers grew up in a family that included a father and two uncles who were machinists 
by trade. The family left Niles in mid- 1882 and lived in Battle Creek, Michigan, for 
a little more than two years before moving to Port Huron, Michigan, at the south- 
ern end of Lake Huron. They remained in Port Huron for two years before moving 
to Detroit in late 1886. Their father, Daniel Rugg Dodge, was in effect an itinerant 
machinist after the family left Niles. 

John and Horace Dodge worked in Detroit and in Windsor, Ontario, directly 
across the Detroit River, from late 1886 until they established their own machine 
shop, Dodge Brothers, in 1900 in Detroit. They honed their skills as machinists 
during this period and moved into the ranks of foremen and superintendents. 

They began in Detroit at the Murphy Boiler Works, where they did rough 
machining from late 1886 until 1892. They then took jobs in Windsor at the 
Dominion Typograph Company, which manufactured and repaired typography 
equipment for newspapers and book publishers. The work at Dominion Typograph 
involved precision machining, which was new to them. After Horace Dodge 
invented and patented an improved bicycle bearing in 1896, John and Horace 


Dodge established a partnership with Fred Evans, who had worked for Dominion 


Typograph. They leased the Dominion Typograph building and manufactured the 
Evans & Dodge Bicycle there from 1896 until 1900. Sometime in 1900, the Dodges 
sold their interests in bicycle manufacturing and returned to Detroit to open a gen- 
eral machine shop under the name “Dodge Brothers.” 

By late 1900 or early 1901, the Dodges had their first automotive contract; they 
were to manufacture engines for the Olds Motor Works. After successfully com- 
pleting additional contracts for Olds for transmissions, they agreed in February 
1903 to become the principal supplier of parts and components for the Ford Motor 
Company. They worked exclusively for Ford from then until July 1914, when they 
ended what was a very lucrative business relationship to manufacture their own 
nameplate. 

John and Horace Dodge made their own automobiles from November 1914 
until their deaths in 1920. Dodge automobiles were mid-priced vehicles that incor- 
porated sturdy design and construction along with some innovative features. Dodge 
Brothers, for example, was the first American automaker to use all-steel bodies 
exclusively. They also introduced a series of light-duty delivery trucks built on their 
automobile chassis. The Dodge brothers showed their manufacturing prowess 
by turning out unprecedented numbers of the recoil mechanisms for two 155- 


millimeter artillery pieces during the First World War. 


Introduction 


After John and Horace Dodge died in 1920, Dodge Brothers continued to oper- 
ate successfully under the direction of Frederick J. Haynes and other managers 
whom John and Horace Dodge had groomed to run the firm. The company 
remained under Dodge family control until 1925, when John Dodge's widow, 
Matilda Rausch Dodge, and Horace’s widow, Anna Thomson Dodge, sold the busi- 
ness to the New York investment banking firm of Dillon, Read & Company. They 
ran Dodge Brothers for three years without much success and then sold the busi- 
ness to the Chrysler Corporation in 1928. The Dodge brand has survived to this 
day, and Dodge remains a flagship division of the DaimlerChrysler Corporation. 
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ONE 
Growing Up in Niles, Michigan, 
and the Long Road to the Dodge 
Brothers’ Machine Shop in Detroit 


Together the two Dodge brothers spent their boyhood surrounded 
by the simplicity of Niles, Mich. They ran barefoot through the 
woods together and fished side by side with bamboo poles in the 
St. Joseph River. 


Detroit News, 15 January 1920 


wo fiercely independent but inseparable redheaded brothers—John Francis 
Dodge and Horace Elgin Dodge—grew up in the small town of Niles on the 
St. Joseph River in Berrien County, which is in the extreme southwest corner of 
Michigan. The Dodge brothers spent most of their adult lives working as skilled 
machinists and manufactured complete automobiles for only a brief six years before 
their deaths in 1920. They emulated their father, Daniel Rugg Dodge (1819-1897), 


and two uncles who had earned their living as machinists. John and Horace Dodge 


were the seventh generation of Dodges in America, pioneer Yankees who left New 
England in the middle of the nineteenth century for the economic opportunities 
afforded by the Midwest. 

John and Horace Dodge spent their childhood and youth in Niles and attended 
public schools there until the family moved to Battle Creek in 1882. The brothers 
showed independence and initiative, a willingness to work hard, and mechanical 
abilities from an early age. More important, John and Horace Dodge became close 
friends and partners in most endeavors and continued this relationship until death 


separated them more than fifty years later. 


Chapter One 


The Dodge Family in Niles 


The appendix to this book outlines the history of the Dodge family in America, 
which began in 1629. Constructing more than a bare-bones history of the Dodge 
family in Niles is problematic because of the paucity of detailed records. The pub- 
lished accounts of Dodge family life in Niles, particularly the childhoods of John 
and Horace Dodge, are anecdotal at best and quite unreliable. For example, 
Caroline Latham and David Agresta have Ezekiel Dodge (John and Horace Dodge's 
grandfather) spending much of his life working as a skilled machinist in Salem, 
Massachusetts, and then moving to Niles in the early 1830s. Ezekiel, however, first 
appears in Niles in the U.S. Census of 1860 and had probably just arrived there. ! 

The 1850 federal census shows Daniel Rugg Dodge (age thirty), future father 
of John and Horace Dodge, living in Newbury, New Hampshire, with his father, 
Ezekiel Dodge, and thirty-five-year-old Lorinda Dodge, presumably his wife. The 
census records no children of Daniel and Lorinda Dodge. When Daniel appears 
in the next census, he is living in Niles with his father and two children, Charles 
F. Dodge (age five) and Laura Belle Dodge (age three). Lorinda Dodge died some- 
time between 1857 and 1860. At the 1870 census, Daniel (age fifty-one), identi- 
fied as a machinist, was married to Maria Dodge (age thirty-five), born in Indiana. 
She was the former Maria Duval (Duvall) Casto, shown in the 1860 census as the 
twenty-five-year-old daughter of William and Indie Duvall Casto, both born in 
Pennsylvania. The 1860 census identifies Maria Duval Casto, born in Indiana, as 
a “seamstress.” Daniel Rugg Dodge's second marriage yielded three children— 
Della lone (born in 1863), John Francis (25 October 1864), and Horace Elgin (28 
May 1868). Daniel Rugg Dodge's family in 1870 included five children—Charles 
(sixteen), Laura (fourteen), Della (seven), John (five), and Horace (two). The 1880 
census for Niles shows Daniel Rugg Dodge married to Maria Dodge, with only 
three children living with them—Della, John, and Horace.” 

Daniel Dodge, along with his brothers Caleb and Edwin, earned their living in 
Niles as machinists. Although Niles was about twenty miles from Lake Michigan, 
its location on the navigable St. Joseph River enabled it to become a thriving com- 
mercial and industrial town by the 1850s. Berrien County's population, a mere 325 
in 1830, leaped to 5,011 in 1840, with 1,420 in Niles alone. By 1860, county pop- 
ulation reached 22,378 and Niles had 2,699 residents. During the 1860s, the pop- 
ulation of Niles increased 55 percent to 4,197, but then growth slowed in the next 
decade, with population increasing only 10 percent to reach 4,630 in 1880. 

According to the published Dodge family histories, Daniel and Caleb were busi- 


ness partners operating a machine shop on the St. Joseph River in Niles in the 1860s 
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Maria Casto Dodge (1823—1906). Courtesy of Oakland University’s Meadow Brook Hall. 


and 1870s, with Edwin working there periodically. The limited surviving business 
records from this era, the Michigan State Gazetteer and Business Directory for 
1867-85, and surviving city directories suggest a different history. For instance, there 
is no evidence that the machine shop was on the waterfront. The earliest Dodge ref- 
erence came in 1867, when the Michigan State Gazetteer listed a “Kimmel Dodge” 
operating a machine shop in Niles. This probably refers to Caleb Kimball Dodge. 
A similar directory for 1870-71 includes “C. K. Dodge, Machinist, Niles.” The 
Berrien County directory for 1871 includes listings for “Caleb K. Dodge, foundry 
and machine shop, nr. M. C. [Michigan Central] Depot” and “Edwin A. Dodge, 


Chapter One 


Dodge Railroad Standpipe Company, Fifth Street at the Michigan Central Railroad, fac- 
tory buildings below the tracks. Detail from Niles, Mich. 1889, drawn and published by 
C. J. Pauli & Company, Milwaukee. 


Machinist,” but no reference to Daniel Dodge. The 1875 Gazetteer listings for Niles 
include C. K [Caleb Kimball] Dodge and L F. [La Forrest] Dodge, Founders, 
Machinists and Manufacturers of Railroad Stand Pipe, near MCRR [Michigan 
Central Railroad] depot.” La Forrest Dodge was probably Caleb's nephew or cousin. 
The 1874-75 Niles city directory shows essentially the same business listing for 
the Dodge shops, with both Caleb and La Forrest Dodge living south of the MCRR 
and east of Fifth Street. It also lists Daniel R. Dodge as a “mechanic” living on Fifth 
Street north of Barron Lake Road. Two years later, the 1877 Michigan State Gazet- 
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teer repeats the 1875 listing, but for 1879, the entry is simply, “Caleb K. Dodge, 
founder and machinist.” 

The last specific reference to Caleb Dodge is in the 1881 Gazetteer, which 
identifies him as a “founder,” but also lists him as “superintendent of founders and 
machinists” for the “Dodge Railroad Stand Pipe and Machine Company [capital 
$10,000].” The company officers were J. C. Larimore [president], F. M. Gray [treas- 
urer], and R. W. Montross [secretary]. Caleb Dodge was not a top official in the 
firm but an employee. The company listing for 1883 was virtually identical to that 
for 1881, except that the “superintendent of founders and machinists” is “F. L. 
Dodge,” probably Frank L. Dodge, Caleb’s son.* 

An 1884 Sanborn insurance map for Niles shows an extensive two-story manu- 
facturing works including a foundry with a cupola furnace, a machine shop/pattern 
shop, and a warehouse, all located south of the railroad tracks and immediately east 
of Fifth Street. It identified the works as “M’t’rs of the Dodge R.R. Stand Pipe, Not 
Running,” with the additional information, “Dodge Est. [estate] Owners.” The 1885 
Gazetteer shows the “Dodge Railroad Stand Pipe and Machine Company,” but with 
no mention of any Dodge by name. They apparently had permanently closed the 
plant by then. The Sanborn insurance map for 1889 shows the same manufacturing 
buildings as in 1884, still vacant and still part of the Dodge estate. An 1889 “bird’s- 
eye’ view of Niles shows the same set of buildings as those on the insurance maps. 
The 1900 Sanborn insurance map does not show any of the buildings. There was no 


specific mention of either Daniel R. Dodge or Edwin Dodge throughout the period 


1867-85 because they were mere employees of brother Caleb.’ 
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According to Dodge family oral tradition, Daniel Dodge and his family left Niles 
in 1882, following the death of Daniel's brother Caleb. Since John Dodge was sev- 
enteen years old and Horace was fourteen at the time, they had spent their form- 
ative years in Niles. Several dozen stories about John and Horace’s childhood and 
youth in Niles have survived, as part of Dodge family tradition and lore. It is diffi- 
cult to determine which stories are authentic, exaggerated, apocryphal, or simply 
fabricated. 

Most of the tales of John and Horace's childhood in Niles, repeated in the two 


published Dodge histories, seem to come from two sources. When the Dodge broth- 


ers arrived in Niles on 8 August 1913 to visit their mother’s grave at Silverbrook 


Chapter One 


Cemetery, John Dodge gave an extensive interview to the Niles Daily Star in which 


he described at length their impoverished childhood. After John’s death in January 
1920, Niles mayor Fred N. Bonine, a boyhood friend of John’s, called a special joint 
meeting of the town council and the Reliable- Home Building and Loan Association 
on 15 January 1920 to pay tribute to John Dodge. That meeting generated a ram- 
bling, thirteen-page collection of historical snippets of the Dodge success story and 
reminiscences from those who were there about John’s years in Niles.® 

The legend of John and Horace’s poverty-stricken childhood comes directly 
from John Dodge’s interview that appeared in the Niles Daily Star: 


We were born out on North Fifth Street in a little wooden cottage, close to where 
your standpipe is located. In those days we were the most destitute kids in the 
town. Poor mother, how she used to worry about her boys. I am three years older 
than my brother and naturally mother always confided her trouble in me. When 
cold weather came and H. E. and myself were obliged to go barefooted and wear 
ragged clothes, we didn’t grumble, but tried to make mother think it was all right. 


John Dodge's story has all the earmarks of a fable. Many of the successful auto- 


mobile manufacturers, much like Josiah Bounderby in Charles Dickens's Hard 


Times, deliberately exaggerated their poor childhood circumstances to give credi- 
bility to the “rags to riches” stories they liked to tell about themselves. Henry Ford 
was perhaps the most notorious of the fabricators. As for the Dodge brothers, some 
tales ring hollow, but other sources confirm most of the stories.’ 

Dodge family biographies repeat John Dodge’s 1913 description of the two 
brothers growing up in Niles in poverty. Daniel Rugg Dodge was allegedly a poor 
businessman who did not adequately provide for his family. These claims do not, 
however, fit very well with other established facts of their early lives. Older sister 
Della Dodge completed high school (with honors), John Dodge earned his high 
school diploma in 1882, and Horace was still in school when the family left Niles. 
Families living in poverty in the 1870s could not afford the luxury of allowing their 
children to remain in school into their late teens. Besides, Horace Dodge allegedly 
saved his money and at age nine bought himself a violin, an unlikely purchase for 
a child living in grinding poverty.® 

Horace Dodge's interest in music was a result of his relationship with one of 
Niles’s successful businessmen, Joseph S. Tuttle. The 1860 census identifies Tuttle 
(age thirty-two) as a tanner. A decade later, the 1870 U.S. Census shows a “Joseph 


S. Tuttle,” age forty-three, identified as a “leather manufacturer” and a widower 
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Joseph S. Tuttle House, Main and Fifth, Niles,“Michigan. Courtesy of the Fort St. Joseph 
Museum, Niles, Michigan. 


with three children. Ten years later, Tuttle (fifty-three) had a new wife, Nancy (age 
forty-two), and an additional child, Ruth M. (age seven). 

Tuttle owned a large Victorian house on Main Street and allowed Horace to 
play the piano in his parlor. ‘Tuttle was also a member of the Niles school board 
and was the superintendent of Sunday school at the Methodist Episcopal church 
the Dodge family regularly attended. Because of Tuttle’s influence, Horace gave 
John a Bible as his first significant present. Horace Dodge, the product of a per- 
fectly respectable lower-middle-class family supported by a skilled machinist, prob- 


ably would have nevertheless coveted the material goods of one of the richest 
citizens in town.” 

Many of the stories about John Dodge’s childhood concern his experiences in 
school. John had perfect attendance during his first three years of grammar school 
and his teacher, Mary Manson, presented him witha book recognizing that achieve- 


ment. She was probably the Mrs. Mary E. Manson listed in the 1874-75 Niles city 
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directory. In January 1920, Mayor Bonine, former seatmate of John Dodge in gram- 
mar school, recalled an early school incident in which John Dodge threw a wad of 
paper across the room and startled the school cat, which knocked over and broke 
a vase. The teacher punished John by making him sit with a girl. An examination 
of old Niles school records reveals that John Dodge struggled to pass an arithmetic 
examination in February 1876 at age eleven. He needed more than an hour to fin- 


ish the exam, struggling with long division.!° 


There is some evidence to corroborate other Dodge family stories that have 
been passed down from one generation to the next. John and Horace worked hard 
as youngsters and showed a good deal of ambition and initiative. John claimed that 
as a young boy, he drove a cow three miles twice a day and earned fifty cents a week 
for his efforts. As a teenager, John carried heavy sacks of bran from railroad cars to 
riverboats for fifty cents a day. He worked with Tom Davis, the African American 
son of the town ashman, a low-status job even in Niles. William Davis (age fifty- 
two) appears in the 1880 census tract, listed as “drayman” and identified as a 
“Negro.” He had a son Thomas (age thirteen), identified as “mulatto.” Later ver- 
sions had John Dodge working for Tom Davis, when in fact he worked for William 
Davis. A photograph of Tom Davis in 1920 shows him still working as an ashman. 
Following John Dodge's death, Davis recalled that John was a hard worker and 
added, “I always think of him bending over carefully to pick up a sack of grain so 
as not to rip the patches on the seat of his trousers.” When Tom Davis died in 
January 1927, the mayor of Niles ordered all businesses closed during his funeral. !! 

Growing up in Niles, the Dodges also became friends with Cyrus Bowles, an 
African American who worked in the Dodge machine shop. The 1880 census lists 
Bowles as a thirty-six-year-old “teamster” born in Virginia and classed as a mulatto. 
According to local legend, Bowles taught the Dodge brothers how to fish, fash- 


ioned whistles for them from willow twigs, and relayed stories about growing up 


ona Southern plantation. The Dodges’ experiences with Davis and Bowles proba- 
bly explain in part their willingness to pioneer (along with Henry Ford) in hiring 
African Americans to work in their factories in the 1910s.!° 

The Dodge boys exhibited glimmerings of their mechanical genius even as young- 
sters. When John was in high school, schoolmate Fred Bonine was the first person 
in Niles to own a high-wheel bicycle. Bonine’s family was wealthy and the bicycle 
supposedly cost two hundred dollars. Family legend holds that John and Horace, 
fiercely jealous of Bonine, fabricated their own high-wheel bicycle from scrap. They 
fashioned the high wheel by hand and used a wheel from a baby carriage for the 
small rear wheel. They proudly rode their homemade creation around town for 


two years, and it worked as well as any store-bought model. The story is plausible. !° 


Growing Up in Niles, Michigan 


Although John and Horace were close companions throughout their youth, 


they developed distinct personalities and interests. Horace was painfully shy com- 
pared with John and was overly sensitive about his name because of constant teas- 


ing from his peers. He used “Elgin,” later “H. E.,” and other variants for many years. 


Horace developed an early appreciation of music and taught himself to play the 


violin he had bought at age nine. He also became fascinated with boats, an impor- 
tant part of the landscape of Niles. Horace’s love of boats, not entirely shared by 
brother John, remained strong for the rest of his life.' 

John and Horace Dodge had a limited and sometimes ambiguous relationship 
with their hometown after achieving fame and fortune as automobile manufactur- 
ers. After Maria Casto Dodge died in 1906, the brothers visited their parents’ graves 
in Niles each summer. In June 1912, they commissioned Lloyd Brothers Company 
of Toledo to build “a monument and nine grave markers’ at the Silverbrook Cemetery 
to mark the graves of the Dodge and Casto families. John Dodge instructed the com- 
pany to correct one inscription on the monument from “Castle” to “Casto.” Lloyd 
Brothers charged the Dodge brothers $1,125 for the work, completed by October 
1912. The monument and grave markers remain in place today. 1° 

During their visit to Niles in August 1913, the brothers offered the city a gift 
of $100,000 to build a park honoring their parents. John Dodge told a reporter, 
“This amount sounds big but really is nothing to us now. H. E. and myself are worth 
$50 million and we have made the [sic] most of it in the last 10 years. We want to 
do something for Niles right away and I have suggested a donation of $100,000. 


We will double this amount if your citizens will advance a judicial manner in which 


it can be spent.” The offer went before the city council, but after its members ques- 


tioned the need for a park and determined that the city might have to spend money 
to maintain it, the council rejected the offer.!° 

The Dodge brothers later aided Niles ina substantial way less than a year before 
the death of John Dodge. Late in 1918, the Michigan Central Railroad decided to 
transfer its freight car classification yards from Michigan City, Indiana, to Niles. 
The move would bring an influx of upward of eight hundred families to Niles, result- 
ing in a need for about four hundred new houses. Mayor Fred Bonine approached 
the Dodge brothers for assistance, and they agreed to help. John and Horace Dodge 
still wanted to do something to help Niles, even though the town’s refusal to accept 
their earlier offer angered and embarrassed them. At Bonine’s urging they lent 
$500,000 to the Reliable-Home Building and Loan Association of Niles (organ- 
ized on 22 April 1919) to help finance the construction of housing for the railroad 
workers. By late July 1919, 151 homes were already under construction, easing the 


transfer of the freight yards, which took place in October.!” Ironically, there was 
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Dodge Family Monument, Silverbrook Cemetery, Niles, Michigan. Author's photograph. 


no public acknowledgment of the Dodge connection to Niles until the dedication 
of a State of Michigan historic marker on 16 November 1996 at the site of the 
Dodge boyhood home on North Fifth Street.!® 

The Dodge brothers did, however, have fond memories of their boyhood and the 
people of Niles who helped them grow up. In 1919, John Dodge learned that Joseph 
Tuttle had suffered financial reverses in his old age and was going to lose his home. 
Dodge bought the house and gave Tuttle a life lease on the property and an annuity 
so that he could live comfortably for the rest of his days. News that Cyrus Bowles 
was seriously ill reached John Dodge in late 1919. Dodge sent a letter in December 
1919 to Fred Bonine offering to pay for a “proper Burial” for Bowles in case of his 


death. Ironically, Bowles, nearly eighty at the time, outlived John Dodge.!? 


The Battle Creek and Port Huron Years 


Daniel Rugg Dodge left Niles sometime in 1882, taking with him his entire fam- 
ily—wife Maria, daughter Della, and sons John and Horace. There are contradic- 


tory accounts of their lives after they left Niles. Latham and Agresta argue that 
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Daniel Dodge moved his family to Battle Creek, intending to operate a machine 
shop there, but then moved to Port Huron sometime in 1886 and finally to Detroit 
later in the same year. Pitrone and Elwart argue that Daniel Dodge went directly 
to Port Huron in 1882 and remained there until moving to Detroit in late 1886. 
They also claim that Daniel Dodge tried unsuccessfully to operate a machine shop 
in Port Huron for four years before seeking a better life in Detroit. Both sources 
have John and Horace Dodge working in Port Huron for the Upton Manufacturing 
Company, which made agricultural machinery.?° 


The historical evidence of their whereabouts in 1882-86 is far from definitive. 


The scenario best supported by the available evidence suggests that the Dodge 
family lived in Battle Creek in 1882—84 and then moved to Port Huron in late 1884, 
after their employer, the Upton Manufacturing Company, transferred its opera- 
tions there. Daniel Dodge almost certainly left Niles because he was unable to find 
work following the death of his brother in July 1882. Why Daniel Dodge moved to 
Battle Creek remains a mystery. 

William Brown began manufacturing threshers in Battle Creek in 1851, but in 
1858 the firm became Upton, Brown & Company, with James Stephen Upton as the 
controlling partner. The enterprise, renamed the Upton Manufacturing Company in 
1874, left Battle Creek in October 1884 after a group of Port Huron investors bought 
$100,000 in stock in the company to lure it to their city. In 1890, the firm became 
the Port Huron Engine and Thresher Company, one of the largest American manu- 
facturers of steam traction engines for farm use over the next quarter century.7! 

After leaving Niles, the Dodge family went first to Battle Creek, but the cir- 


cumstances of their departure from what later became the “Cereal City” are not 
clear. The family does not appear in the 1882 city directory for Battle Creek, preb- 
ably compiled well before their arrival that year. The directory issued two years 
later included “Daniel R. Dodge, machinist,” living on the south side of Jackson 
Street, west of McCamly. The same volume included a listing for “Upton Mnfg. 
Co., threshing machines and engines,” on East Canal Street at Jackson Street.” 
By March 1884, civic boosters from Marshall, Michigan, and from Port Huron 
were vying to lure Upton Manufacturing to their cities, while a group of Battle 
Creek capitalists was attempting to keep the firm from moving. James Stephen 
Upton apparently needed an influx of new capital for expansion. The Marshall 
group initially offered twelve acres of land and an investment of $100,000 in stock. 
It is not clear why Port Huron got the nod, but in August 1884, Upton decided to 
close the factory in Battle Creek and move to Port Huron in October. Upton 


Manutacturing did not expect many of its 150 employees to make the transfer. By 
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late October 1884, the firm had transferred its machinery to Port Huron, although 
the company planned to keep an office in Battle Creek “for the purpose of collec- 
tions and attending to business here.” Edward Frank Upton, one of James Upton’s 
sons, left Battle Creek for Port Huron in late November to work in the office of 
Upton Manufacturing at its new home.?? 

If Daniel Rugg Dodge had worked for Upton Manufacturing Company in Battle 
Creek and then moved his family to Port Huron in October or November 1884, 
this would explain why there is almost no surviving evidence of the Dodges in Port 
Huron. The 1884 Michigan census of St. Clair County, completed in June of that 
year, does not list them, probably because they had not yet arrived there. Nor do 
the Port Huron and St. Clair County directories for 1885 or 1888 include them. 
If they arrived in Port Huron late in 1884 and then left for Detroit in late 1886 or 
early 1887, the directories would not have “captured” them in Port Huron. The 
directories for 1885 and 1888 included the Upton Manufacturing Company and 
identified the firm as a manufacturer of agricultural tools. No directories exist for 
1886 or 1887 for Port Huron.?* 

One piece of evidence, other than Dodge family lore, that places the Dodges 
in Port Huron is Eugene H. Moak’s informal history of Upton Manufacturing com- 
pleted in December 1982. Moak cites the recollections of his father, also Eugene 
H. Moak (1866-1930), who worked as an apprentice at Upton Manufacturing with 
John and Horace Dodge. William Jenks’s history of St. Clair County confirms that 
Moak worked as an apprentice for $4 a week, and Moak’s 1930 obituary states 
that he began work at Upton Manufacturing in 1885 at age nineteen. Moak claims 
that John Dodge first became a skilled machinist while working for Upton 
Manufacturing. Although John Dodge was two years older than Moak, the two 
became good friends and John Dodge made Eugene Moak a machinist’s hammer 
aspect 

We know very little about the period the Dodge family spent in Battle Creek 
and Port Huron, five years in total. Both John and Horace probably labored full- 
time and presumably began informal apprenticeships learning the trade of a 
machinist. Since the Upton Manufacturing Company made threshing machines 
and steam engines, the Dodge brothers must have gained valuable experience work- 
ing iron and steel. The years in Battle Creek and Port Huron were much like the 
adolescent transition between childhood and adulthood. When the Dodge family 
left Niles in July 1882, John was seventeen and Horace a mere fourteen. When 
the family arrived in Detroit in spring 1887, John was twenty-two and Horace eight- 


een, both young adults. 


Growing Up in Niles, Michigan 


In 1887 Detroit was a mid-sized city of about 200,000 with an industrial base 


that included scores of foundries and machine shops. Over the next fourteen 


years, the Dodge brothers became accomplished machinists, experienced man- 
agers, and successful businessmen. They came of age professionally. The broth- 
ers worked as machinists at the Murphy Iron Works in Detroit from 1887 until 
1892, when they took new jobs in Windsor, Ontario, just across the Detroit River. 
They worked at Dominion (later, Canadian) Typograph Company, manufacturer 
of typography equipment, from 1892 to 1897. With Fred Evans, they manufac- 
tured the Evans & Dodge Bicycle in part of the Canadian Typograph factory from 
1896 until 1899, when they took positions with the National Cycle and 
Automobile Company. During their Windsor days, they lived in Detroit and trav- 
eled to work by ferry. The pair then established their own enterprise, “Dodge 
Brothers,” in 1900. ‘They operated a machine shop in Detroit that initially made 
replacement parts for typography machines, special-purpose machinery, and 


steam engines for pleasure boats. 


Early Days in Detroit 


Daniel Rugg Dodge and his family, minus Della Dodge, likely arrived in Detroit in 
spring 1887. This would explain why they do not appear in Detroit's city directory 
for 1887, compiled at the end of 1886 or very early in 1887. The Detroit City 
Directory for 1888 lists Daniel Dodge, age sixty-seven, as a “machinist” living at a 
house at 135 Porter Street, on the near west side of Detroit, a few blocks from the 
Detroit River. The same volume lists Daniel's wife, Maria Casto Dodge, along with 
“John F. Dodge, foreman,” and “Dellie I. Dodge, machinist,” as boarders. The fol- 
lowing year, “Dellie I. Dodge” transformed himself into “Horace E. Dodge.” Della 
Dodge had remained in Port Huron and in February 1892 married Uriah Eschbach, 
the former superintendent of the Upton Manufacturing Company.”° 

John Dodge went to Detroit in search of a job and found one at the Murphy 
[ron Works, which specialized in manufacturing steam boilers for stationary and 
marine engines. Thomas Murphy first appears in the 1880 city directory for Detroit, 
listed as “founder and machinist.” An advertisement in that year’s directory shows 
that he manufactured “Murphy’s patented grate bars, smokeless furnaces, and feed 
water heaters.’ The 1882 directory identifies his company as “Murphy’s Iron Works, 
General Machinists and Founders,” but says that the firm made the “Murphy 


Smokeless Furnace,’ along with marine and stationary steam engines. 
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Thomas Murphy appears in later directories as the proprietor of the Murphy 
Iron Works but also as the secretary-treasurer of the Detroit Tug & Wrecking 
Company and the Windsor Tug & Wrecking Company. Murphy’s manufacturing 
plant was at 190-200 West Congress Street from 1880 until 1892, when Thomas 
Murphy moved to larger quarters at the former Russel Wheel and Foundry Works 
at the foot of Walker Street at the Detroit River. The Congress Street plant was 
only a few blocks from where the Dodges lived on Porter Street.” 

A Detroit News article published when John Dodge died in January 1920 recalls 
his first days in Detroit. He called on John Trix, president of the American Injector 
Company, looking for work. Trix had nothing to offer John Dodge, but found him 
so deserving of work that he spent the rest of the day going from factory to factory 
with him in search of a job. The quest ended at the (Thomas) Murphy Boiler Works. 
John Dodge later told a fellow workman at the Murphy shops, “I reached Detroit 
with 50 cents, but I spent 25 cents to have an aching tooth pulled out.” According 


to the newspaper article, John Dodge worked alone at Murphy [ron Works through 
winter 1886—87 and then brought Horace to Detroit in spring 1887 to join him 
there. It is likely that John Dodge's parents moved to Detroit then.’ 

A 1890 survey of agricultural implement and iron works conducted by the 
Michigan Bureau of Labor and Industrial Statistics identifies all of the forty-six 
workers at Murphy Iron Works by trade and pay. The list includes a twenty-six- 
year-old single man, native-born with native-born parents, employed as a foreman 
at $16.50 a week, certainly John Dodge. The list also includes a twenty-one-year- 
old single man, native-born with native-born parents, who earned $13.50 a week 
as a machinist, mostly likely Horace Dodge. The age is wrong, possibly a typo- 
graphical error, because Horace would have been twenty-two. The fact that both 
men were paying $5.00 a week for room and board suggests that these are John 
and Horace. The Dodge brothers left the Murphy Iron Works after about six years, 
seeking greater opportunities in nearby Windsor, Ontario.?? 

Sometime in the early 1890s, before John and Horace changed employers, John 
suffered from severe chronic coughing, which was soon diagnosed as tuberculosis. 
He was unable to work for several months, but according to family lore he recovered 
completely by consuming large quantities of medicine made by the Detroit phar- 
maceutical firm, Parke, Davis & Company. The firm produced Elixir 130, officially 
labeled “Terpin Hydrate and Codeine Elixir,” which had an alcohol content of 42 per- 
cent. Dodge family tradition holds that John Dodge, previously a teetotaler, devel- 
oped a dependence on alcohol as a result. This may well be the Dodge family’s 


rationalization of John and Horace’s periodic and well-documented alcohol abuse.*° 
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During John’s disability, Horace worked part-time at the machine shop of 
Leland, Faulconer & Norton in Detroit to help cover John’s living expenses. Horace 
no doubt gained valuable experience working for Henry M. Leland, who had 
brought to Detroit the high standards for accuracy already attained in the machine 
shops of Leland’s native New England. John’s health problems would have made 
it difficult for him to continue to do the heavy work required in a smoke-filled shop 
like Murphy Iron Works, and his condition may have prompted the two brothers 


to look for new jobs.?! 


Working in Windsor 


John and Horace took positions in 1892 in Windsor with the Dominion Typograph 
Company, first listed in the Windsor Business Directory section of the Detroit 
city directory in 1891 under “Typograph Manufacturers.” Fred S. Evans was the 
secretary-treasurer of the firm. The listing remained the same through 1899, but 
the firm’s name changed in 1894 to Canadian Typograph Company. The Dodge 
brothers first appear in the Windsor Directory as employees of Dominion Typograph 
in 1894, with the entries, “H. E. Dodge, machinist,” and “J. F. Dodge, foreman.” 
There and in subsequent directories, the plant is in the Medbury Block, on 
Sandwich Avenue just west of Ouellette. According to Pitrone and Elwart, the 
Dodge brothers first became familiar with micrometers and calipers, which per- 
mit greater precision in machining parts, while working at Dominion Typograph.*? 

Walter G. Griffith, who was an apprentice at the Typograph plant in 1890-95, 
recalled the arrival of John and Horace Dodge at the plant. The company had placed 
an advertisement in the Detroit News for “an assembly man, a floor man.” The 
Dodge brothers came to the plant to see the superintendent, Mr. Piper, looking for 
work for both. Piper said that he wanted only one man, to which John Dodge replied, 
“We're brothers and we always work together; if you haven't got room for two of us, 
neither of us will start. That’s that!” Piper agreed to hire the pair and told them to 
report the next Monday. Griffith recalled that John was the more aggressive and 
hardworking of the two brothers. Horace still went by the name of “Ed.” Both drank 
heavily on weekends at various taverns in Detroit, but seldom got into fights because 
they usually drank with each other, apart from others.*? 

At some point while he was working as a machinist in Windsor, Horace Dodge 
devised an improved bicycle bearing, which incorporated an enclosed mechanism 


by which the bicycle axle rode on four sets of ball bearings. His innovative design 


[3 


l6 


Chapter One 


| oo A 
_ Dust Proof. 


half of the per cent frictiot running without. oil, jit (ig guaranteed to be | 
interre oe a ery poi at, at AS CAaXy aut to, i as others geared | 
nt 66. | i 


saa aie Co. ig sheet indson Ont. 


$ | 3 
$ 
" PONN som anamannan 


8 
Py 
Be Iniversitly testi shows the F & D. Bievele phain to have only pne- 


i 


| 


Evans & Dodge Bicycle advertisement, Windsor Evening Record, 16 April 1896. 


had the advantages of being dirt-proof and offering a smoother ride with less effort. 
Horace and John jointly applied for a patent on the improved bicycle bearing on 
20 July 1895 and the U.S. Patent Office granted a patent on 15 September 1896. 
An advertisement in the (Windsor) Evening Record in mid-April 1896 guaranteed 
the bicycle, described as a “roadster,” to be “absolutely dust proof.” By then, the 
Dodge brothers had already created a partnership with Fred S. Evans to manufac- 
ture a bicycle using the patented bearing, leasing part of the Canadian Typograph 


plant for that purpose.*4 


Fred Evans had already been manufacturing bicycles before he became business 
partners with the Dodges. The Windsor Directory for 1896 identifies the Canadian 
‘Typograph Company as “Manufacturers of Type Setting Machines & Bicycles,” em- 
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Maple Leaf emblem on fork of Evans & Dodge Bicycle. Courtesy of DCHC. 


ploying J. F. Dodge as “mechanical superintendent” and H. E. Dodge as “foreman.” 
The listings for 1897—98 and 1899 remain essentially the same as those in 1896 and 
identify the Dodges as employees of Canadian Typograph Company, Ltd., which 
manufactured typesetting machines, bicycles, and other products. A second busi- 
ness directory for 1899 lists the firm in two places—under “Manufacturers and 
Dealers in Bicycles” and as “Typograph Manufacturers.” Starting in 1896, Fred Evans 
and the Dodges manufactured the Evans & Dodge Bicycle, also commonly called 
the “E. & D. Bicycle” or the “Maple Leaf Bicycle.” The metal emblem on the ferk 
had the intertwined letters “E and D” on a maple leaf.*° 

The Evans & Dodge Bicycle had great success in the market, in part because 
Fred Evans was a good salesman. His company was the only Canadian bicycle man- 
ufacturer to exhibit its wares at the New York Cycle Show in February 1897. 
He spent ten days at the show and reportedly sold fifty “wheels” to dealers in 
Philadelphia and additional ones in New York City. By November 1897, the plant 
in Windsor already had one hundred employees and Evans planned to double pro- 
duction and employ additional workers. In January 1898, the Canadian Typograph 
Company announced plans to open branch offices and retail stores in London, 
Ontario, and in Montreal. To promote sales of the E. & D. Bicycle and the use 
of bicycles generally, the Canadian Typograph Company offered bicycle-riding 
instruction at the Windsor Curling Rink starting in March 1898. Instruction was 
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free for E. & D. owners and cost all others $2.00 for five lessons. Their advertise- 
ment advised, “You can learn at the rink without publicity and under the instruc- 
tion of capable instructors.” They offered separate sessions restricted to “ladies” in 
the mornings and mixed sessions the rest of the day.*° 

Changes in the structure of the American and Canadian bicycle industries at 
the close of the nineteenth century seriously affected the Dodge brothers’ careers. 
Forty-two American bicycle manufacturers merged in 1898 to form a cartel, the 
American Bicycle Company (ABC). Later that year, ABC decided to build a bicy- 
cle factory in Canada’s industrial center in Hamilton, Ontario, to avoid paying 
Canadian duties, seriously threatening the Canadian bicycle manufacturers. In 
mid-December 1899, one Windsor newspaper reported that John Dodge was in 
Indianapolis supervising the removal of bicycle manufacturing machinery that he 


shipped to the new ABC factory in Hamilton, while Evans had moved his family 


to Toronto, the company headquarters. Under the leadership of Fred Evans, the 
Canadian manufacturers consolidated in 1899 into the National Cycle & Auto- 
mobile Company, Ltd., and became the Canadian subsidiary of the American 
Bicycle Company 

National Cycle took control of Evans’s manufacturing facilities and discon- 
tinued the E. & D. Bicycle. National Cycle, however, continued to pay the Dodge 
brothers royalties to use their patented bicycle bearing and offered them good jobs 
as well. John became general manager of the National Cycle plant in Hamilton in 
December 1899, while Horace remained in Windsor at the former Canadian 
‘Typograph factory. National Cycle gained control of bicycle manufacturer E. C. 
Stearns Company of Toronto and planned to ship all of its machinery to the 
Hamilton factory. John Dodge met with the manager of Stearns, Frederick J. 
Haynes, ordered him to ship the machinery, and brusquely offered him a job, which 
Haynes accepted. The two became close friends and Haynes eventually managed 
Dodge Brothers.*® 

The five largest independent Canadian bicycle makers merged in September 
1899 to establish a Canadian cartel, the Canada Cycle & Motor Company Limited 
(CCM). After CCM bought National Cycle in summer 1900, the Dodge brothers 
sold their interests to CCM for $7,500 and established their own machine shop 
in Detroit. Their nine-year stint in Canada gave them much-needed experience as 
machinists and as managers. Besides, they finally had some capital to go into busi- 
ness on their own.*? 
John and Horace Dodge also went through major changes in their personal 


lives in the 1890s. Both married and fathered several children apiece. John Dodge 
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John F. Dodge, ca. 1900. Courtesy of Oakland University’s Meadow Brook Hall. 


and Ivy Hawkins, a dressmaker, married in September 1892, when they were both 
twenty-eight. The newly married couple lived in the Dodge family home at 854 
Trumbull in Detroit, while Daniel Dodge, Maria, and Horace moved to 534 West 
Warren Avenue in 1892 and lived at 524 Lincoln from 1894 on. John and Ivy 
Hawkins Dodge had three children—Winifred (b. March 1894), Isabel Cleves 
(b. February 1896), and John Duval (b. August 1898). John Dodge remained in the 


house on Trumbull until 1907, when he moved into a mansion on East Boston 


ey 


Horace E. Dodge, ca. 1900. Courtesy of Oakland University’s Meadow Brook Hall. 
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Boulevard, ina fashionable Detroit neighborhood where several automobile moguls 
lived, including Henry Ford.*° 

Horace married Christina Anna Thompson in July 1896, in Windsor, Ontario, 
during a lunch break from work. Horace was twenty-eight and she was twenty-five 
when they married. Christina Anna Thompson was from a working-class family 
and had worked at a bakery in Detroit. At the time of their marriage, she was giv- 
ing private piano lessons to young students and was going by the name Anna. She 
quickly dropped the “p” from her last name to become Anna Thomson Dodge. The 
newlyweds lived in the house at 524 Lincoln in Detroit with Daniel and Maria 
Dodge. After Daniel Dodge died on 19 July 1897 at age seventy-nine, Maria Dodge 
continued to live with Horace and his wife until late 1901, when she moved into 
John Dodge’s home following the death of Ivy Dodge. Horace and Anna had their 
first child, Delphine Ione, in February 1899 and their second, Horace Elgin Dodge, 


Jr., in August 1900. These were the only children born to Horace and Anna Dodge. 
They named Delphine after John and Horace’s sister Della, who had changed her 


name to the more sophisticated Delphine about the time she married.*! 


Dodge Brothers Machine Shop 


In October 1900, the Dodge brothers used the proceeds from the sale of their inter- 
est in CCM to open their own machine shop in Detroit. At that time, John Dodge 
was nearly thirty-six and Horace was thirty-two. There are contradictory accounts 
of this transaction. Latham and Agresta, probably following Glasscock, claim that 
the Dodges received $7,500 in cash and a promise for continued royalties for their 
patented ball bearing. According to Pitrone and Elwart, CCM went bankrupt and 
all the Dodge brothers received was their choice of machinery from the Windsor 
factory. The latter scenario cannot be correct because CCM remained solvent 
through the First World War. Besides, picking machinery that would be right for 
their new machine shop would be problematic, as well as shipping the machinery 
across the border. The Latham and Agresta scenario seems more consistent with 
the facts.*? 

The 1901 Detroit city directory includes a listing for “Dodge Brothers (John F. 
and Horace E.), Machinists & Engineers, Manufacturers of Special Machinery, 
and Machinery Repairs” at 133—137 Beaubien Street. They took out a quarter page 
of advertising in the same issue of the city directory and listed in more detail the 


kinds of work they were prepared to do. They described themselves as “Builders 
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Advertisement for Dodge Brothers machine shop, from the Detroit City Directory for 1901. 


of Simple, Compound, Triple and Quadruple Expansion Marine and Stationary 
Engines,” but further explained, “We also build and repair any kind of machinery, 


do all kinds of difficult punch, die and tool work; do internal, external and surface 


grinding, milling, gear cutting, and punch press work; in short, we are prepared to 
do any class of work that can be done in a first-class modern shop. Linotype 
machines repaired skillfully and promptly. ”® 

The Detroit Free Press ran a lengthy feature article on the Dodge machine shop 
on | September 1901 and praised the operation enthusiastically: “It may be truth- 
fully stated that the plant of this firm on the ground floor of the large structure 
known as the Boydell Building, 133 to 137 Beaubien Street, is one of the most 
thoroughly equipped and up-to-date in the city. The newest ideas in everything that 
can in any way assist them in their work have been adopted.” Virtually all the sec- 
ondary sources have assumed that the Dodge brothers had just opened the shop 
in September 1901. The Detroit City Directory for 1901 claimed to cover the city 
“for the year commencing Aug. 1, 1901,” so the Dodge brothers must have oper- 
ated their machine shop before September. By all reports, when they first began 
work in the Boydell Building, the Dodge brothers employed a total of twelve men 
and boys. The extensive operations described in the Detroit Free Press article sug- 
gest a workforce of about fifty.** 

Ransom E. Olds (1864—1950) had already contracted with Dodge Brothers in 
early 1901 to build engines for his curved-dash Olds runabout. He followed with 
a contract in June 1901 for 2,000 transmissions. Olds was not likely to give sub- 
stantial work to a firm that was not already an ongoing enterprise with a factory, 


machinery, and experienced employees. A lengthy newspaper article on the Dodge 
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Boydell Building, Beaubien Street, Detroit. Author's photograph. 


Brothers Hamtramck factory gives September 1900 as the date John and Horace 
Dodge started in business as Dodge Brothers.* 

Ransom E. Olds was in many respects the founder of the Michigan automo- 
bile industry and the most important early automotive pioneer in the United States. 
His father, Pliny F. Olds, established a machine shop in Lansing, Michigan, in 
1880 under the name P. F. Olds & Son. Ransom Olds became a partner in the firm 


in 1885, and on his initiative, the Olds shop began making small steam engines 


equipped with a gasoline burner. He began experimenting with steam-powered car- 
riages around 1887 and produced several prototypes, but decided to focus on 
gasoline engines after visiting the Chicago World's Fair in 1893. Ransom Olds intro- 
duced his first gasoline-powered carriage in June 1896 and began manufacturing 
them for sale in the Lansing factory in fall 1897. The Olds gasoline automobiles 
were a success in the market, but Ransom Olds lacked the capital needed for ex- 
pansion. Samuel L. Smith, a Detroit capitalist who had made a fortune in Michigan 
copper mining, agreed in spring 1899 to invest $200,000 in the venture provided 
that Olds moved the operation to Detroit. The resulting enterprise, the Olds Motor 
Works, built the first automobile factory in Detroit shortly thereafter.*° 
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The Olds Motor Works manufactured the lightweight “curved-dash” Olds run- 
about, the first American automobile to sell in significant numbers. More impor- 
tant, the Olds Motor Works attracted future automotive pioneers with substantial 
contracts for automobile components, and it was a training ground for other auto- 
motive leaders. The Olds Motor Works provided the first automotive contracts for 
the Wilson Body Company, Hyatt Roller Bearing Company, Dodge Brothers, and 
the Leland and Faulconer Manufacturing Company. Henry Leland, the manager 
of Leland and Faulconer, launched the Cadillac Motor Car Company in 1904 and 
the Lincoln Motor Company in 1917. During the brief time the Olds Motor Works 
was in Detroit, it employed future automobile entrepreneurs such as Jonathan 
Maxwell (Maxwell Motor Car Company) and Roy D. Chapin (Chalmers Motor 
Company and Hudson Motor Car Company).*” 

The lack of substantial business records limits our understanding of the Dodge 
Brothers enterprise in those early days. Fortunately, an invoice book covering the 
period from 15 October 1900 through 28 October 1901 has survived and offers 
some insights. Each page of the book was stamped “Dodge Bros., Successors to 
Canadian Typograph Co., Ltd.” The vast majority of invoices during the first ten 
months of operation reflect a continuation of the work they had done in Windsor. 
They may have acquired Canadian Typograph’s customers as part of the sale of 
their interest in bicycle manufacturing. 

The volume includes more than one thousand invoices for repairs to typogra- 


phy machines, for replacement parts for typesetting machines or presses, and for 


“matrices,” the molds in which letters are cast. Dodge Brothers supplied these serv- 


ices and products to roughly two hundred newspapers in the United States and 


Canada. Most of the invoices were for amounts less than $30. Despite offering a 
25 percent discount on bills paid within 30 days, they faced the curse of small, 
struggling firms—past-due bills. On 1 December 1900, they notified the Sarnia 
Post that their bill was two months old. Nearly a year later, they reminded the 
American Car & Foundry Company of St. Louis of an unpaid bill for $193.60. John 


Dodge was apologetic when he asked this large company for payment: “We are very 


sorry to have to make this request of you, but as we are just getting our plant estab- 
lished, you can readily understand that we are not overburdened with ready cash.” 

A close reading of the invoices reveals the efforts to diversify away from the 
work for the printing industry. Starting in early 1901, Dodge Brothers completed 
dozens of small jobs for companies as diverse as railroads, breweries, and telephone 
companies. [he Dodges actively solicited work by letter as well as by word of mouth. 
On 26 March 1901, John Dodge sent a letter to F. F. Whitney, the general fore- 
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man of the Wabash Railway, in St. Thomas, Ontario: “As we understand that you 
have no repair facilities in Windsor, we would respectfully call your attention to 
the superior facilities that we possess for doing all kinds of machine repair work.” 
The Dodges received a letter from L. D. Cond inquiring about their willingness to 
work on naphtha or gasoline-powered launches. They told Cond that they had no 
experience with this type of engine, but forwarded his letter to the Michigan Yacht 
& Power Company (formerly owned by Ransom Olds) on 7 October 1901. The 
Dodge Brothers cover letter added, “Trusting that when you receive inquiries for 
steam launches you will give us a chance to bid on the machinery.” 

In July 1901, Dodge Brothers sent out dozens of notices to various newspa- 
pers with unpaid balances—“Gentlemen: As we have disposed of our interests in 
the ‘Typograph (Company), we would be obliged for a prompt settlement of the 
above.” They had severed whatever financial relationship they had retained with 
Canadian Typograph Company after they had sold their interest in CCM. From 
July 1901 on, the Dodge Brothers machine shop did no additional work on typog- 
raphy machinery or typeface. 

John and Horace Dodge had perhaps already decided that their future was in 
the manufacture of automobile components. Besides, they probably had to con- 
centrate all their efforts on fulfilling the Olds transmission contract. They sent a 
letter on 30 July 1901 to the Browne & Sharp Manufacturing Company of 


a 
Providence, Rhode Island, the premier American manufacturer of precision 


machine tools, indicating that, with one exception, they were pleased with a large 
order of machine tools that had just arrived. They had some questions about how 
a surface grinder was set up to handle work pieces. On 14 October 1901, Dodge 
Brothers sent an inquiry to the Fellows Gear Shaping Company of Springfield, 


Vermont: “We have been asked to figure on a quantity of Automobile Transmission 


Gears.” They asked Fellows to quote them a price for cutting (specified) gears in 
lots of 2,000, 4,000 and 6,000, with Dodge Brothers providing Fellows with the 
machined metal blanks. The Dodges may have been anticipating a new Olds trans- 
mission contract. 

The Detroit Free Press article of 1 September 1901 offers the only detailed view 
of the Dodge Brothers operations until the Dodges opened their large factory com- 
plex in Hamtramck in 1910. The author of the article was particularly impressed 
with the orderly, efficient way in which the shop was laid out and managed: “The 
machine room is a revelation to those who have been accustomed to dimly-lighted, 
litter-obstructed so-called machine shops. Perfect order prevails, no unpleasant 


odors of burnt oil are perceptible, no pounding of loose-jointed machinery jars 
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upon the nerves, and the numerous employees have an orderly and neat appear- 
ance that is decidedly refreshing.” The result was high-quality, precision work that 
came as a result of using machine tools with skill and care. The reporter observed, 
“Exactness (of measurement) is an absolute certainty, mistakes of calculation are 
rare.” The article, however, says little about the products they were fabricating, 
with no mention of the work for Ransom Olds.*? 


An article that appeared in Automobile Topics in 1914 claims that the Dodge 


brothers “were the first to establish in Detroit a machine shop of the type where 
really close and accurate work could be done. They installed machine tools of a 
size and character that nobody else in Detroit had the courage to consider.” 
Recalling Henry Leland’s earlier highly successful Detroit machine shop featuring 
precision work, where Horace Dodge worked briefly in the early 1890s, the asser- 
tion that the Dodge machine shop was the first to do precision work is at best exag- 
gerated.°? 

The Detroit Free Press article of 1 September 1901 describes Dodge Brothers 
as a general-purpose machine shop equipped to perform a variety of metalworking 
operations. The newspaper article details the types of work they were doing at the 


time: 


While the variety of work for which this plant is specially equipped covers almost 
everything imaginable in mechanical construction and repairs, there are some lines 
in which they are conceded as to be almost unequaled, as for instance in the con- 
struction of special machinery of any device no matter how intricate it may be, the 
making of special tools, all kinds of repair work, difficult punch and die work, 
milling of every kind, external, internal, and surface grinding, planer and drill work, 
lathe work, high speed marine engines, either compound, triple, or quadruple 


expansion, and steam yacht building. 


The Dodge brothers not only designed and built steam engines for power yachts, 


but they may have designed the boats as well. The September 1901 article includes 
a discussion and photograph of their own steam launch, the Lotus. At the turn of 
the new century, the Dodge brothers entered this vessel in a race covering a twenty- 
mile course. The Lotus won the race by a wide margin, averaging nearly twenty- 
eight miles an hour, and broke all previous speed records on the Great Lakes in 
the process. The Detroit Free Press claimed that the Dodge launch was the fastest 
steam-powered pleasure boat in the world.?! 

At the time of John Dodge's death in January 1920, Adolph Vocelle, the super- 
intendent of the forge at the Dodge Brothers factory, recalled the details of the race 
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Steam launch Lotus (1900). Courtesy of Oakland University's Meadow Brook Hall. 


that the Lotus won in 1900. Vocelle claimed to have known John Dodge since 
Dodge first came to Detroit in 1886 and had worked for Dodge Brothers since 
1900, when they opened their first machine shop in the Boydell Building. After 
the Dodges had boasted that their launch was the fastest on the Detroit River, a 
boating enthusiast set up a race with a cup as the prize. Six or seven boats entered. 
While the other boat operators were getting up steam in their boilers and running 
their steam engines without engaging the screws, John Dodge built up steam pres- 
sure in the boiler, but did not release steam into the engine proper. The competi- 
tion thought that the Dodges did not have enough steam to race. When the starter’s 
gun went off, John Dodge allowed steam into the engine and the Lotus “jumped 
almost out of the water and shot forward, really starting the race about 200 yards 
ahead of her competitors.” As a result of this stratagem, the Lotus won the race by 
a wide margin.” 

The Dodge brothers, especially Horace, maintained a keen interest in racing, 
in speedboats, and in building engines to power these fast boats. Manufacturing 
marine engines remained one of their long-term interests. Their first steam launch, 


Lotus, was not their last. In mid-June 1904, an explosion and fire at the Detroit 
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shipyard of Peter H. Studer destroyed a nearly completed steam launch belonging 
to Dodge Brothers and valued at $1,800, but still lacking the engine. Studer rebuilt 
this forty-foot launch, the Hornet, completing the work either later that year or in 
early 1905. This would be the start of a series of larger and more elaborate boats 
built for Horace and John Dodge, which will be discussed in chapter 5.°3 

Once the Dodge brothers began making automobile components for Ransom 
Olds and Henry Ford, they specialized almost exclusively in automotive work, but 
until that happened, they took on almost any work offered to them. A Detroit News 
feature article on John Dodge, published in October 1915, is one of the few sources 
of detailed information on the brothers’ hard work and their style of “hands-on” 
management in those days. There were only two keys to their Boydell Building 
machine shop—each brother had one, so one or both were always present at the 
start and end of the workday. When John Dodge was not working as a machinist 
along with Horace, he was scouring the city for more orders. The two brothers rou- 
tinely locked up at the end of the day, went out for a sandwich, and then returned 
to work until midnight before finally going home. They would spend time planning 
the next days work, preparing blueprints, making estimates, preparing the 
accounts, and sending out letters to customers or suppliers. John Dodge estimated 
that during the two years they occupied the Boydell Building, he spent a total of 


only six weekday evenings at home.”* 


During the eighteen-year period between their departure from Niles and the 


start-up of the Dodge Brothers machine shop, John and Horace Dodge gained valu- 


able shop floor experience in the machinist’s and related trades. At the Murphy 
Iron Works, they did rough machining on large pieces for large products, particu- 


larly steam boilers. Their time in Windsor not only allowed them to learn the sub- 


tleties of precision machining but also gave them experience in manufacturing a 
precision product, the bicycle. John Dodge, more than brother Horace, took on 
broader managerial responsibilities at Canadian Typograph and later at National 
Cycle. When they returned permanently to Detroit sometime in fall 1900, they 
had not only the capital to launch their own business but also the broad experi- 


ence and “seasoning” that made success more likely. 


TWO 


Automotive Suppliers 


to Ransom Olds 
and Henry Ford, 1901-1914 


I went all over the Dodge Brothers plant and assembling room today, 
and even into the room where the half-dozen draughtsmen are kept 
under lock and key (all the plans, drawings and specifications are 
secret, you know), making drawings and blueprints of every part, 
even to the individual screws, and was amazed at what had been 


accomplished since last October. 


John Wendell Anderson to Wendell Abram Anderson 
4 June 1903 


ohn and Horace Dodge established a machine shop in Detroit in late 1900, oper- 
ating under the name “Dodge Brothers.” They started as a general-purpose 
machine shop, but soon made the first of several crucial decisions that enabled 
them to become successful manufacturers and wealthy men. By late 1900, they 


supplied engines to the Olds Motor Works, the first substantial automobile man- 


ufacturer of any note in Michigan. Six months later, they were manufacturing trans- 
missions for Olds. Their first plant, in the Boydell Building in Detroit, proved 
inadequate for their needs and they built a larger factory on nearby Monroe Avenue, 
occupying the new factory in late 1902. The Dodge brothers made a second major 
decision, more risky than the first, but ultimately a brilliant one. They agreed in 
February 1903 to become the major supplier of components for Henry Ford, before 
the current Ford Motor Company even existed. As a supplier to and a major stock- 
holder in Ford, the Dodge brothers quickly earned profits and dividends much 
greater than expected. 
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The Dodges became suppliers for the Detroit automobile industry when they began 
building engines for Ransom Olds in late 1900. Olds had established a factory in 
Detroit in September 1899, and from the outset he relied on outside suppliers for 
components. After Henry Leland from the Leland and Faulconer Manufacturing 
Company helped Olds correct a noisy transmission, Olds awarded him a contract 
to build transmissions sometime in late 1900. At this time, Olds gave the Dodge 
brothers a contract for engines. No historical record explains the initial Olds-Dodge 
connection. Dodge Brothers had operated a machine shop in Detroit for about a 
year and Olds must have known their reputation for quality work. The Olds Motor 
Works displayed a Dodge-built engine at the Detroit Auto Show held in February 
1901 at the Detroit Light Guard Armory.! 

In the early months of 1901, Olds concentrated on the production of his pop- 
ular lightweight runabout, the curved-dash Olds, also known as the “Merry 
Oldsmobile.” Following a disastrous fire on 9 March 1901 that destroyed most of 
the Detroit factory, including the engine department, Ransom Olds relied even 
more on outside sources. He signed a contract with the Leland and Faulconer 
Manufacturing Company on 27 June 1901 to manufacture 2,000 engines. The 
Dodge brothers continued to make engines for Olds, but Leland’s engines were 
better because he had more exacting manufacturing standards. Henry Leland’s son 
Wilfred, hardly an unbiased observer, claimed that the Dodge-built Olds engine 
developed three horsepower, while the Leland-build engine of the same specifi- 


cations developed 3.7 horsepower.’ 


According to Frederick L. Smith, who was an officer of the Olds Motor Works 
at the time, one result of the fire of 9 March 1901 was more work for the Dodges. 
Ransom Olds likely contracted with Dodge Brothers to build 2,000 transmissions, 
making the agreement at roughly the same time (June 1901) as his contract with 
Leland to build engines. The secondary sources, however, offer conflicting ac- 
counts of the size and timing of the transmission contracts. Pitrone and Elwart 
state that the first contract was for 3,000 transmissions, but they do not specify a 
date. Latham and Agresta also refer to a contract for 3,000 transmissions, but place 
it in early 1902. The figure of 2,000 in June 1901, paired with Leland: contract 
for 2,000 engines, makes more sense. Olds most likely signed a second transmis- 
sion contract with Dodge Brothers in early 1902 for 3,000 more units. This would 
be consistent with the curved-dash Oldsmobile production of 2,500 cars in 1902 
and 3,924 the following year.’ 
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The Dodge brothers’ operations quickly outgrew the Boydell Building, and in 
late 1902 or early 1903 they moved into a new machine shop they had built at 
232-240 Monroe Avenue in Detroit, only two blocks away. The City of Detroit 
issued a building permit on 8 September 1902 for a two-story brick building, 50 
feet wide and 138 feet long, at 238-240 Monroe Avenue. Detroit issued the per- 
mit to H. W. Chamberlain, probably the architect who designed it. This building, 
described as a “Manufactory,” had a value of $18,000. Dodge Brothers is first listed 
at the Monroe Avenue address in the 1903 city directory for Detroit. The June 1903 
issue of Cycle and Automobile Trade Journal includes two photographs of the 
Monroe Avenue machine shop, one exterior view and one interior shot.* 

John and Horace’s fortunes changed permanently and positively in late 1902. 
Henry Ford, who was on the verge of launching his third company and a new car, 
asked the Dodges to become his major parts supplier. According to Pitrone and 
Elwart, Horace Dodge examined the plans for Ford’s new automobile, did not like 
what he saw, and insisted that Ford modify the designs of the engine and rear axle. 
No historical evidence exists to support this claim. John Wendell Anderson, who 
was the Ford Motor Company’s attorney and therefore was privy to its early deal- 
ings with the Dodges, makes no mention of any design changes. In explaining the 
Dodges decision to not renew existing contracts with the Olds Motor Works and 
with the Northern Manufacturing Company, he simply stated, “After going over 
Mr. Ford’s machine very carefully, they threw over both offers and tied up with Mr. 
Ford and Mr. Malcomson.” John Wandersee, who had worked for Henry Ford since 
1902, believed that changes in the Model A design came from Henry Ford and 
C. Harold Wills, Ford’s chief designer, not from Dodge Brothers. Similarly, a lengthy 
obituary for Horace Dodge that appeared in Automobile Topics in December 1920 
does not mention Horace’s changing the design of the Ford car. 


Alexander T. Malcomson, a successful wholesale coal merchant who was the 


first investor in Henry Ford’s newest venture, led the negotiations with the Dodge 
brothers. At a meeting in Malcomson’s office in February 1903, John Dodge 
proposed a payments schedule. When James Couzens, Malcomson’s chief clerk, 
strongly objected, saying, “I won't stand for that,” John Dodge roared at him, “Who 
the hell are you?” Malcomson calmed the waters, explaining, “Couzens is my advi- 
sor in this,” and they struck a deal.® 

On 28 February 1903, the Dodges agreed to supply Ford with 650 sets of “run- 
ning gear’ (engine, transmission, and axles, mounted on a frame) at $250 each, for 
a total of $162,500. The running gear, also called a “machine,” included the entire 


working automobile except wheels, tires, and bodies. If the Dodges could document 
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Dodge Brothers Monroe Avenue factory, ca. 
Meadow Brook Hall. 
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Interior of Monroe Avenue factory, Cycle and Automobile Trade Journal, June 1903. 
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their investment in this work, Ford Motor Company would make payments of $5,000 
to them on March 15, on April 15, and with the delivery of the first sixty “machines” 
on May 15. If Ford failed to make the required payments, the Dodge brothers could 
sell all unsold machines and keep the proceeds; this provision would have at least 
left Dodge Brothers with some assets to sell. The Ford Motor Company struggled 
to make all of its early payments to the Dodges. In early July 1903, Dodge Brothers 
delivered the first machines to Ford’s rented assembly building on Mack Avenue in 
Detroit, conveying them on horse-drawn hay racks.’ 

To begin production for Ford, the Dodge brothers spent more than $60,000 
for retooling and raw materials before receiving any revenues. They had trouble 
getting paid by Ford right from the beginning. The Dodge brothers met with 
Alexander Malcomson in mid-March 1903 and demanded immediate payment of 
the first $5,000 due them. They also made it clear to Malcomson that they expected 
to receive the next payment of $5,000, due on 15 April 1903. Malcomson admit- 
ted that he did not have the money to pay the Dodges, and they threatened to take 
ownership of the machines and sell them, as their contract permitted. Malcomson 
returned that afternoon to the Dodge plant with Henry Ford, James Couzens, and 
banker John S. Gray, a potential investor they were trying to woo. On the heels of 
the visit to the Dodge Brothers machine shop, Gray invested $10,500 in return for 
105 shares in the company. This last-minute infusion of capital kept the Ford Motor 
Company afloat and kept the Dodges in the fold.’ 

John and Horace Dodge had other problems with Malcomson in the early 
months of their relationship. Theodore F. MacManus and Norman Beasley claim 
that Malcomson announced in a two-page advertisement in a trade magazine in 
May 1903 the formation of a “Fordmobile Company,” which would produce a car 
selling for $850. The advertisement also states that the Fordmobile Company had 
leased the Dodge machine shop and that Dodge Brothers had already finished 80 
percent of the 650 chassis they had agreed to build. None of these claims was even 
remotely true, and John Dodge was so furious that he forced the publisher to print 
a correction and demanded an apology from Malcomson.? 

Henry Ford and his fellow investors started their enterprise with very little cash. 
The newly incorporated Ford Motor Company of 16 June 1903 issued stock with 
a nominal value of $100,000, but had only $19,500 in cash paid in. A Detroit 
Evening News article of June 1903 announcing the launch of this new car com- 
pany notes that “Dodge Bros.’ factory at 240 Monroe Avenue has been practically 
turned over to the new company and 130 men are employed in the manufacture 


of everything except the tires, wheels and bodies.” The June 1903 issue of Cycle 
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“m Fordmobile” 


“tm Rordmobile’ 


* Who can’t Afford a Fordmobile 2” “+ Who can’t Afford a Fordmoblile?” 


TONNEAU, $850 
F. 0. B. Detroit 
Handsomely Furnished Spring Backs and Seats 


RUNABOUT, $750 


F. O, B Detroit 


A FEW OF THE MANY FORDMOBILE GOOD POINTS: 


Always maly, BIWA mire. 

Hand to break and easy to Os. 

iLis made of few parts and every part doas something. 

The principle af a Pordmobile engine makes it posible te «htain the highest 
poxsisle amount of wear with the lowest pussihle friction and vibration, which is 
what sil the world hag been locking far ever duce tbe first antanabile engine was 
enoxtracted, / 
The trgusmission gear is one of the most nove features of the Fant mobile, 
it bas proven as prantiently feasible as it appeared theoretically plausible. 
Hely Bre gears are need, amd none of these are internal, ; 

The gearing is ver 


: FORDMOBILE ACCESSORIES: 

| Leather top, cloth lined, made of high grade leather, $ 5 09 
a4 complete with side curtains and lights, also'storm apron mg 
4 $ Rubber top, made of first quality goods, complete with $ 30 60 
lined side curtains, side lgbt and apron . . a.. = 


Will you not write us and ask us for further information on any 
f points which do not seem quite clear to you? 
There is no time like the present. If you ara not convinced of 
the superiority of the Pordmobile, give us a chance to convince you, 
We can do it. Write te-day. 


pateived In and protected by eu oll-tight, 
rby 3 inches in Jenpih. 


Te FORDMOBILE CO., Ltd., Detroit, Mich. Ú 


Lid., Detroit, Mich. 


IÅ Te FORDMOBILE Co, 


“Fordmobile” advertisement, Cycle and Automobile Trade Journal, June 1903. 


and Automobile Trade Journal shows an interior view of the Monroe Avenue plant 
and claimed that Dodge Brothers employed 136 men there. In contrast, Ford had 
only forty men at his assembly plant on Mack Avenue in Detroit. The caption for 
the exterior of the Monroe Avenue plant erroneously states that the Ford Motor 
Company leased the building, and the article wrongly labels an accompanying 
photo “Interior Ford Motor Co.’s Machine Shop.”!® 

With the Ford Motor Company habitually behind in its payments, the Dodges 
agreed in June 1903 to write off overdue payments of $7,000, extend Ford an addi- 
tional $3,000 in credit (a note due in six months), and in return receive 10 percent 
of the Ford Motor Company’s stock. From that point until they introduced their 
own automobile in 1914, the Dodges worked exclusively for Ford, and they held 
stock in Ford Motor Company until 1919. The fortunes of the Dodges and Henry 
Ford remained intertwined for more than fifteen years.'! 
The Dodge brothers’ decision to become Henry Ford's chief supplier of com- 


ponents involved risks, but it was not an uninformed rolling of dice. Donald Finlay 
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Davis argues that the Dodge brothers took a huge gamble because they withdrew 
from lucrative contracts from Ransom Olds and from the Northern Manufacturing 
Company to work for Ford. He argues that the Dodges risked “their hard-earned 
independence on Henry Ford, a two-time loser who had offended most of Detroit's 
financial elite.” In fact, they simply swapped masters (Ford for Olds) and gambled 
that Ford would succeed. Davis relies on a single letter from John Wendell Ander- 
son to his father, discussed below, for the information on the Dodge brothers’ deci- 
sion to give up other contracts to work exclusively for Ford. Anderson had little 
firsthand knowledge of the Dodge business and erroneously calls the Northern 
Manufacturing Company the “Great Northern Automobile Company.” 1? 

Ransom Olds and the Northern Manufacturing Company may have proposed 
new contracts to the Dodge brothers, but all automotive work was risky. When John 
Dodge testified at great length in 1916 about the Dodges’ original contract with 
Ford, he did not mention his company turning down “safe” contracts to work for 
Ford, although such a contention would have strengthened his case against Ford. 
Besides, by early 1903, Ransom Olds had left the Olds Motor Works after a seri- 
ous policy rift with the majority stockholders, and the firm was already shifting its 
production from Detroit to Lansing. John Dodge was an astute businessman who 


was quite familiar with the major Detroit automakers and probably saw no future 


with Olds. In trying to finda supplier to manufacture the entire chassis, Ford Motor 
Company did not have any viable alternative to working with Dodge Brothers. Olds 
was an independent firm producing its own nameplate, and the Leland and 
Faulconer Manufacturing Company was already committed to providing the major 
components for the Cadillac automobile. Dodge Brothers was the only experienced 
and willing manufacturer. > 

John Dodge later recounted the details of the 1903 contract in testimony given 


in his 1916 lawsuit to force Henry Ford to distribute the Ford Motor Company 


profits to the stockholders. He estimated that the Dodge brothers invested between 
$60,000 and $75,000 in machinery and materials to start production for Ford. John 
Dodge admitted, “We had a rather foolish contract or we would have compelled 


them (the Ford Motor Company) to pay over much more. We were not as wise then 
as we, perhaps, should have been.” They should have demanded a larger advance 
payment on the contract.!* 

In the same lawsuit, the Dodges attorney, Elliott G. Stevenson, aggressively 
questioned Henry Ford about his own contributions as well as those of the Dodge 


brothers to the newly formed Ford Motor Company. Ford admitted that the Dodges 


made the entire Ford car except the body, wheels, and tires. He also conceded that 
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while the Dodge brothers risked everything they owned to make the Ford car, he 
risked very little to start the Ford Motor Company. He invested no money or prop- 
erty in the venture in 1903 and contributed only his experience and the design of 
the first Model A Ford. A contemporary observer of the early automobile industry, 
C. B. Glasscock, emphasizes a critical characteristic of the original Ford Motor 


Company—none of its investors or officials other than Henry Ford and the Dodges 
15 


had any mechanical abilities or manufacturing experience. 
Shortly before the incorporation of the Ford Motor Company in June 1903, 
John Wendell Anderson (1867-1945), an attorney working for Henry Ford’s chief 


financial backer, Alexander Malcomson, wanted to invest in Ford’s venture. John 


W. Anderson wrote to his father, Wendell Abram Anderson, a La Crosse, Wisconsin, 
physician, asking for a loan so he could invest in this fledgling automobile com- 
pany. Dr. Anderson borrowed the $5,000 that enabled his son to buy fifty shares of 
Ford Motor Company stock and become a director to boot. Anderson’s letter to his 
father confirms the pivotal position of the Dodge brothers in the Ford venture. He 
claimed that the Dodges had borrowed $40,000 since signing their agreement to 


make the Ford “machine” and that all of the drawings and blueprints for the new 


model were kept under lock and key at their plant. This made perfect sense, because 
the Dodges were manufacturing virtually the entire Ford automobile. Potential buy- 
ers of the Ford car placed orders based on a single visit to the Dodge plant. 

John Wendell Anderson also revealed to his father much of the cost structure 


of bringing the new Ford car to market. Henry Ford purchased all of the compo- 


nents and did nothing more than assemble the pieces at his Mack Avenue plant. 
The basic components included the machine ($250) supplied by Dodge; the body 
($52) and seat cushions ($16) from the C. R. Wilson Carriage Company; a set of 
four wheels ($26); and a set of four tires ($40), for a total of $384. Anderson 
assumed that most customers would order the optional “tonneau” (a detachable 
rear seat), which would cost an additional $50, for a total of $434. Assembly of the 
components, which was the only work Ford completed, was a mere $20 per car. 
Ford's workforce consisted of ten or twelve “boys” paid $1.50 a day and a single 


foreman. Adding $150 per vehicle to cover all salaries, commissions, advertising, 


and other expenses brought the total cost per car to $604. Ford would sell his auto- 
mobile, equipped with a tonneau, for $850, yielding a healthy profit margin. '® 


The relationship between the Ford management and the Dodges was not with- 


out friction. Design and manufacturing problems were expected with an “all-new” 


car like the Model A, designed and put into production with little time to test com- 


ponents. [he Dodges initially attached Kingston carburetors to the engine, but 
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these were not satisfactory. The Schebler carburetor that came next was not much 
better, but Ford then settled on an improved model built by the Holley Carburetor 
Company” 

The Dodges were responsible for some of the initial quality problems. They 
did not always assemble the Model A brakes with enough care, requiring repairs 
by the Ford dealers. August Degener, a machinist who first worked for Ford in 
October 1902 and was involved in the assembly of the first Ford cars at the Mack 
Avenue plant, reported an early defect in the Dodge-built engines: “First 2 cylin- 
der motors came from Dodge in July. Did not get any power out of the first motors. 
It took a week before we found out we had no hole in the muffler.” In another inci- 
dent, Ford's tester, Fred Rockelman, went to the Dodge plant to complain about 
their shipping engines with loose flywheels. When he threatened to stop accept- 
ing the machines they were shipping, the Dodge brothers nearly started a fisthight 
with Rockelman. According to Rockelman, once he proved that the hole drilled in 
the flywheel was too big for the crankshaft it was supposed to accept, “they were 
gentlemen enough to apologize and said they would correct that.”!® 

Whatever friction there was between the two firms, the contracts continued. In 
early December 1903, John Dodge proposed that Dodge Brothers would deliver 
seven sets of “engines and running gear’ a day in February 1904, eight a day in March, 
and then fifteen per day in April through July, for a total of 1,891. The price would 
be $275, up from $250 in their earlier contracts. He also proposed that Ford Motor 
Company loan Dodge Brothers a sum of $25,000 by 1 March 1904, “for the purpose 
of putting up an additional shop and installing additional machinery to enable them 
to give us the increased number of machines.” Dodge Brothers would repay the loan, 
without interest, in equal installments of $8,333.34 on 20 June, 20 July, and 20 Aug- 
ust 1904. The Ford directors unanimously approved this arrangement. 

In late August 1904, Ford Motor Company and Dodge Brothers signed an 
agreement under which Dodge would supply 2,000 “rigs” during the first six months 
of 1905 for the same price as in 1904. Malcomson wanted to reduce the contract 
price, claiming that Dodge Brothers was no longer facing much risk, but James 
Couzens resisted this effort and defended the Dodges.!” 

The Dodge Brothers Time and Pay Record covering a period of thirty-three months 


between September 1903 and May 1906 shows their near total dependence on the 
Ford Motor Company. These detailed accounts break down labor costs according to 
the job or type of work completed. Surviving time records begin with the two weeks 
ending 10 September 1903, but the summaries of work cover the entire year. Dodge 


Brothers paid out $35,296.02 in wages and salaries for the calendar year 1903. 
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General accounts labeled “shop tools, shop work, fixtures, engineering time, and 
pipe fitting in new shop” accounted for only $3,035.61 of the total, while they 
charged most of the remainder ($31,441.41) against a half-dozen Ford Motor 
Company accounts, with “machine work” ($11,260.75) and “painting and assem- 
bling” ($10,669.94) making up more than two-thirds of the total. For the year end- 
ing 31 December 1903, the Dodges charged $819 in labor costs to “transmissions 
for Northern Manufacturing Company.” 

The Dodge Brothers pay records reveal much about the Ford-Dodge business 
relationship. The labor value of all work at Dodge more than doubled from 1903 
to 1904 (to $77,289.47), increased another 17 percent to $91,054.75 in 1905, 
and stood at $44,820.80 for only the first four months of 1906, suggesting a sub- 
stantial growth in 1906 versus 1905. These figures reflect only part of the value 
of the Ford contracts, probably less than half, because much of the cost of the 
Ford machines that the Dodges produced was for raw materials, mainly iron and 
steel. 

Labor costs at Dodge Brothers charged against the various Ford Motor Company 
accounts were usually about 95 percent of the total labor charges at Dodge. The 
exception was in 1905, when work on several boat engines and a boathouse 
amounted to $6,733.82. This probably included work done on engines for the 
Hornet, one of a half-dozen boats for which the Dodges provided engines. By 1905, 
the accounts distinguish among the various Ford models in production or under 
development. In 1905, the Dodge brothers completed drawings, built patterns, and 
did a variety of machine work for the Model H and the Model K Fords. The Model 
H was apparently a prototype that never went into production. Over the first third 
of 1906, the Dodges also provided components for Models F and K.7° 

The detailed pay records reveal a good deal moré about the Dodge operations. 
Despite claims by Nevins and Hill that the Dodge shop relied heavily on piece 
rates, they paid nearly all workers by the hour. For the two weeks ending 10 Sep- 
tember 1903, hourly wages ranged from five cents for apprentices and boys to 32.5 
cents for the most highly skilled machinists. A typical workweek consisted of ten- 
hour days Monday through Friday and a five-hour day Saturday.*! 

Dodge employment levels grew considerably between September 1903 and 
May 1906 but with wide swings, depending on the size of the Ford contracts. After 
remaining at a steady level of 120-135 in the last four months of 1903, Dodge 
employment climbed quickly to 250 in early April 1904 and peaked at 276 in late 
June, probably reflecting the Ford contract for delivery of 150 machines per 
month. For the last five months of 1904, employment varied from 146 to 192. A 


new Ford contract for the delivery of 2,000 machines in the first six months of 1905 
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accounts for another upward swing in employment to a new peak of more than 250 
workers in March and early April. However, employment at the Dodge machine 
shop then slumped to 110—120 workers in July—October 1905 before rebounding 
to 210 in late January 1906 and rising gradually to 270 in late May 1906. Some of 
these seasonal fluctuations in employment reflected the changing of models at 
Ford.” 

Although Ford sometimes complained about the poor quality of some compo- 
nents coming from the Dodge factory, these problems were never serious enough 


to threaten their business relationship. Dodge Brothers sometimes could not keep 


up with Ford’s requirements for parts. In a detailed letter to the Dodge brothers in 
April 1906, James Couzens listed the most serious parts shortages Ford faced and 


asked for quick deliveries so that assembly could continue without further dis- 


ruption. He listed eighteen different components needed for the Models B, C, and 
F, including radiators, cylinders, connecting rods, crank cases, front springs, and 
gasoline ranks 

From the early days of the Ford-Dodge business relationship, Henry Ford gave 
the Dodges broad responsibility for his cars while also trying to become more inde- 
pendent from them. John Wandersee, Ford’s chief metallurgist for several decades, 
gave Dodge Brothers credit for revamping the Model A into the Model C (run- 
about) and the Model F (touring car) by designing larger engines. According to 
Wandersee, “The (design) work was all done at Dodge Brothers. Whether Mr. Ford 
revised it there or not, I couldn't tell. I would say the Dodge Brothers started put- 
ting out the Model C and F late in 1904.” He also claimed that Ford assembled 
the Model B, introduced in fall 1904, with parts built by suppliers other than Dodge 
Brothers. The American Ball Bearing Company made the rear axle and drive train, 
and various job shops in Toledo and Cleveland made other components for it. Henry 
Ford was keeping his options open and applying leverage to Dodge Brothers at the 
same time.** 

In 1906, the Ford Motor Company for the first time manufactured a substan- 
tial part of its component requirements. Ford and Couzens established a new cor- 
poration, the Ford Manufacturing Company, in November 1905, with the 
announced intention of producing a large share of the needed engines and trans- 
missions in-house. Henry Ford may have wanted to establish a degree of inde- 
pendence from Dodge Brothers, but he launched this new enterprise mainly to 
force Alexander Malcomson to sell his shares in the Ford Motor Company. 
Malcomson, who wanted the company to concentrate on expensive models, fre- 
quently clashed with Ford. All of the Ford stockholders except Malcomson, John 
Gray, Vernon Fry, and Charles Woodall received shares in the new firm (John Dodge 
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was named vice president) so they would enjoy profits from manufacturing the 
Ford car while reducing Ford Motor Company’s (and Malcomson’s) profits. 

The Ford Manufacturing Company made components for the new, inexpen- 
sive ($600) Model N, including its engines and transmissions. The A. O. Smith 
Company of Milwaukee made the frames and the C. R. Wilson Company sup- 


plied the bodies. Dodge Brothers was left producing parts for the more expensive 
($2,800) Model K. In January 1906, the directors of the Ford Motor Company 
approved contracts with Ford Manufacturing and with Dodge Brothers for the 
delivery of chassis by 1 March 1907. Ford Manufacturing was to provide 10,000 
Model N chassis at $206 each, while Dodge Brothers would supply only 1,000 
Model K chassis at $437.50 each. This stratagem worked. Malcomson sold 
his quarter interest in Ford Motor Company to Henry Ford on 12 July 1906 for 
$175,000. In early 1907, Henry Ford merged the Ford Manufacturing Company 
back into Ford Motor Company 

Fortunately for the Dodge brothers, most of the Ford models were successful 
in the marketplace. They received a contract from Ford to deliver 2,000 machines 
during the first six months of 1905 alone. Ford moved into a large new factory at 
Piquette and Beaubien in Detroit in late 1904. There, Ford assembled his Models 
B, C, F, K, N, S, and R, and, starting in 1908, the Model T. With the exception of 
the Model N, Dodge Brothers supplied substantial components for all of the Ford 
automobiles. Ford's production, only 1,745 vehicles in the year ending 30 Sep- 
tember 1905, jumped sharply to 8,423 units the following fiscal year. With the 
Model T and perhaps earlier, the Dodge Brothers supplied Ford with particular 
components, rather than the entire chassis. In January 1907, for example, Ford 
ordered 6,600 transmissions and 6,600 differentials for delivery in the first six 
months of the year. Once the Model T was in production, Ford turned out 10,607 
cars in the year ending 30 September 1909 and 18,664 the following year. 
The Dodge Brothers Monroe Avenue plant quickly became woefully inadequate, 
although it was the largest and best-equipped machine shop in Detroit.*° 

Keeping pace with Henry Ford’s demand for components was a constant chal- 
lenge for the Dodge brothers. The City of Detroit issued a second building permit 
(2 February 1904) to the prominent Detroit architectural firm of Malcomson & 
Higgenbotham for a one-story brick manufacturing building at 226—234 Monroe 
Avenue. The building would be 90 feet wide and 138 feet long and would have a 
value of $8,000. The job records of another Detroit architect, Field, Hinchman & 
Smith, document further expansion of the Monroe Avenue plant. They built an 


enameling oven in November 1904, constructed a powerhouse and an additional 
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Dodge Brothers Monroe Avenue factory, from company letterhead, ca. 1908. Courtesy of 
Oakland University's Meadow Brook Hall. 


manufacturing building in April 1907, and added a brass foundry in October 1907. 
The illustrations on Dodge Brothers company letterhead over time show the phys- 
ical expansion of the plant. 

Even with these additional buildings, the Dodge brothers were so cramped at 
the Monroe Avenue site that they leased additional space in 1909 at 284-290 
Rivard in Detroit, some five blocks northeast of their Monroe Avenue plant. They 
used the building on Rivard until February 1911. By 1910, Dodge Brothers 
employed 1,000 men and planned to triple that number once they had sufficient 
space. The long-term solution was a new manufacturing facility built in 1910, the 
same year Henry Ford opened his Highland Park factory, which soon produced 
Model T Fords in unprecedented quantities.” 

Although the Dodges’ business relationship with Ford had a rocky start, they 
earned substantial profits from the Ford contracts and, more important, receiv- 
ed substantial dividends from their Ford stock. Combined dividends from Ford 
amounted to $98,000 for the year ending 30 September 1904 and $200,000 for 
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the following fiscal year. Ford Motor Company paid no dividends for the year end- 
ing in September 1906 and only $10,000 the next year, but then the dividends 
soared to $500,000, $3.6 million, and $2.3 million for the fiscal years ending on 
30 September 1908, 1909, and 1910, respectively. John and Horace together col- 
lected one-tenth of the total and were no longer the struggling businessmen they 


had been in the first few years of running their machine shop.’ 


Personal Lives 
John Dodge’s private life during the first few years of the new century included 
considerable trauma and turmoil, particularly compared with Horace’s more staid 
and stable existence. John’s wife, Ivy Hawkins Dodge, died in October 1901 from 


tuberculosis, leaving him a widower with three children—Winifred (age seven), 


Isabel (age five), and John Duval (age three). Anticipating Ivy’s death, John had to 
borrow money from relatives to buy a cemetery plot. John and Horace jointly pur- 
chased a plot on 28 August 1901 from the Woodward Lawn Cemetery Association 
(later shortened to Woodlawn Cemetery). The plot cost $210, with the Dodge 
brothers making a deposit of $84 and three payments of $42 each, all due within 
twelve months.”? 

In the wake of his wife’s death, John moved his seventy-six-year-old mother, 
who was confined to a wheelchair, from Horace’s house into his own. He hired 
Isabelle Smith, a close friend of Horace’s wife, Anna, as his housekeeper, to help 
care for his motherless children. John Dodge quietly married Isabelle Smith on 


8 December 1903 in Walkerville, Ontario, a small town opposite Detroit. Horace 


and Anna Dodge were the only witnesses and John Dodge consciously kept the 


marriage secret. He called his second wife “my housekeeper” throughout their mar- 


riage of nearly four years.” 


When Dodge Brothers moved into their new plant on Monroe Avenue, they 
hired additional employees, including a stenographer, Matilda Rausch. The daugh- 
ter of the owner of the Dry Dock Saloon near the Detroit River, she had completed 
courses in typing and shorthand at Gorseline Business College. She was working 
at the E. J. Kruse Cracker Company in Detroit when she applied for the position 
with Dodge Brothers. John Dodge soon asked Matilda to accompany him to the 
Detroit Opera House and to other social activities and was her sole escort at the 


time he married Isabelle Smith. About two years after his marriage to Isabelle 


Smith, he sought a divorce, which she refused to grant. She did, however, leave 
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The John Dodge family at the Redwoods in California, 1908. Left to right: John F. Dodge, 
Matilda Rausch Dodge, John Duval Dodge, Winifred Dodge, and Isabel Dodge. Courtesy 
of Oakland University's Meadow Brook Hall. 
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the family house on Trumbull Avenue. The two finally agreed to a divorce, which 
was completed on 29 October 1907 just as secretly as their marriage ceremony had 
been conducted. The “official” settlement of the divorce suit, filed in a small town 
in northern Michigan, was for $2,000, but the divorce likely involved a larger pri- 
vate settlement from John Dodge.?! 

John’s path was now clear to marry Matilda Rausch, which he did on 10 
December 1907, with only Horace and Anna Dodge present as witnesses. The 
Reverend C. S. Allen married John (age forty-two) and Matilda (age twenty-four) 
at the minister's house. Matilda then accompanied John to their large new home 
on East Boston Boulevard in Detroit and met his three children for the first time. 
A wedding dinner followed, but with none of the Rausch family present. John 
Dodge's third marriage produced three children—Frances Matilda (b. 1914), 
Daniel George (b. 1917), and Anna Margaret (b. 1919).?? 

Both brothers enjoyed substantial changes in their lifestyles as a result of their 


sudden prosperity. After living for many years in a modest home on ‘Trumbull 
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John F. Dodge residence, 33 East Boston Boulevard, Detroit. Courtesy of Oakland 
University's Meadow Brook Hall. 


Horace E. Dodge residence (Rose Terrace), Grosse Pointe, Michigan. Courtesy of Albert 


Kahn Associates, Inc. 


Automotive Suppliers to Ransom Olds and Henry Ford 


Avenue, perhaps worth $5,000, John Dodge built a sprawling mansion costing 
$250,000 on fashionable East Boston Boulevard in Detroit. One of the premier 
Detroit architectural firms, Field, Hinchman & Smith, designed the house, which 
was completed in 1906. Two years later, John Dodge bought a 320-acre farm near 
Rochester, Michigan, about twenty-five miles north of downtown Detroit. He paid 
$50,000 for this rural estate that would become a country retreat for him and his 
brother. Horace, who had lived in a modest house on West Forest in Detroit since 
1904, built an enormous red sandstone Jacobean style house on the Detroit River 
in upscale Grosse Pointe, which was completed in late 1911. Aptly named Rose 
Terrace, Horace Dodge's estate included extensive rose gardens extending to the 
Detroit River. Albert Kahn, who also designed several Dodge factory buildings, was 
the architect of this mansion.** 

By 1910, John and Horace Dodge were wealthy men, thanks to their work for 
Ford Motor Company and their ownership of Ford stock. They had accumulated 
the trappings of wealth, especially the large homes both enjoyed. In many respects, 
they had merely reached a plateau in their climb to much greater success and for- 
tune. An enormous new manufacturing plant was to serve as the jumping-off point 


for the next stage of their illustrious careers. 


The Hamtramck Factory, 1910-1914 


In mid-September 1909, the Detroit News announced the Dodge brothers’ pur- 
chase of atwenty-four-acre parcel in Hamtramck Township, just outside the Detroit 
city limits. They paid Walter S. Harsha, a U.S. court clerk, $100,000 for what the 
paper described as “one of the choicest factory sites in the northeast section [of 
Detroit].” Ten months later, the same newspaper featured an architectural ren- 
dering of the plant and gave a brief description of the major buildings, although 
construction was just under way. They labeled the rendering, “Dodge Bros. Plant 
No. 3, Albert Kahn, Architect, Ernest Wilby, Associate.” The newspaper estimated 
the total cost of the new facility, including equipment, at $750,000. By mid-January 
1911, with construction completed, the Dodge plant warranted an eight-column, 
full-page feature article, dripping with praise of the plant’s numerous innovative 
and “modern” features.** 

Albert Kahn designed the first segments of the Hamtramck factory complex, 
including a machine shop, forge shop, powerhouse, and office building, all com- 
pleted in 1910-11. Kahn was the premier Detroit industrial architect by this time, 
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Dodge Brothers Hamtramck factory, 1911. Courtesy of Albert Kahn Associates, Inc. 


having designed factories for Packard, Ford, Chalmers, and others. The Dodges 
broke ground for the new complex on | June 1910 and began moving into the new 
buildings in late November. Kahn designed a steel-framed forge shop (75 feet wide 
and 400 feet long); a steel-framed brick powerhouse; and a modest brick office build- 
ing. Kahn’s most important work was the machine shop, a four-story reinforced con- 
crete structure with flat-slab floors and ten-sided reinforced concrete columns. This 
was a U-shaped building, with two wings, each measuring 65 feet by 405 feet, joined 
at the northern end by a segment measuring 65 feet by 225 feet.*° 


John Dodge’s 1910 diary affords a rare look at the working relationship that 


developed between an industrialist and his architect while planning a factory com- 
plex. Dodge noted on 26 April, “Gave Albert Kahn the first sketches for [the] new 
factory in Hamtramick [sic].” They had ten meetings in May and early June to 
complete the plans for the machine shop, forge shop, and powerhouse. Dodge 
approved the final plans for the machine shop on 3 June, Kahn put the project 
out for bids, and he awarded the construction contract to the firm of Bryant & 
Detwiler of Detroit on 21 June. Work continued on all three buildings, and John 
Dodge reported on 28 November that the powerhouse was operating and they 
were finishing the floors in the machine shop. By 7 December, the forge shop had 
a dozen steam hammers operating and was producing forgings. In little more than 


seven months, Kahn and Dodge had turned preliminary plans into completed 
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Dodge Brothers Hamtramck factory, 1913 letterhead. Courtesy of Oakland University’s 
Meadow Brook Hall. 


buildings. Everything did not go smoothly during those hectic months. In mid- 
May, John Dodge discussed a proposed brass foundry with Messrs. Boyd and Hunt 
from Kahn's office, but did not like their preliminary drawings. Kahn did not com- 
plete the brass foundry, which John Dodge awarded to the firm of Smith, 
Hinchman & Grylls. The design of the office building also involved long delays. 
Dodge reported on 3 June, “[I] went with’Mr. Kahn to visit Burrows [sic] Adding 
Mach. Co.’s and [Hiram] Walker & Sons Offices. [I am] about to decided [sic] on 
plans for the office.” Three months later, he was still examining plans for the office 
building.*° Construction probably was under way in the fourth quarter of the year 
because a newspaper description of the plant in mid-January 1911 described the 
office building as finished.*’ 

Because the Dodges were introducing new (for them) processes and machin- 
ery, including steam hammers and upsetting machines, both used in forging, they 
spent time visiting plants where these machines were already in use. John and 
Horace went by boat to Cleveland on the evening of 27 April 1910 and spent the 
following day in Erie, Pennsylvania, observing a 5,000-pound steam hammer in 
service at the Erie Forge Company. They spent 29 April 1910 in Cleveland dis- 
cussing upsetting machines with two manufacturers, the Cleveland Hardware 
Company and the Acme Manufacturing Company. On 17 and 18 May 1910, John 
visited the factories of the Detroit Stoker Company and the Murphy Iron Works, 
both in Detroit, to examine boilers for the new plant. Their meticulous prepara- 


tion was not limited to machinery. On 3 June, John Dodge and Albert Kahn exam- 
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ined office buildings Kahn had designed for the Burroughs Adding Machine 
Company in Detroit and for Walker & Sons in Windsor, Ontario. 
When finished in early 1911, the Hamtramck plant was a vast improvement 


over the Monroe Avenue factory in every respect. The new plant provided 300,000 
square feet of floor space, mainly in Albert Kahn—designed reinforced concrete 
buildings with enormous glass windows, which provided excellent lighting and ven- 
tilation. The Dodge Brothers Hamtramck plant looked much like Ford's nearby 
Highland Park plant, also designed by Albert Kahn and first opened in 1910. The 
Dodge plant, however, had no space devoted to automobile assembly. The power- 
house (100 feet wide and 110 feet lohg) was equipped with a pair of cross- 
compound Allis-Chalmers Corliss engines, each of 1,000 horsepower, driving 
500-kilowatt generators. Instead of using a central compressor to provide air for 
tools, the plant used small electrically powered compressors. To keep floor space 
at a maximum, the plant used a forced-air heating system instead of steam or hot 
water. The brick and concrete office building, 55 feet wide and 150 feet long, pro- 
vided two stories of offices and included a smaller third floor with a kitchen and 
dining room for office employees. Dodge Brothers also gave the factory workers a 
dining room that seated 1,500 and provided meals at cost.°® 

Dodge Brothers continued to use part of the Monroe Avenue plant, the brass 
foundry, for several years after opening the new plant in Hamtramck. In early March 
1911, they asked the Detroit Illuminating Company for new (electric) meter read- 
ings at the Monroe Avenue plant, arguing that “All machinery has been removed 
from building No. 3 and considerable (machinery) from building No. 2, thereby 
reducing the load.” Dodge Brothers sold the Monroe and Hastings plant in July 
1911 to the Richmond and Backus Company for $60,000 on a ten-year land con- 
tract. However, as a condition of the sale, they retained the right to use the west- 
ernmost building (a brass foundry) for an additional two years. The automaker 
would pay one-quarter of all taxes on the property, would pay for heat for the build- 
ing they used, and would credit the buyer with $900 in interest per year. The Detroit 
city directories for 1911, 1912, and 1913 list the “Dodge Bros. Brass Foundry” as 
the occupant of 224-226 Monroe Avenue. In 1914, the Richmond and Backus 
Company occupied the entire property at 224-240 Monroe.*? 

The Hamtramck plant remained largely unchanged from 1911 until 1914, 
when a wave of new construction brought on by the introduction of the Dodge 
automobile tripled the floor space. Two major exceptions, however, are worth not- 
ing. John Dodge had discussed plans for a brass foundry with Albert Kahn’s office 
beginning in May 1910, but the two never agreed to proceed. Instead, the Detroit 
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Employee dining room, Dodge Hamtramck factory, ca. 1912. Courtesy of DCHC. 
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architectural firm of Smith, Hinchman & Grylls completed a steel-framed foundry 
140 feet wide and 400 feet long for Dodge Brothers in 1912. The same firm designed 
the steel-framed heat treat building (1913), which was 70 feet wide and 400 


feet long. This specialized plant received extensive coverage in the September 1914 


issue of Machinery because of the innovative machinery used to harden steel. 
Smith, Hinchman & Grylls then served as the primary architect for Dodge Brothers 
for more than a decade.*° 

The Dodges switched architects because they were dissatisfied with Kahn's 
work in designing and supervising the construction of the first set of buildings at 
their new Hamtramck plant. Between 11 February 1911 and 18 March 1912, some 
thirteen months, they sent Kahn a total of 242 letters, nearly all of which com- 
plained about unfinished or shoddy work. A letter of 7 March 1911 cited the poor 
quality of work done by the contractor, Bryant & Detwiler, on the floors in the 
main building and their unwillingness to make the needed repairs. A letter in mid- 
September 1911 contained a list of eighteen defects in the main building that still 


needed attention. They reported serious problems with leaking roofs just two weeks 
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later. In mid-December, John Dodge complained about Kahn’s failure to get the 


blacksmith shop roof completed when the weather was good. He added, “We are 
certainly not well pleased with the way you have handled this job and we must 
insist that our work be given more attention.””! 

In addition, Horace Dodge was displeased with the work Kahn did in design- 
ing and managing the construction of Rose Terrace. Horace complained about the 
lack of progress in completing his home, blaming Kahn for not supervising Malow 
Brothers, the contractor: “I must say that I am thoroughly disgusted with them. 
They seem to think that it makes no difference with them whether they finish the 
work this year or next so long as they get it done.” In early February 1912, Horace 
Dodge forwarded to Kahn an evaluation of the home's electrical circuits completed 
by A. E. Roach. While the original specifications provided that no more than ten 
outlets would be on any one circuit, more than ten circuits exceeded that limit and 
one had twenty outlets. Shortly after that, he made several serious complaints 
about the house. The most important was the inability of the furnace to produce 
enough steam to heat the radiators properly. The refrigeration plant made exces- 
sive noise, many drain pipes had become plugged, and several interior doors had 
shrunk from their original dimensions and needed replacement.*” Given their dis- 
satisfaction with Kahn's work, John and Horace Dodge's decision to use Smith, 
Hinchman & Grylls exclusively after 1912 is not surprising. Perhaps Albert Kahn 
was so busy and preoccupied with his contracts with Ford that he ignored “minor” 
clients like Dodge Brothers. Once the Dodge brothers broke with Ford, they per- 
haps did not want to share the same architect. 

While Dodge Brothers was still manufacturing parts exclusively for Ford, the 
Hamtramck plant became a very large operation by any definition. In mid-1914, 
one visitor reported that the plant cut 34,000 gears a day. The foundry cast 25 tons 
of brass and 75 tons of gray iron daily, while the forge shops shaped 150 tons of 
steel per day. The annual parts production was impressive—240,000 transmissions; 
225,000 rear axles; 190,000 front axles; 205,000 crank shafts; 855,000 connect- 
ing rods; 412,000 universal joint knuckles; and another two dozen major parts or 
assemblies, including steering gear, in numbers exceeding 200,000. According to 
the Michigan Manufacturer and Financial Record issue of 8 August 1914, Dodge 
Brothers manufactured 60 percent of the total value of the Ford cars produced 
between 1903 and 1914, including the legendary Model T. They made every major 
component except bodies, wheels, and tires.** 

The machinery and equipment used at the Dodge Brothers plant during its 


operation as a parts supplier was elaborate, modern, and, in a few instances, inno- 
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vative. The heat treatment department included a total of 43 recuperative, car- 
bonizing, and annealing furnaces. Twenty cyanide furnaces that consumed 10,000 
pounds of potassium cyanide per week to surface-harden steel used to make nearly 
seven million clutch discs per year. Dodge Brothers designed an elaborate system 
to keep the tempering oil used in the heat treat shop at a constant temperature. 
The forge shop had a total of 45 towering and Bradley hammers ranging from 400 
to 5,000 pounds. The foundry was equipped with core ovens, a separate cleaning 
system of rattler and shot-blasting machines, and eleven rapid-fire furnaces.** 
Typical of Dodge Brothers efficiency was the firm’s use of low-pressure steam 
exhausted from its steam hammers to operate a turbine driving a 750-kilowatt elec- 
trical generator. This arrangement made a pair of Corliss steam engines in the pow- 
erhouse obsolete, so Dodge Brothers refitted them to produce compressed air or 
electricity as needed. Finally, the Dodge Brothers plant featured several advanced 
material handling systems. The foundry had an elaborate internal system for mate- 
rial handling, including battery-powered electric locomotives, a monorail system, 


and double traveling cranes. Two large traveling magnetic cranes located in the 


aisles between the forge, blacksmith, and heat treatment shops handled the enor- 
mous tonnage of scrap generated in these areas, while a heavy-duty overhead mono- 
rail crane extended throughout the rest of the complex. Dodge Brothers also used 
eight five-ton trucks, four half-ton motor wagons, and approximately 3,000 push 
platform trucks for material handling operations.*? 

Dodge Brothers apparently installed much of the material handling equipment 
described above in the course of converting the plant in 1914 to produce automo- 


biles. The overhead cranes were perhaps part of the original installation. Dodge 


Brothers developed advanced material handling systems at the same time as Henry 
Ford or perhaps slightly earlier. As originally built, the Highland Park plant's mate- 
rial handling system was quite simple—overhead traveling cranes in the machine 
shop, an overhead monorail running throughout the first floor, freight elevators, 
and thousands of hand trucks. In describing the Highland Park plant on the verge 
of the opening of the New Shop in 1915, Arnold and Faurote reveal that Ford 


employed between 800 and 1,000 “truck-men, pullers, and shovers,” who would 
mostly be eliminated when the new buildings opened. They argued that “handling 
of materials and work in progress of finishing is now the principal problem of motor- 
car cost-reduction.”*° 

Despite the large size of their operations and their tremendous success, the 
Dodge brothers were also known for being fair and reasonable in their relation- 


ships with their employees and others. In November 1913, James Couzens, a 
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fellow director from the Ford Motor Company and powerful political figure in 
Michigan, passed on to John Dodge a letter from a Frank Dodge (no relation), 
who was looking for a job. John Dodge replied, 


I should very much like to do something for this young man, but we have found it 
necessary to establish a rule that no one by the name of DODGE be given employ- 
ment in our factory. We have had two or three cases and have always has [sic] a 
bad experience in each case. 

While you will not think it is much of a reason, it really has caused us con- 


siderable annoyance and we have decided that two members of the Dodge family 
are all that the firm should be burdened with." 


The Dodge brothers treated the competitors fairly as well. When Henry Joy 
was the president of Packard Motor Car Company, he was annoyed to learn that 
labor recruiters from Dodge Brothers waited outside the Packard factory gates 
and recruited Packard's toolmakers to take jobs at Dodge. Both companies were 
extremely busy with orders and Joy had trained the toolmakers at his own expense. 
Joy visited John Dodge, informed him about this practice, and asked Dodge to stop 
stealing his skilled tradesmen. John Dodge agreed that it was an unfair business 
practice and ordered his personnel manager to stop this type of recruiting.*® 

The Dodge brothers may have been “friends of labor” on one level, but they 
certainly did not want labor unions in their factory. In June 1911, Couzens wrote 
a letter to John Dodge urging Dodge Brothers to become members of the Employ- 
ers Association of Detroit (EAD). Referring to Ford’s decision to join the EAD, 
Couzens explained that “after looking into it, [we] decided we could not afford to 
ride a free horse’ and that they really were doing“a good thing for the City of 
Detroit and employers of labor.” In a follow-up letter, Couzens informed Dodge 
that he asked John J. Whirl, the director of the EAD, to make an appointment to 
visit him. The EAD kept labor unions out of the factories by controlling hiring and 
by identifying and then blackballing union activists. This alliance of factory own- 
ers helped to keep Detroit a bastion of the “open shop” from its formation in 
December 1902 until the mid- 1930s. The Dodge brothers were members of the 
EAD by mid-February 1914, when their company was on the verge of automobile 
production and a much-enlarged labor force. The fact that organizers from the rad- 
ical Industrial Workers of the World (TWW) were active in Detroit auto plants in 
1912 and 1913 may have encouraged them to join the EAD. The [WW organized 


a strike at two Studebaker plants in Detroit in June 1913, and the union’s cam- 
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paigns among Ford workers late in 1913 was one reason that Henry Ford intro- 
duced the $5-a-day wage early the next year.*? 

Dodge Brothers was willing to reply to inquiries from the EAD about former 
Dodge workers who applied for jobs elsewhere, as it did regarding Joseph Hop- 
pes, a machinist, in May 1911. Some scattered evidence suggests that they 
employed labor spies in their plant in May 1913. Three reports from three differ- 
ent spies, dated 13 and 14 May 1913, came to the Dodge management. Frederick 
Haynes wrote comments on all three reports. All the spies discussed the men’s atti- 
tude toward the [WW and two of three men attended IWW meetings and reported 
on the speakers and the topics. The three reports that randomly survived were part 
of an original collection that could have included thirty reports or three thousand. 
The extent of the practice cannot be determined.”° 

The Dodge brothers demanded that their employees be hardworking and con- 
scientious. John Dodge paid a surprise visit to the Hamtramck plant on Sunday, 
5 November 1911, and did not like what he saw—the front gate to the plant was 
wide open, as were the doors to the office building and many offices. The watch- 
man did not have keys to lock these doors or the front gate. John Dodge's letter 
to plant superintendent Adolph Vocelle the following day demanded immediate 
improvements: “Anyone could have come in the place and ramsacked [sic] it from 
top to bottom.”?! 

Dodge Brothers attempted to provide á more humane work environment than 
would be found at other similar large factories. To make the work of their 200 forge 
workers a bit more bearable, Dodge Brothers made the following request of a local 


restaurant operator in July 1912: “We wish you would submit [to] us a price on 200 


sandwiches and 200 bottles of beer to be delivered every working day, ice cold, to 
our Forge Plant about 9:30 a.m. during the months of July & August.”®* Clarence 
Krieg, a longtime Dodge Brothers employee (1911—51), offered a different per- 
spective on this “humane’ policy. He recalled sitting in a saloon across from the 
factory with seventeen other Dodge workers when John Dodge walked in and 
asked, “How many of you men belong at work?” No one replied. Dodge then said, 
“TII buy a round [of drinks] for the house and when it’s gone, you men who ought 
to be working better get back.” They all scampered back to work. Krieg believed 
that Dodge Brothers supplied its men with beer to keep them from leaving the 
plant for the saloons. They stopped the practice after some men broke empty beer 


bottles on their machines.?* 


Contemporary observers of the Dodge business reported a rapid rise in the num- 


ber of Dodge employees once the firm began to convert to automobile production. 
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When the Michigan Department of Labor conducted factory inspections in 1913, 
Dodge Brothers reported 130 employees at a Detroit foundry visited on 21 July and 
2,574 at its Hamtramck plant, visited on 2 October. An article that appeared in the 
Michigan Manufacturer and Financial Record on 27 January 1913 claims that Dodge 
employed more than 2,000 men. The same publication gives Dodge Brothers 3,000 
workers in April 1914. An article in Automobile Topics on 13 June 1914 cites employ- 
ment of 5,000 men, which would be consistent with the ongoing plant expansion 
under way as Dodge Brothers prepared to manufacture its own car. H. Cole Estep 


wrote a lengthy article on the Dodge plant in Iron Trade Review on 6 May 1915 and 


claimed that the Dodges employed 5,000 while they were still engaged in making 
components for Ford.”4 
Even after Dodge Brothers moved into their large new plant in Hamtramck, 


their relationship with the Ford Motor Company was not without conflict. In late 


February 1911, the firm reported severe problems machining axle shafts for Ford 
at a sufficient rate to satisfy their contract. One problem was “the extreme hard- 
ness of the metal,” but the main source of trouble was that Ford had changed the 
machining tolerances in the middle of the contract. ‘The original drawings allowed 
tolerances of 0.001 inch on the round part of the drive shaft and +0.002 inch on 
the square part, levels of precision only recently obtained by Henry Leland and a 
few Detroit automobile manufacturers. When the Ford inspectors decided to lower 
the tolerances to 40.0005 inch on both parts of the axle shaft, Dodge Brothers 


argued, “It is practically impossible to produce these pieces commercially within 


these limits.” Their production of axle shafts was only 25 percent of the level a year 
earlier, and they were asking the Ford Motor Company for relief.”? 

Supply problems were not always Ford Motor Company's fault. In late April 
1911, Dodge Brothers apologized for failing to supply Ford with prices for repair 
parts for earlier Ford models such as Models K and N. They blamed the move of 
their offices from Monroe Avenue to Hamtramck for disrupting their normal office 
functions. They explained to Ford in late July 1911 that they were unable to fulfill 
orders for rear axle assemblies, transmissions, and drive shafts on time because of 
shortages of materials.°° The communications between the two companies were 
not always serious or critical. After John Dodge noticed that a recent issue of Ford 
Times had a poorly drawn illustration of the Ford Motor Company's inspection 
department, he gently kidded Henry Ford: “This illustration certainly must make 
some of our competitors smile, when judging by this illustration, our facilities for 
inspection consist largely of a six-foot rule and a pair of ice tongs.””’ The issue of 


Ford Times had a drawing with the caption, “Each Ford part is carefully inspected 
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Ford Motor Company branch managers meeting, 1907. James Couzens (top left), John F. 
Dodge (top right), and Horace E. Dodge (left of John Dodge). Courtesy of NAHC. 


before being placed in stock to be sent out to Ford dealers.” The only two “preci- 
sion” measuring devices shown in the drawing were a six-foot folded ruler sitting 
on the inspection table and an enormous set of calipers that looked like ice tongs.”® 

Although Henry Ford never acknowledged their contribution, the Dodge broth- 
ers played a pivotal role in the success of his cars and his company. After some early 
hiccups, they gave Ford a steady supply of high-quality, reasonably priced parts and 
components. They worried about their near-total dependence on Ford, recogniz- 
ing that he would eventually manufacture all of his own components. In the last 
contract drafted between the partners, the Ford Motor Company agreed to buy 
from Dodge Brothers at least 80 percent of its requirements of transmissions, rear 
axles and drive shaft assemblies, steering gear assemblies, bronze and brass cast- 
ings, and drop forgings over the next nine years starting in July 1913. The contract 
required that Ford provide estimates of its minimum needs for the year in July, at 
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the start of each year’s contract renewal.?? 


Ford stockholders, Ford Times, June 1911. From the Collections of the Henry Ford, 
Negative No. 0-1707. 
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For John and Horace Dodge, the decision to break with Ford and manufacture 
their own car was not simple. They found the yearly haggling with Ford and Couzens 


over component prices a constant source of aggravation. In 1912, they agreed in 


principle to lease their factory to the Ford Motor Company starting in 1914. The 


lease agreement has not survived, so we do not know the precise provisions. A let- 
ter from Dodge Brothers to Couzens in July 1913 canceled the lease arrangement 
the two parties had signed on 13 August 1912, explaining, “One of the principal 


reasons for the making of this lease was to do away with the trouble arising annu- 


ally when prices were agreed upon. Inasmuch as this lease has failed to overcome 
this trouble, we wish to exercise our right as given under clause ten of this lease to 
cancel the same upon twelve month’s notice, to be given during the month of June 
of any year.” John Dodge also resigned as director and vice president of Ford Motor 
Company in a letter to Couzens dated 18 August 1913. Ford Motor Company 
accepted John Dodge’s resignation three days later.°° 

The Dodge brothers’ decision to build their own car seemed like a logical step 
for them to take after making parts for Ford for eleven years. Richard Crabb argues 
that they were motivated mainly by a desire to produce a better car than the Model 
T. They believed that they could greatly improve Ford’s car without driving up its 
price. Henry Ford's rigid refusal to consider improvements to the Model T further 
encouraged the Dodge brothers to strike out on their own.°! 

Theodore MacManus, whose advertising firm had Dodge Brothers as a client 
starting in 1914, provides a more personal version of their decision to break with 
Ford. MacManus recalled a meeting between the Dodge brothers and their legal 
counsel, Howard B. Bloomer, in downtown Detroit in 1913. Bloomer asked them 
point-blank, “Why don't you brothers build your own car?” John Dodge explained 
that they enjoyed lucrative contracts with Ford and hefty stock dividends and 


besides, they did not want the aggravation of having to sell cars. Bloomer reminded 


the Dodges that their total dependence on Ford could prove costly for their busi- 
ness. The following day, they resumed the discussion and both John and Horace 
Dodge conceded that Bloomer was right.° 

John Dodge discussed their plans with The Horseless Age in late August 1913, 
and Motor Field printed essentially the same story in its September 1913 issue. He 
admitted, “We have been fussing with these plans [to make their own car] for a 
long time,” and revealed that two years earlier, Dodge Brothers began buying prop- 
erty on Bismark Street south of the existing parts factory to permit plant expan- 


sion. They would destroy forty homes to make way for the new plant. He further 


27 


60 


Chapter Iwo 


explained, “Our business has grown too big to be dependent upon anyone else and 


we have decided to go into the manufacture of automobiles for ourselves. ”©? 


John and Horace Dodge rightfully wanted to end their dependence on Ford 
and the risks that their relationship with Ford entailed. Since the launching of the 
Ford Manufacturing Company in November 1905, Henry Ford had moved toward 
manufacturing a larger share of his components. Although the Highland Park plant 
included substantial assembly capacity, much of the new plant built in 1909-14 


consisted of machine shops, foundries, and heat-treating facilities. Ford was 


greatly increasing his manufacturing capacity and experience with the move to 
Highland Park, and the Dodge brothers must have recognized their uncertain future 
as Ford's supplier. 

After the Dodges notified Henry Ford in July 1913 that they would stop pro- 


ducing for him in a year’s time, they turned their attention to their new challenges. 


Over the next eighteen months, John and Horace Dodge remade their manufac- 
turing operations and redefined the thrust of their business. They stopped being 
the largest supplier of parts and components in the automobile industry, entirely 


dependent on the Ford Motor Company, and became an independent manufac- 


turer of their own nameplate. They were remarkably successful at their new en- 


deavor, and their company, along with their fortunes, grew even larger. 
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The First Dodge Brothers 
Automobile 


The Dodge brothers are the two best mechanics in Michigan. There 
is no operation in their own shop from drop forging to machining, 
from tool-making to micrometric measurement, that they can't do 
with their own hands. . . . As a matter of fact, when the Dodge Bros. 
new car comes out, there is no question that it will be the best thing 


on the market for the money. 


Michigan Manufacturer and Financial Record, 8 August 1914 


O. a remarkable eighteen-month span, John and Horace Dodge designed and 


produced an entirely new automobile, introducing a proud new nameplate 


that has survived to this day. They designed and tested a new mid-priced car that 
offered many advanced technical features. They decided which components to 
manufacture in-house, which to buy from outside suppliers, and which suppliers 
to use. Surviving records allow us a unique view of this development process, which 
occupied most of their working lives in 1914. 

While continuing to fulfill their contract to supply parts and components to 
Ford until June 1914, the Dodges simultaneously reworked and greatly enlarged 
their existing manufacturing facilities to produce their new car. They also created 
a national sales organization and a network of franchise dealers to sell the auto- 


mobile, all from scratch. The two brothers launched an effective advertising cam- 


paign that generated enormous public interest in their new offering long before 
any Dodge Brothers cars were available for purchase. 
Designing the Dodge Brothers Automobile 


Before they broke with Ford, the Dodges hired Frederick J. Haynes in June 1912 


to manage their growing manufacturing facilities and to oversee production of the 
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automobile they intended to build. Haynes, who managed the H. H. Franklin 


Company automobile factory in Syracuse, New York, before coming to Detroit, had 


considerable experience running manufacturing plants, and was well-known to 
John Dodge. Born in Cooperstown, New York in 1871, his attorney father moved 
the family to Syracuse in 1881. After he finished high school, Haynes worked for 
a company that made carriage bodies, earning $4.50 a week, and then worked at 
a grocery store, making change, for $6.00 a week. He entered Cornell University 
in 1891 and studied mechanical engineering for three years, but had to leave for 


financial reasons and never finished his degree. ! 


Haynes gained practical work experience in the 1890s, initially in the machine 
shop of the Syracuse Bicycle Company, earning $4.50 a week. There, he showed 
evidence of his mechanical skills and willingness to take risks. After breaking many 
drills while working on a poorly designed jig, he went to the factory manager to 
complain about the tool design and to demand a transfer to the department that 
designed the tools. The manager agreed to do so and raised his pay to $7.50 a week. 
After a year, Haynes took a job with the Hunter Arms Company of Fulton, New 
York, after boldly offering to design the machinery and tools the firm would need 
for the new L. C. Smith bicycle it was preparing to build.” 


After three years with Hunter Arms, Haynes became the superintendent of the 
E. C. Stearns Company bicycle factory in Toronto in 1899, a position he held for 
exactly one year. Late in that year, the National Cycle and Automobile Company 
absorbed the Evans & Dodge Bicycle Company in Windsor and the E. C. Stearns 
Company. Haynes met John Dodge, the new superintendent of National Cycle, 
on 15 December 1899. Dodge asked Haynes to prepare the machinery at the 
‘Toronto factory for shipment to the National Cycle plant in Hamilton, Ontario. 
When Haynes finished the task in two weeks, Dodge asked Haynes to join him in 
Hamilton. Largely as a test of his abilities, John Dodge ordered Haynes to clean 
out the Hamilton plant, including a battery of filthy paint ovens. After Haynes fin- 
ished this unpleasant work, John Dodge made him the superintendent of the 
machine shop in Hamilton, and when Dodge left National Cycle later in 1900, 
Haynes became plant manager.’ 

Haynes later served as general manager of the Lake Shore Engine Works in 
Marquette, Michigan, in 1902—04. Lake Shore manufactured machinery and 
equipment used in the Lake Superior copper- and iron-mining industries. In 1903 
John Dodge tried to get Haynes to supervise the Ford Motor Company assembly 


operations. He gave Haynes a tour of the Ford factory and offered him a three-year 


contract, with an annual salary of $2,500, but Haynes declined the offer, deciding 
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to stay with Lake Shore. He did not think that the Ford Motor Company had very 
good prospects for success. Although Haynes might have been willing to work for 
John Dodge, he did not trust Ford or his lieutenants. His loyalty to Lake Shore 
meant nothing when a change in ownership later in 1903 resulted in his firing. Out 
of work, he returned to Syracuse and took a job with the H. H. Franklin Company 
in 1904 as the assistant engineer and later served as the plant manager.* 

John Dodge had remained in contact with Haynes through occasional letters, 
and when the Dodge brothers decided to make their own car, he invited Haynes 
to Detroit in mid-April 1912 to hire him. When John Dodge wrote to Haynes ask- 
ing him what salary he would need, he replied, “I don’t care about the salary. I want 
the position.” John Dodge sent Haynes a laconic response to this letter, simply stat- 
ing, “I have your letter of the 12th. Things as you have outlined them will be per- 
fectly satisfactory tome.” Before Haynes departed Syracuse for Detroit, John Dodge 
suggested that Haynes bring his personal car, a Franklin Six, with him. Dodge 
wanted to examine the air-cooled Franklin carefully. Haynes became works man- 
ager for Dodge Brothers on 15 June 1912 without any agreement about his pay. 
Finally, John Dodge ordered his paymaster to give Haynes the same salary he had 
received at Franklin.’ 

Automotive trade publications began to speculate in 1912 about John and 
Horace Dodge's manufacturing future. In late May 1912, Motor World reported 
that Dodge Brothers planned to build their own automobile in the future but had 
made no firm decisions about the timing or the design of the car. Their motivation 
was simple—they no longer wanted to be totally dependent on Ford for their work. 
The article also claims that the Dodges were already testing several prototypes. The 
same trade magazine ran a story in late August 1912 predicting that the new Dodge 
Brothers car would appear soon and would definitely be a six-cylinder model. They 
had interviewed John Dodge and this was the story he gave them. The new Dodge 
Brothers car, which did not appear until November 1914, was in fact a four-cylinder 
model.® 

John Dodge deliberately encouraged speculation about the new car. In an 
interview with The Horseless Age in August 1913, repeated in Motor Field the next 
month, John Dodge suggested that the Dodge Brothers car would be very simi- 
lar to the Model T in terms of style and price. A lengthy article published in the 
Detroit News in mid-August 1913 claims that the Dodges had already designed 
the new car, which would be in production by June 1914, assembled in a new 
2,100-foot-long factory at the Hamtramck site. Of course, none of this was true. 
In February 1914, Automobile Topics claimed that the new Dodge Brothers car 
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would have “a Renault type of hood” and would sell for about $800. They further 
speculated that Dodge Brothers would produce 40,000 cars in their first year. 
Renault automobiles at this time were all air-cooled, so Renault hoods sloped 
downward in the front, extending beyond where the radiator would normally be. 
The Franklin Automobile Company used air-cooled engines in its cars in the 
1910s, allowing for the elimination of the radiator and water pump.’ 

An article in Chrysler Motors Magazine in January 1936 shows a photograph of 


a clay model of an experimental air-cooled car with the Renault-style sloping hood. 


In the same article, George Kiernan, a longtime master mechanic with Dodge, also 


recalls an experimental six-cylinder engine with two radiators. When the Dodge 


brothers rejected this design and that of the air-cooled engine, they opted for a 
more traditional design. Kiernan claimed that he designed the water-cooled four- 
cylinder engine that went into the first Dodge Brothers cars. It is more likely that 


Kiernan worked under Horace Dodge's direction and that the new engine was the 


collective effort of Horace Dodge, George Kiernan, and dozens of engineers, drafts- 
men, and mechanics.® 

The decision to produce a Dodge Brothers car required a reorganization of the 
Dodge Brothers enterprise. Dodge Brothers, legally established on 1 July 1914, 
was a corporation with $5,000,000 in capital stock, 50,000 shares valued at $100 
each. John and Horace Dodge each held 24,995 shares, while Alfred L. McMeans 


owned the remaining ten shares. At the corporation’s first board meeting, John 


Dodge was elected president and treasurer of the firm, Horace Dodge vice presi- 


dent and general manager, and McMeans as secretary. The new legal entity imme- 
diately bought all of the real estate, machinery, and inventories from the old 
partnership for $3,047,715.80. Three years later, the value of the capital stock dou- 
bled to $10,000,000 in July 1917 with the issuance of 50,000 additional shares. 
The only real change in the Dodge corporate structure before the death of John 


Dodge in January 1920 was the resignation of McMeans from the board of direc- 
tors in December 1919. Howard B. Bloomer joined the board as McMeans’s 
replacement.’ 

The Dodge brothers began production of their own nameplate in November 
1914. They needed more than a year of preparation before the first car rolled off 
the line. Horace Dodge designed most of the new automobile and some of the 
machinery needed to produce it, doing the design work in a cottage on John Dodge's 
Meadow Brook estate. Tradition has it that John Dodge tested several brands of 


automobile tires by dropping them off a four-story building and studied the crash- 


worthiness of one prototype car by driving it into a wall at twenty miles per hour.!° 
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These stories aside, the work of selecting materials for the new car, designing 
the parts and components, and then purchasing or making all the needed parts was 
monumental. We can see the size and complexity of the work from a surviving 
three-volume set of notebooks, without title or author, containing materials relat- 
ing to the purchase of raw materials and components for the Dodge Brothers car, 
along with information on the design of components and the purchase of machin- 
ery to manufacture the parts. The three volumes cover the period 13 March 
1914-21 June 1916. Internal evidence strongly suggests that Frederick J. Haynes 
collected the materials. 

The first volume, covering March 1913-July 1914, contains detailed cost and 
quality estimates for components ranging from frames, wheels, and tires to bear- 
ings, piston rings, and ignition systems from more than one hundred potential sup- 
pliers. The compiler typically collected information on three or four possible 
suppliers for each component. An entry of 8 July 1914, for example, examines the 
specifications and costs of batteries from six potential suppliers. 

The first notebook also included proposals from important machinery suppli- 
ers, such as the Foote-Burt Company and the Ingersoll Milling Machine Company, 
and the Dodge evaluation of the machines and the proposals. A four-page section, 
“Rear Axle Housing Press Comparisons,” examines presses manufactured by the 
Toledo Machine Tool Company, the E. W. Bliss Company, and the Ferracute 
Company. John Dodge made detailed suggestions for improving the operation of 
the Foote-Burt presses used to drill holes in engine blocks and then considered 
proposals from the manufacturers. By May 1914, Dodge Brothers had ordered nine 
different types of machines from the Foote-Burt Company. The compiler also listed 
several hundred component blueprints that he had checked and approved. 

The second volume, covering July 1914—July 1915, has additional information 


relating to the purchase of components and machinery. Haynes also kept detailed 
notes regarding skilled mechanics, engineers, and managers seeking employment 
at Dodge Brothers, including their employment history and references. There is 


no evidence that Dodge Brothers hired any of these men, but the skills and expe- 


riences of many job-seekers were evidence of the Dodge Brothers’ reputation within 
the auto industry. Several were skilled machinists or electricians seeking shop work. 
Two, R. A. Fisher and Charles D. Brown, sought such positions as machine shop 
foreman or superintendent, asking salaries of $2,000 and $3,300, respectively. 
Engineer A. J. Paige wanted a position in engine or chassis design at a salary of 
$2,500, while Harry Graves, chief engineer at the defunct Cartercar Company, 


was willing to take a job at $2,500 a year. Nelson Knox, who had held management 
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jobs in the pressed steel business for eleven years, proposed to manage the Dodge 
Brothers stamping plant at an annual salary of $4,000. Finally, Alfred Thomson, 
who was the factory manager for Maxwell in Detroit, showed a willingness to work 
for Dodge Brothers at his current (January 1915) salary of $10,000 a year. 

When the Dodges began to plan for their own press shop (stamping plant) to 
produce some of their own body panels, Haynes compiled four pages of notes 
(11 February 1915) on the layout of the plant, including the arrangement of machin- 
ery, the materials handling systems, and management of the dies. He later pro- 
duced an elaborate chart (19 March 1915) comparing the capacity, features, and 
costs of two dozen different types of presses manufactured by the Toledo Machine 
Tool Company and the E. W. Bliss Company. Between 31 March and 23 April, 


Dodge Brothers placed orders for thirty-seven presses of twenty-three distinct 


types, splitting the orders roughly evenly between the Toledo and Bliss companies. 

The new automakers had to consider more than just the physical production 
of their cars. Haynes created a list, “Our Office—Things to Do,” which included 
a dozen administrative tasks identified by John and Horace Dodge as requiring 


attention, including cost accounting, purchasing, and handling of customer com- 


plaints. He labeled the page “How to Do Them,” and included a list of men whom 


they could assign to handle these areas. Having the entire office force together in 
a single building would allow more cooperation among the staff and would make 
the administrative operations of Dodge Brothers more flexible and more efficient. 

The third notebook, covering April 1915—June 1916, shows the continuous 
improvements that Dodge Brothers was making to components supplied by out- 
side vendors or produced internally. The choice of which battery brand to install 
in the Dodge Brothers car came up again. The Willard battery was the original 
choice, based on cost savings over the Exide. In mid-October 1915, Dodge Brothers 
did another detailed comparison of the Exide and Willard batteries. The ten-page 
analysis, which provided fourteen points of comparison, gave Exide a slight advan- 
tage because the company was the largest and best-funded battery manufacturer 
in the United States, the firm sold its batteries worldwide, and its battery carried 
greater prestige than those of its competitors. The Exide was also nearly nineteen 
pounds lighter than the Willard (49.75 pounds versus 68.50 pounds). The only 
downside to the Exide was a higher cost (30 cents per car) than the Willard. 

This volume also chronicles the visits made in May 1915 by the compiler to 
seven rolling mills that produced automobile sheet steel to help determine which 
would supply their sheet steel. The seven-page analysis included a comparison of 


the plants, equipment, and processes used at these rolling mills, along with the 
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quality and cost of the sheet steel produced. We can also view the less-than-ideal 
relationship that Dodge Brothers had with the Edward G. Budd Manufacturing 
Company, their principal supplier of bodies. In short, these notebooks are a primer 


on launching a new automobile.!! 


Preparing the Dodge Brothers Factory 


Preparing the Hamtramck plant to manufacture and assemble the Dodge Brothers 
automobile was a monumental, expensive undertaking. In June 1914, as the con- 
version was getting under way, Automobile Topics, with a bit of hyperbole, described 


the forthcoming transformation: 


Once the plant is released from contract work, the pulsations of engines, the hum 
of machine tools, the whir of belts, the shock of heavy steam hammers, the roar 
of heat-treating furnaces, the staccato of pneumatic devices, the rumble of over- 
head cranes, the hiss of molten metal, and noise and bustle incident to manufac- 
turing in the Dodge way, all will blend in a sound that tells of Dodge car production 


on a scale commensurate with the mammoth capacity of the organization. 2 


Dodge Brothers enlarged the factory complex and restructured the existing 
plant and equipment to carry out the new work. The major additions included a 
four-story reinforced concrete assembly building (70 feet wide and 875 feet long), 
a body press shop (70 feet by 600 feet), carpenter shop, die shop, compressor build- 
ing, and test building. They enlarged the original two-story office building (51 feet 
by 116 feet) to four stories and more than doubled its “footprint” to 72 feet by 220 
feet. Dining rooms and rest rooms occupied the top floor. 

The Dodges also built a quarter-mile test track of creosoted planks, including 
a hill climb, at the northern edge of the plant. While other automakers still “road- 
tested” their cars on city streets, Dodge Brothers built the first dedicated test track 
in the industry. Total spending on buildings was more than $1,000,000 in 1914-15, 
with the assembly building alone costing $500,000 and the body shop about 
$250,000. The expansion efforts increased factory workspace from about 500,000 
square feet to nearly 1.4 million square feet. After designing the first cluster of 
buildings for the Dodge Brothers Hamtramck plant, Albert Kahn fell out of favor, 
and starting in 1912 the Detroit firm of Smith, Hinchman & Grylls designed vir- 
tually of the buildings for this sprawling complex.!? 


67 


68 


Chapter Three 


> 

Š 

d 
É 


Assembly Bidg. 


Lodge Brothers Pant 
General Plan 


March 20 ISS 


General plan, Dodge Brothers Hamtramck factory, March 1915. Courtesy of Richard K. 


Anderson, Jr. 


During six hectic months in 1914, Dodge Brothers rearranged and retooled the 


Hamtramck plant at great expense. The transformation was so fundamental that 
the Iron Trade Review published an article describing the changes.'* The new 
function of the plant required many new operations: a design (“experimental”) 
department to engineer the new car; a testing department; an aluminum foundry; 
carpenter, tin, and pattern shops; a press shop for stamping frames; a body assem- 
bly department; a trim and upholstery department; a radiator shop; a motor assem- 
bly and testing department; a wheel shop; and a final assembly department. Dodge 
Brothers built a shipping platform, 900 feet long with a traveling crane, on the 
north side of the assembly building. Anticipating future expansion, Dodge Brothers 
required that the architects design all building foundations to support six stories, 
even if they built only two or four stories initially. !° 

The entirely new car design required replacing or rebuilding virtually every 
piece of equipment previously used for Model T parts production. This massive 
retooling included the patterns used in the foundry, dies for the forge shop, and 
tools, fixtures, and jigs used in the machine shop. The Dodge brothers had gained 
experience in quick retooling for new parts production after working for Ford since 
1903. Horace Dodge designed much of the new machinery installed in the enlarged 
factory. After studying the enameling ovens used to dry painted car bodies, for exam- 
ple, he designed an improved oven that reduced heat loss from nearly 40 percent 


to about 4 percent. The scale of the conversion swamped Dodge Brothers’ tool- 
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Test track and incline, Dodge Brothers Hamtramck factory, 1915. Courtesy of DCHC. 


making force of 180 men, forcing the firm to hire four other Detroit companies to 
produce the required fixtures and jigs. Much of the new machinery was complex 
and expensive. Machining cylinder blocks for the engine required a dozen machine 
tools, costing a total of $59,000. A press used to stamp rear axle housings weighed 
twenty tons and cost $6,000. The forge shops alone had more than a dozen 
machines of that type. Dodge Brothers spent about $500,000 in retooling the plant 
for the new car. The force of men and women employed by Dodge Brothers also 
grew substantially during the transition from parts to automobile manufacturing. 
The firm had a workforce of about 5,000 during the first half of 1914, but by mid- 
April 1915 more than 7,000 were on the payroll, excluding the office staff.'® 
Niran Bates Pope, technical editor for Automobile Topics, wrote a nineteen- 
page booklet, Dodge Brothers Works, published in late 1919 by Dodge Brothers. 
Pope mainly describes the enormous plant as it appeared in 1919, but he also recalls 
visiting the plant in 1914 when automobile production was about to begin. He had 
asked the works manager, presumably Frederick Haynes, how Dodge Brothers was 
able to get such an enormous plant built and into operation so quickly. The works 
manager explained: “Chiefly because the Dodge Brothers themselves own the 


plant. If we had been obliged to get permission from a board of directors, from 
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banking interests, or from outside stockholders, for the expenditures of millions 
that we have put into new buildings, new machinery, and new processes, it couldn't 
have been done. Things go smoothly when the actual owners are right in the fac- 


tory and are the most enthusiastic of all in having the best.”!” 


Launching a Sales Organization 


Automobile manufacturers, parts suppliers, and car dealers all recognized the 
Dodge brothers as producers of top-quality, economical parts and components. By 
June 1914, nearly six months before anyone could buy a Dodge Brothers automo- 


bile, it was the dominant subject in automotive circles. Automobile Topics noted, 


So extraordinary a situation as has been created by Dodge Brothers, of Detroit, 
would not have seemed possible a few months ago. Practically all that the trade 
knows as yet is that Dodge Brothers are going to make automobiles and that a sales 
department has been created preparatory to marketing them; yet thousands of 
motor car dealers already have made application for the agency, and still other 
thousands are turning their eyes toward Detroit, to learn what might be expected. 
Without giving any details of their forthcoming offering, Dodge Brothers have 
become one of the big factors in the 1915 popular price car market. 


The excellent reputation of Dodge Brothers, largely spread by word of mouth, was 
so great that by early November 1914, some 21,181 individuals, including many 
Ford dealers, asked to become Dodge Brothers agents without even seeing the new 
model.!® ` 

Dodge Brothers needed to have a sales organization in place well before the 
first cars came off the assembly line. In April 1914, Dodge Brothers named Arthur 
Irving Philp to the post of general sales manager. Philp had been the sales man- 
ager for the tire manufacturer Morgan & Wright and had served as general sales 


manager for the Studebaker Corporation. Philp divided the United States into six- 


teen sales districts and between late May and early July named experienced auto- 


mobile salespeople to head each district. The district managers then selected the 


dealers. Philp also appointed Theodore MacManus as the firm’s advertising con- 


sultant and Harry M. Robins as the foreign sales manager.'” 


MacManus recalled the beginnings of the Dodge sales operations. Philp inter- 


viewed dozens of advertising agencies to represent Dodge Brothers and finally set- 
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tled on MacManus. Philp arranged a lunch meeting between MacManus and the 


Dodge brothers. When MacManus arrived, John Dodge immediately revealed his 
attitude toward advertising: “Horace and I go into the factory and sweat blood to 
save a tenth of a cent and you fellows turn right around and throw away ten per- 
cent.” MacManus, impressed with John Dodge’s honesty, began thinking about 
promoting the new cars as honest and practical, much like the brothers Dodge.” 

Foreign automobile dealers and salespeople also expressed a strong interest in 
selling Dodge cars in their respective parts of the world. Sydney A. Cheney, a suc- 
cessful sales agent for Duncan & Fraser, Ltd., a Ford sales agency serving South 
Australia and Broken Hill, first wrote to Dodge Brothers in June 1913 asking about 
getting a dealership in South Australia. Cheney continued his efforts, after receiv- 
ing letters from John Dodge saying that the car would not be in production for some 
time. Cheney quit his sales position, traveled to the United States, and arrived in 
Hamtramck in early October 1914 to visit Harry Robins in person and to ask for a 
Dodge Brothers dealership. 

Robins explained that getting the Dodge Brothers car into production and 
launching an American sales organization preoccupied the firm so much that it 
would take no action on foreign sales any time soon. Cheney persisted in visiting 
Robins’s office and finally had an interview with Philp. The stubborn Australian 
remained at the Dodge Brothers offices for three weeks, while hundreds of other 
visitors in search of a Dodge Brothers franchise paraded through the offices in 
Hamtramck. On 26 October 1914, Philp finally appointed Cheney as the district 
sales representative for Australia, but with the option of granting him a dealership 
for South Australia and for the Western Darling District of New South Wales. 
Cheney’s persistence finally brought results.” 

The Dodge brothers used advertising effectively to promote their new auto- 
mobile among the general buying public. A series of billboard advertisements had 
only the words Dodge Brothers for several weeks, then included Motor Car for sev- 
eral more weeks, and, finally, Reliable, Dependable, Sound. They announced their 
new car in the Saturday Evening Post on 29 August 1914—“Dodge Brothers, 
Detroit, who have manufactured the vital parts for more than 500,000 motor cars, 
will this fall market a car bearing their own name.” None of these advertisements 
included illustrations or specifications for the new automobile. The Dodges delib- 
erately and effectively created enormous public anticipation by revealing nothing 
about the new car.?? 

The publicity buildup continued right through the public introduction of the 
Dodge Brothers automobile in early December 1914. The Saturday Evening Post 
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became the firm’s primary advertising venue, appealing to the general car buyer. In 
mid-October one ad proclaimed, “6,647 Solid, Substantial Business Men had, up 
to August 28, applied for the privilege of acting as Dodge Brothers’ dealers.” The 
reason was simple— Dodge Brothers are sure to produce a car that will play a very 
large part in determining automobile values for the future.” At the end of October, 


another ad reminded readers that the Dodge Brothers would bring to the manu- 


facture of their car all of their experience, their insistence on accuracy, and their 


complete financial independence. Their plant was already accustomed to heating 
and forging more than 300,000 pounds of steel per day.” 

Dodge Brothers also placed weekly advertisements in Automobile Topics from 
11 July 1914 through December 1914, clearly intended to attract potential deal- 
ers. Full-page ads initially included only the Dodge Brothers logo, but in August 
they included a bird's-eye view of the factory in Hamtramck. On 15 August 1914 


they added the note: “Copies of an illustrated sixteen-page pamphlet, ‘Information 


for the Trade Concerning Dodge Brothers Detroit,’ was recently mailed to motor 


car dealers. We will gladly supply any interested dealer who may not have received 


a copy.” By late August, the advertisements also included an announcement about 
the number of dealers who had expressed a desire to sell Dodge Brothers cars. As 
of 21 August, inquiries had reached 6,126 and by 26 October reached 12,511 deal- 


ers. On 14 November, Dodge Brothers announced that it would show its cars in 


major U.S. cities. By late December, Dodge Brothers advertisements included 


images of the touring car and specific information about features and price.** 


The widely accepted history of the initial production of early Dodge Brothers 


automobiles in November 1914 is at odds with much of the evidence about the 
earliest Dodge Brothers cars. Automotive historians have thought that the first pro- 
duction car, later named “Old Betsy,” came off the assembly line at the Hamtramck 
factory on 14 November 1914. Guy Ameel, superintendent of final assembly for 
Dodge Brothers since the start of automobile production, served as John and 
Horace’s chauffeur that day. With the brothers Dodge in the back seat, Ameel 
stopped the first Dodge Brothers car in front of John Dodge’s mansion on Boston 
Boulevard in Detroit and a photographer recorded this important moment. At the 
introduction of the first Dodge Brothers car, John Dodge was fifty years old and 
Horace was forty-six. In contrast, Henry Ford, only a year older than John Dodge, 
was forty in 1903, the year he introduced his first commercially successful auto- 
mobile, the Model A Tord 

“Old Betsy” was more likely an experimental prototype car assembled several 


months before 14 November 1914 and not a production car at all. An article in 


THE SATURDAY EVENING POST 


You are almost sure 
to ask yourself — how 
is it possible to incor- 
porate such quality at 
so moderate a price? 


The equipment of the car speaks for self: Timken 
pearing threngheut; the S. R. Q. ball bearings in 
thash of tranamiasion; the full-Haating rear axte; 
the 3033 horsepower fourcylinder moor; the real 
leather upholatery ami patpral curlet bale fllieg: 
the chrome Vanndiam sioni apinga; the Vanadimn 
aeei grars; the singkeounlt, thaindriven atarter- 
generator; the Bimmasa waterproof megneta 
the fact that in direst drive no tranamissive 
geara Are engaged cr ka motions. the almmek 
cestutive usc af drop. forgings ami drawn work: . 
the priet xereoretine body. the apecially de 
: | Pendiri 4 : typa top-enit these 
ace tecognivaiie as Pantes bayoni bettexmeit 


Fhe price of the cor onite $4 BPRS 
Tow. &, Datadt 


Grand Central E Baws Bi, Gesond Pleor 


Donce BROTHERS, DETROIT 


Saturday Evening Post advertisement, January 1915. 
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Horace Dodge (left rear) and John Dodge (right rear) in “Old Betsy” in front of John 
Dodge’s Boston Boulevard home, 14 November 1914. Guy Ameel is behind the wheel. 
Courtesy of DCHC. 


Automobile Topics from early October 1914 reports that Dodge Brothers had sev- 
eral “test cars” on the road, showing “decidedly gratifying” performance. The 7 
November 1914 issue of Automobile Topics features an exclusive sneak preview of 
the Dodge Brothers automobile that included three photographs of the complete 
car, probably taken in early November. The Dodge brothers held a luncheon for 
local newspaper reporters on 10 November at the Hamtramck plant and gave their 
guests test rides in the new car. The Detroit News reciprocated by running a long, 
gushing article in its afternoon edition, complete with a photograph of the new 
model and the caption, “Dodge Bros. New Car Is a Model of Smartness, Grace 
and Power.” All these early cars had three ventilating louvers on each side of the 
hood. These disappeared on Dodge Brothers cars sold to the public.?° 

An April 1917 article in the Detroit News reveals that “Old Betsy” was still in 
use in the Dodge Brothers experimental department, having accumulated more 
than 150,000 miles in test runs. The fact that the Dodge brothers did not retire 
“Old Betsy” and keep the car for its historical value speaks volumes to their unsen- 
timental, no-nonsense approach to their car business. According to Thomas J. 
Doyle, the first Dodge Brothers dealer in Detroit, “Old Betsy” was not like other 
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experimental cars, which manufacturers often built with parts that were cast rather 


than forged, as an economy move. The Dodge brothers had so much confidence 


in their prototype that they went to the expense of producing the dies needed for 
forgings.’ No one knows the fate of “Old Betsy,” but it is likely that Dodge Brothers 


scrapped it when it was no longer serviceable. 

The new Dodge Brothers automobile was vastly superior to the Model T Ford, 
already technically obsolete by 1914. The two cars were not direct competitors in 
any sense. The Dodge Brothers touring car carried a price of $785 versus the Model 
T Ford touring car's retail price of $490. The first Dodge Brothers model had a 35- 
horsepower four-cylinder engine (212.3 cubic inch displacement), with a three- 
bearing crankshaft, rated at 35 Brake Horse Power (BHP) versus the Model T’s 20 
BHP rating. It featured an all-steel body, lateral leaf springs at each wheel, and elec- 
tric starting, making the new car technically up-to-date. The Dodge Brothers car 
also came equipped with a speedometer, a feature not found on the Model T Ford.’ 

According to Sydney Cheney, by early November 1914 Dodge Brothers had 
received 72,000 orders (and deposits) for their new automobile. The Dodge 
Brothers car continued to receive good press after it arrived at the dealerships. The 
first lengthy story about the new model that included detailed specifications and 
the price appeared in early December 1914 inthe Atlanta Hearst's Sunday American. 
This paper ran two articles on the car on the same page, along with a three-column 
advertisement of the new Dodge Brothers car by the Atlanta dealership, the Pegram 
Motor Car Company. The article describing the vehicle in some detail noted, “If 
anyone expected some freakish model, he was disappointed, as the Dodge Bros. 
product is a perfectly normal motor car of standard lines and construction.” The 
new model had a wheelbase of 110 inches and came equipped with a 35-horse- 
power four-cylinder engine, cone clutch, and pressurized fuel system. The article 
noted that the Dodge Brothers car was a larger, longer model than the competition 
was selling in the same price range. A companion article noted that more than 
4,000 people had visited the dealership to examine the car over a four-day period. 

The new car enjoyed the same kind of enthusiasm all over the country. Detroit 
Dodge Brothers dealer Thomas J. Doyle took delivery of the first Dodge Brothers 
car to leave the factory. Doyle reported a crowd of 6,000 on the first day he dis- 
played the car. The fact that Automobile Topics reported the Dodge Brothers Detroit 
debut in its 14 November 1914 issue suggests that Doyle received the car a few 
days earlier. The first showing of the Dodge Brothers car in New York City drew 
5,000 people on a cold and rainy day, and a similar exhibition in Chicago drew 


another 7,000. Automobile Topics reported in early December on first-day crowds 
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Caravan of Dodge cars arriving in Boston, 1915. Courtesy of DCHC. 


of 5,000 in Boston, 4,000 in Cleveland, and dealerships in Omaha, Kansas City, 
and Minneapolis each drew more than 3,000 visitors. When the Murphy-O Brien 


Company opened a new salesroom for the Dodge Brothers dealership in Omaha 


in late December, more than 8,500 attended the opening-day ceremonies. It is 
likely that the first batch of cars all went to dealers for display purposes. According 
to one source, it was not until 4 December 1914 that a customer took delivery of 


a Dodge Brothers car.?? 


The automotive press generally gave the new Dodge Brothers car enthusiastic 
reviews, praising its solid design and attractive looks. Motor Magazine of January 
1915 gave it a good report card. Six months later, the British publication Autocar 
gave the new Dodge Brothers automobile very high ratings, unusual for the British 
auto press. The review noted that the new model had “many ingenious features, 
well-finished bodywork, and low selling price.” The evaluation included an exten- 


sive road test and a thorough examination of all the mechanical features.*° 


The enthusiastic reception of the Dodge Brothers car extended well beyond 
the United States. Nearly a year after his visit to Hamtramck, Sydney Cheney 
established the Cheney Motor Company Limited in Adelaide, South Australia, in 
October 1915. Cheney received his first shipment of Dodge Brothers cars shortly 
after that. When he displayed the car for the first time in early November, a huge 
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1914 Dodge Brothers touring car. Courtesy of DCHC. 


crowd waited outside his showroom for the doors to open. He sold his initial allot- 
ment of seven cars by noon and the crowds continued for three weeks. One car in 
that first shipment survives to this day. During the first year that Cheney operated 
his dealership, he sold several hundred Dodge Brothers cars and by the third year 
outsold all the dealers in South Australia, including the Ford franchise.*! 

John and Horace Dodge introduced their new nameplate in November 1914 
with fanfare and great hope for its success. Dodge Brothers, however, was only 
one of many companies making a mid-priced automobile. The touring car, the 
most popular model, sold for $785 through 1917. In contrast, the Model T tour- 
ing car sold for $490 starting in August 1914, but the price fell to only $360 two 
years later. Maxwell Motor Company's touring car, which sold for $750 in 1914 
and $670 the following year, was more directly competitive with the Dodge Broth- 
ers touring car. General Motors’ mid-priced cars, however, were markedly more 
expensive than comparable Dodge Brothers models. For the 1915 model year 
Oldsmobile offered a “Light 4” five-passenger touring car that retailed for $1,285, 
while Buick offered two five-passenger touring cars, the Model C-25 ($950) and 
the C-37 ($1,235). For the American market as a whole, cars selling for $676—$875 


accounted for only 15.5 percent of the market in 1915 and 19.8 percent in 1916, 
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when fifteen substantial manufacturers competed in that narrow price range. The 
next highest price range ($876—$ 1,375) accounted for 15.3 percent and 20.1 per- 
cent of the market in 1915 and 1916, respectively.*? 

The combined effects of John and Horace Dodge's skills as mechanics, design- 
ers, and manufacturers allowed them at least a good chance to succeed in this 
highly competitive mid-priced automobile market. ‘Their honest, no-nonsense 


approach to selling their cars and serving the needs of their customers also helped. 


Once committed to making their own nameplate, the brothers were remarkably 
skilled at promoting and selling the Dodge Brothers car. Their company enjoyed 
great success and quickly became a major player in the American automobile indus- 
try between 1915 and their untimely deaths in 1920. 


OCR 


A Successful Car and a Successful 


Company, 1915—1920 


Human haste, sweat and anxiety have been reduced to a minimum 
by a combination of ripe experience, far-sighted planning, and bold 
expenditure of money, and whatever strain is involved in enormous 
production falls on the machinery, not on the men. Nobody in the 


whole Dodge plant seems under tension. 


“Dodge Brothers as Quality Producers of Cars” 
Automobile Topics, 13 June 1914 


ver the final seven years of their lives, John and Horace Dodge transformed 
Om company from the largest supplier of automotive parts in the United 
States to a large-scale producer of a popular mid-priced car of their own design. 
The Dodge Brothers automobile was not merely another mid-range offering on the 
market but an innovative product because it incorporated all-steel bodies supplied 
by the Edward G. Budd Manufacturing Company of Philadelphia. Dedge Brothers 
developed an innovative, cooperative relationship with Budd in the process. 

The Dodge brothers developed a strategy for selling their cars that was distinct 
from that of most other automakers. Much like Henry Ford, they froze the exte- 
rior appearance of their models, while making countless mechanical improve- 
ments. They also increased sales by introducing new models, including commercial 
vehicles. The Dodge Brothers automobile quickly became known as a durable, reli- 
able car that delivered “dependability” to the customer. Their use by the U.S. Army 
in the Mexican campaign of 1916 and in the First World War only added to their 
reputation. 

One of John and Horace Dodge's greatest accomplishments during their hey- 
day did not involve automobiles. In October 1917, Dodge Brothers agreed to man- 
ufacture thousands of delicate recoil mechanisms for two types of 155-millimeter 
artillery pieces used on the Western Front. Relying on their skills and experience 


in the production of automobile components, they built a new factory and 
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converted what had been a craft-based system of manufacturing into one based on 
mechanization using hundreds of machine tools. They achieved (limited) quantity 
production by summer 1918 and contributed substantially to the Allied war effort. 

John and Horace Dodge achieved remarkable success as manufacturers of 
automobile components and complete cars. Their formula for success was quite 
simple—they had complementary skills, interests, and personalities, while they 
genuinely understood and liked each other. They remained honest and fair to their 
customers and employees alike. Their company survived and prospered after they 
died, and it later became a core component of the Chrysler Corporation. With their 
passing, the automobile industry and the greater Detroit community acknowledged 
their automotive significance and their important civic and charitable contribu- 


tions as well. 


“Bodies by Budd” and the Final Break with Henry Ford 


One important feature of the new Dodge Brothers car seldom mentioned, much less 
emphasized in early accounts, was its all-steel body. In 1914, most automakers used 
either wood or metal/wood composite bodies, reflecting the manufacturing heritage 
of the body suppliers. Automobile body manufacturers such as Fisher and Wilson 
were originally makers of horse-drawn carriage bodies. The Dodges allied themselves 
with a Philadelphia manufacturer, Edward G. Budd (1870-1945), to outfit their 
entire production with all-steel bodies and enjoyed a long, if sometimes rocky rela- 
tionship with this supplier. 

Edward Budd had gained experience producing lightweight sheet steel stamp- 
ings at the Philadelphia firm of Hale & Kilburn in“1902—12. Historically furniture 
makers, Hale & Kilburn had become the dominant producer of railroad car seats. 
They hired Budd to develop new methods to produce pressed parts for railroad 
seats and, in time, pressed steel panels for Pullman railroad cars. He was the gen- 
eral manager at Hale & Kilburn when the firm fabricated steel bodies for the 1912 
Hupmobile, the first all-steel body production car in America. Budd and engineer 
Joseph Ledwinka invented acetylene and electric welding techniques for con- 
necting the steel body panels and the necessary fixtures and jigs to hold the pieces 
together for welding. They also developed new techniques for making dies and 
invented new presses to produce the stamped sheet steel parts. ! 

Budd brought Ledwinka and twelve others with him when he established the 
Edward G. Budd Manufacturing Company in Philadelphia in June 1912. The com- 
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pany started with two substantial orders from the auto industry in 1912, one for 
2,000 bodies for the Oakland and a $300,000 order from Willys-Overland for bod- 
ies for the Garford automobile. The payroll grew to 400 in 1913, but the bank- 
ruptcy of Garford Motors nearly drove Budd’s company into receivership. John N. 
Willys, Garford’s major stockholder, rescued Budd with a last-minute check for 
$100,000. Budd Manufacturing stumbled into 1914, surviving with orders from 
automakers Packard, Peerless, and Willys. On 17 June 1914, Joseph Ledwinka 
received a U.S. patent for the all-steel, all-welded automobile body, the founda- 
tion for Budd's early dominance in all-steel body production. Dodge Brothers gave 
Budd the large order for steel bodies that he needed to put his system into full pro- 
duction. The first Dodge Brothers body designs were the collective work of Led- 
winka, Budd, and the Dodge brothers.’ 

John and Horace Dodge adopted the all-steel body in part because it was 
stronger and cheaper than the alternatives. The all-steel body had steel panels 
welded to a steel frame. The main cost advantage came from the painting process. 
On wooden or composite bodies, painting typically took ten or twelve days, with 
as many as twenty slow-drying coats applied by brush, each hand-rubbed before 


the next coat was added. Steel bodies permitted the use of baked enamel, which 


could be rapidly dried in ovens, where temperatures might reach 400 degrees. 
Finishing times typically dropped to five days.? 

Dodge Brothers ordered 5,000 steel bodies in 1914 and followed with an order 
for 50,000 more for delivery in 1915. Dodge Brothers paid $42 per body and an- 
other $2 for each set of fenders. The Detroit automaker also agreed to pay up to 
$25,000 of Budd's tooling costs. The order was for open car bodies for touring cars 
and roadsters, making the Dodge Brothers car the first mass-produced car using 
an all-steel body. Because Budd was not able to estimate his costs accurately, the 
Dodges agreed to a contract with “flexible” prices to ensure that Budd would make 
a modest profit, but not an excessive one. According to Ledwinka, when the Dodge 
brothers signed the first contract with Budd, they told him, “At the end of the year, 
show us your books. If you have made too much out of us, we'll yell; if you've lost 
your shirt, we'll lend you something on your cuff buttons.”* 

A detailed list of the bodies and other stampings required for the first 40,000 
cars, dated 2 June 1915, has survived. The list shows Dodge Brothers’ heavy 
reliance on the Philadelphia firm. Budd delivered 33,500 touring car bodies, and 
the Wilson Carriage Company produced the remaining 1,500. (The Wilson bodies 
were of traditional wood-framed design, not the all-steel design used by Budd.) Budd 
was also responsible for all but fifty of the required 5,000 roadster bodies, and Dodge 
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Brothers would produce the remaining ones in-house. Similarly, Budd would fabri- 
cate 34,950 sets of fenders, the Hayes Manufacturing Company of Detroit 5,000 
sets, and Dodge Brothers the remaining fifty sets. They divided the production of 
“splashers” (front fender inboard splash aprons) more evenly, with Budd making 
22,000, Dodge Brothers producing 10,000, and Hayes the remaining 8,000. Budd 
and Dodge Brothers also split the production of running board brackets.’ 

Haynes visited the Budd plant in Philadelphia on 21 June 1915 in an effort 
to improve Budd's unsatisfactory record in keeping to its delivery schedule. He 
created a detailed record of Dodge Brothers’ scheduled daily production for April 
through December 1915 and contrasted this with Budd’s delivery of bodies and 
fenders. For the five weeks ending 19 June 1915, Budd fell behind in deliveries 
to the tune of 1,956 touring car bodies and 154 roaster bodies. Shortages of indi- 
vidual components caused enormous problems for assembly as well. Haynes 
reported that the factory had run of out left-side roadster doors. Budd had not 
started producing more until the supply was gone and the first new batch was 
defective. 

Budd struggled to get all the necessary tools and machinery in place to satisfy 
Dodge Brothers’ needs. On 21 June 1915, Haynes noted that the installation of 
body welding jigs for the touring car was a month behind schedule. Edward Budd 
promised to install additional presses in his fender department to speed produc- 
tion there, but he also threatened to increase his prices. The Philadelphia firm was 
still operating in the lower part of the “learning curve” and desperately trying to 


increase production, maintain quality, and satisfy Dodge Brothers. Stamping all- 


steel bodies in large quantities involved expensive dies and fixtures. Budd's factory 
location, far from Hamtramck, also made a smooth relationship with the Dodge 
brothers more difficult. Haynes remarked that the dies for the roadster, the low- 
volume Dodge Brothers model, cost Budd $32,184. Edward Budd was clearly bet- 
ting his firm’s future with the Dodge Brothers contract. The Philadelphia firm 
manufactured its 100,000th Dodge Brothers touring car body on 17 November 
1916, number 200,000 on 18 February 1918, and number 301,987 on 21 June 
1919. The two companies had joined at the hip. By 1916, Budd had a payroll 
exceeding 2,000 and was trying to hire another 1,500 to satisfy the ever-growing 
demand by Dodge Brothers for all-steel bodies.® 

Despite this rocky beginning, production climbed steadily through 1920 (as 
shown in table 4.1). While Dodge Brothers enjoyed enormous growth and success 
during this time, John and Horace Dodge went through a bitter legal confronta- 
tion with Henry Ford over the payment of dividends to the Ford Motor Company 
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Table 4.1. 
Dodge Brothers Factory Production, 1914—20 (Calendar Year) 

Year Units 

1914 370 
1915 44 630 
1916 71.338 
1917 LOISS7 
1918 85,181 
1919 PAO. 
1920 145,403 


Source: Dodge Brothers Master Parts Book, February 15,1927, which lists the number of the first car 
produced on January | of each year. A different set of figures are found in a Memorandum, R. J. 
Kelley, Chrysler Public Relations Department to Frank Wylie, Dodge Division Public Relations 
Department, 31 May 1968, DCHC. Kelly derived the figures from statistics gathered by the 
Automobile Manufacturers Association. These totals include light commercial vehicles manufac- 


tured by Dodge Brothers. 


stockholders. Henry Ford's only child, Edsel B. Ford, married Eleanor Lowthian 
Clay on 1 November 1916. The following day, John and Horace Dodge sued in the 
State Circuit Court, naming the Ford Motor Company, Henry Ford, and others as 
defendants. The suit sought to force the defendants to distribute 75 percent of the 
Ford Motor Company's surplus of $39 million as dividends to the stockholders. 

The Dodge brothers planned to use future dividends from their Ford stock to 
help finance the expansion of their own business. Ford’s statements and actions 
in 1916 forced them to seek legal recourse. Early in the year, Ford stated his intent 
to pay only nominal dividends (5 percent per month) on Ford Motor Company’s 
book capitalization of only $2 million, or a total of only $1.2 million a year. By 
August 1916, the company’s cash surplus was $52 million and ordinarily, the stock- 
holders could have expected dividends of at least $25 million. Henry Ford 
announced that he would pay no special dividends and that he intended to spend 
the entire surplus on plant expansion at Highland Park and at the new River Rouge 
plant. By late October 1916, the Ford directors committed much of the surplus 
for plant expansion, prompting the Dodge brothers to file their lawsuit. Harold 
Wills testified that in January 1917, the Dodges offered to sell their stock to Henry 
Ford for a total of $35 million, but Ford simply said that he had no desire for any 
more stock. When asked by H. O. Richardson, a Minneapolis investor, in July 
1917 if they would be willing to sell Ford Motor Company shares, they replied 
that they would sell their entire holdings of 2,000 shares for $36 million, or 
$18,000 a share.’ 
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The Michigan Circuit Court issued its decision on 31 October 1917 and 
ordered Ford Motor Company to pay a special dividend of $19,275,000 within 
ninety days, less than 50 percent of the existing surplus. Ford appealed the deci- 
sion to the Michigan Supreme Court and the case dragged on for more than a year. 
The Michigan Supreme Court filed its decision on 7 February 1919 and concurred 
with the order of the lower court for Ford to pay the special dividend, with inter- 
est. The court-ordered dividend amounted to $20,812,136, with the Dodge broth- 
ers getting 10 percent of the total.® 

More important, in July 1919 Henry Ford purchased all the remaining Ford 
Motor Company stock, including the Dodge shares. Ford resigned as president of 
the Ford Motor Company in December 1918 and threatened to start a new com- 
pany producing a car to compete with the Model T. This threat was nothing but a 
thinly disguised effort to intimidate the remaining stockholders to sell their stock 
at a low price. His tactics did not work with John and Horace Dodge. Ford paid 
them $12,500 a share for their 2,000 shares, a total of $25 million. Their business 
relationship with Henry Ford, begun in 1903, had finally ended. The Dodges had 
earned $5.4 million in dividends from their Ford stock since 1903 and additional 
profits of nearly $2 million from their contracts with Ford. Their original invest- 
ment of $10,000 in the Ford Motor Company in 1903 yielded a total return of more 
than $32 million. After the legal battles ended, Henry Ford and the Dodge broth- 
ers had a remarkably cordial relationship, an appropriate finish for a business part- 
nership unlike any other in the American automobile industry. According to John 
Wandersee, the news of John Dodge’s death in January 1920 left Ford visibly 
shaken: “It was announced while we were on the train (to Pittsburgh) that John 
Dodge had just died and Mr. Ford's face dropped just like that. He just completely 
changed. He didn’t look like the same man after, so he must have taken it pretty 
hard; he must have thought a lot of John Dodge.” Perhaps Ford understood fully 
the contributions John Dodge had made to the Ford Motor Company.” 


Sales Strategies 


The Dodge brothers increased sales of their vehicles without engaging in annual 
styling changes by introducing additional models over time. Dodge Brothers 
offered only the touring car body during the first several months of production 
and then began offering a roadster body as an alternative. The roadster body, with 


seating for only two, used the same chassis and engine as the touring car and 
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1915 Dodge Brothers roadster. Courtesy of DCHC. 


sold for $785. Dodge Brothers built a single roadster, in essence an experimen- 


tal model, in late December 1914 to display at the New York auto show in January 
1915. Although Dodge Brothers produced about 5,000 roadsters during calen- 
dar year 1915, the firm did not receive its first substantial delivery of fenders 
(450 sets) for this sporty model until March 1915. Dodge Brothers shipped the 
first production roadster (car number 14,356) to a dealer (Thomas J. Doyle of 
Detroit) on 5 June 1915. 

The company produced only a touring car and roadster during the 1915 model 
year, but introduced the winter car versions of both in September 1915. These 
were simply a standard touring car or roadster with a detachable solid “winter top” 
with removable glass windows. This option cost $165, increasing the price of both 
models to $950, but enabled owners to use the car year-round. The Dodges had 
decided, much like Henry Ford, to “freeze” the appearance of their cars and thus 
avoid the costs of annual model changes.!° 


The “lineup” of cars did not change much until the 1917 model year, when 


Dodge Brothers increased the wheelbase on all its models from 110 inches to 114 
inches and added a coupe and a two-door (center-door) sedan, both priced at 


$1,265. Their center-door sedan seated five passengers, but was not popular. The 
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1915 Dodge Brothers winter car. Courtesy of NAHC. 


two-passenger coupe looked much like the roadster, but like the sedan, had wire 


wheels instead of the standard artillery-type wheels found on the other models.!! 


In mid-October 1917, Dodge Brothers introduced a screenside delivery vehi- 
cle, the commercial car, as a 1918 model. A closed-panel commercial vehicle, the 
business car, followed in late March 1918. Starting in May 1919, Dodge Brothers 
officially called these models the “screenside business car” and “panel business 
car.” The new vehicles used a standard Dodge Brothers chassis equipped with 
heavier-duty springs than the standard car chassis. Both the screenside and panel 
versions had a carrying capacity of 1,000 pounds. Dodge Brothers promoted the 
use of special custom bodies with their business car chassis to produce ambu- 
lances, hearses, police cars, fire trucks, stake trucks, buses, and other specialized 
vehicles. Dodge Brothers did not supply special bodies for use on their chassis, but 
would “gladly assist dealers to obtain such equipments from reliable body builders.” 
For model year 1919, Dodge Brothers sold 8,055 screensides, 4,073 chassis, 2,715 
panel business cars, and 769 taxis, for a total of 15,612 commercial vehicles. Well 
before the Dodge Brothers associated with truck maker Graham Brothers in the 
early 1920s, the company had achieved much success with light-duty delivery vehi- 
cles. In 1920, business car and chassis production accounted for 10.8 percent of 


Dodge Brothers output. 1? 


A Successful Car and a Successful Company 


1916 Dodge Brothers center-door sedan. Courtesy of NAHC. 


The last two significant additions to the model lineup before the deaths of the 
two Dodge brothers came in 1919. The first was a four-door sedan introduced in 
February 1919. It came with wire wheels and sold for $1,900. Dodge Brothers con- 
tinued to offer the center-door sedan ($1,425) for the rest of 1919. In April 1919, 
the company introduced a five-window, three-passenger coupe ($1,750) to replace 
the Rex “convertible” roadster. Over the entire period of 1914-20, Dodge Brothers 
made remarkably few styling changes to its models. Unlike Henry Ford's practice of 
almost continuously lowering prices of the Model T Ford, Dodge Brothers prices rose 
over time, reflecting the various improvements incorporated into the new models. 
For the 1920 model year, Dodge Brothers offered five distinct car models—the 
touring car ($1,085), roadster ($1,085), sedan ($1,750), coupe ($1,750), and taxi 
($1,850). In addition, the company sold chassis and two different business cars.!? 

Ford Motor Company followed a similar practice during the Model T era. It 
offered a single chassis, including the engine and drive train, but with a choice of 
body styles. For example, for the year beginning | August 1916, Ford customers 
could buy a runabout ($345), touring car ($360), couplet ($505), town car ($595), 


sedan ($645), and chassis ($325). Other car manufacturers were changing the 
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1918 Dodge Brothers panel business car. Courtesy of DCHC. 
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1919 Dodge Brothers four-door sedan. Author's collection. 


wheelbase, engine, and styling of their models frequently, if not annually. Both 
Oldsmobile and Buick frequently changed their wheelbase, engine, and model des- 
ignations starting in 1908. Alfred P. Sloan, Jr., the president of General Motors in 
1923—41, was the architect of a selling strategy known as “Sloanism,” which 
included frequent changes in the appearance of car models. At a meeting with the 
top General Motors sales officers on 29 July 1925, Sloan claimed that only Ford 
and Dodge consistently avoided frequent model changes, but that Dodge had just 
changed its policy and Ford Motor Company was on the verge of doing so.'* 
Dodge Brothers, however, introduced mechanical improvements when nec- 
essary and convenient, with no connection to the model year. During the first thirty- 
two months of Dodge Brothers production, the firm made a total of 270 design 
changes requiring new parts, but most of these were very minor changes. A list of 
design changes through 1917 (compiled in 1926) identified fourteen significant 
improvements, all mechanical in nature. These included a vacuum tank, part 


of the fuel feed system used to deliver gasoline to the cylinders; “worm and 
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wheel”—type steering; fourteen-inch brakes; a disc clutch; spiral bevel gears; 
improved radiators; and many improvements in the type or size of materials incor- 
porated into housings, bushings, and the like. Dodge Brothers made another thir- 
teen substantial improvements in design or equipment in 1918—20, including nine 
in 1919 alone. Only two of these, velvet upholstery and six half-inch pockets and 
flaps, both introduced in May 1919, could be considered “appearance and com- 
fort” improvements. The rest were unvarnished mechanical upgrades.'? 

Continuous improvements to Dodge Brothers cars required quality engineer- 
ing, and the Dodge brothers built an outstanding engineering department. In 
November 1915, they hired Russell Huff, the chief engineer at Packard Motor 
Company, to direct their engineering operations. Russell Huff (1877—1930), born 
in Leesburg, Ohio, earned a degree in mechanical engineering at Case School of 
Applied Science in Cleveland before joining Packard in 1900 at its plant in Warren, 
Ohio. When Packard moved to Detroit in 1903, Huff became assistant to Chief 
Engineer Charles Schmidt, whom Huff succeeded in 1905 at age twenty-eight. 
Huff remained at Dodge Brothers from 1916 until 1926, when he was vice presi- 
dent in charge of engineering.!° 

John and Horace Dodge only grudgingly accepted the need to advertise their 
cars and created an effective advertising operation within the firm. The man respon- 
sible for much of the early Dodge Brothers advertising was George Harrison Phelps, 
who began work at Dodge Brothers as an assistant to the general sales manager in 
October 1914 and became director of advertising in October 1915. Phelps was 
born in Millers Falls, Massachusetts, in 1883, graduated from Cornell University, 
and worked in a garage in Worcester, Massachusetts, before becoming the assis- 
tant manager of Buick’s Boston branch in 1907. Two years later, he became the 
manager of Studebaker's New York City branch sales office. Phelps served as direc- 
tor of Dodge Brothers advertising until April 1922, when he established his own 
agency, which continued to produce the Dodge Brothers ads.!’ 

Among other things, George Harrison Phelps wrote “The Creed of A Dodge 
Brothers Salesman,’ which embodied the Dodge Brothers philosophy in manu- 


facturing and selling cars: 


I believe in Dodge Brothers Motor Car because into its making have gone the finest 
thoughts of those two Master Men whose name it bears. | believe in this car 
because 1 know that beneath the luster of a matchless exterior is the expression of 
honesty and integrity in material form. .. . 
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On offering Dodge Brothers Motor Car | know that I am selling a machine 
that is made of iron and steel and character—a vehicle that must and does sym- 


bolize and maintain a priceless reputation based on honor. 


Phelps produced a four-page monthly newsletter for his sales force, including the 
dealers, from October 1914 through April 1922. The first page was usually a state- 
ment by Phelps relating to selling, either a philosophical statement or a pep talk. 


The rest of the newsletter typically included articles on new or updated models, 
new optional equipment, promotions and advertising campaigns, and personnel 
changes at Dodge Brothers.!® 

Phelps published a series of advertisements in 1916 emphasizing the growing 
acceptance of Dodge Brothers cars by the public. The campaign began with “A 
Years Growth of Good Will,” published on 1 January 1916. Later ads pushing the 
same theme appeared on 22 January, 24 June, 29 July, and 4 November 1916. The 
last advertisement noted that while Dodge Brothers had delivered more than 
100,000 cars to customers, the lasting good will it enjoyed with the buying public 
was its most important asset. The company enjoyed success because its customers 
had faith in the integrity of Dodge Brothers manufacturing techniques.'” 

Dodge Brothers advertising was renowned for its simplicity. Sales brochures 
in 1914-15 and 1916 used the slogan, “It Speaks for Itself,” without additional 
comment. A 1918 sales brochure had five blank pages except for the words, 
“UTILITY — ECONOMY — CONVERTIBILITY — ATTRACTIVENESS — 
VENTILATION,” one to a page.”° 

Dodge Brothers customers were often the best promoters of the company’s 
cars. Right before Christmas 1915, the Binghamton Motor Car Company of Bing- 
hamton, New York, asked its customers to write about their experiences with their 
Dodge Brothers automobiles. The dealership published twenty-eight letters in a 
booklet and listed a total of ninety-four Dodge owners at the end of the publica- 


tion. All of the owners seemed genuinely pleased with the car's performance, reli- 


ability, and economy. Thirteen Dodge owners specifically mentioned the miles they 
had put on their car with no mechanical problems, ranging from 500 miles to 13,490 


miles in just nine months. 


A few of the letters bear repeating. E. Jeanette Roe wrote: “I am the proud 


owner of a Dodge and while I have only had it since September last, it has proven 
out far beyond my expectations. It is an ideal lady's car because of its simplicity in 


mechanism and shifting.” Several writers mentioned that their wives and daugh- 


yal 


92 


Chapter Four 


ters frequently drove their Dodge Brothers cars. John M. Denis offered the fol- 
lowing testimonial: “It is with pleasure that I hereby give you my testimonial of my 


perfect satisfaction with my DODGE. She sure comes up to my expectations. | 


have never seen a car that pleases me better. It has never failed to respond to any 
requirement, and if you have a customer that hesitates about buying a Dodge send 
him to me, so I can tell him about the superiority of the Dodge over all others.” 
The Reverend Sidney Walker, who would not lie, said: “You have asked for our opin- 
ion of the Dodge car. The fact that we have bought two, the second after a hard 
trial of the first ought to be enough. We find the Dodge car to be in every way as 
guaranteed and in our judgment superior to any car we have examined and had 
demonstrated of anything near its price... . If I had the money, I would at once 
buy a Dodge Roadster.” 

Unsolicited customer endorsements helped spread the Dodge Brothers auto- 
mobiles reputation for reliability. During the 1916 U.S. expedition in Mexico, war 
correspondent A.H.E. Beckett reported in Motor Age on the use of three Dodge 
Brothers cars in a surprise raid against the headquarters of a bandit leader, Colonel 
Julio Cardenas, in Chihuahua. Efforts to capture these bandits with cavalry had 
failed because horses were too slow. On 14 May, a daring Lieutenant George S. 


Patton, Jr., led a successful raid using three Dodge Brothers touring cars. They sped 


over a mile-long approach and surprised the enemy, killing Cardenas and two lieu- 
tenants. Patton explained, “We couldn't have done it with horses. The motor car is 
the modern war horse.” 

Brigadier General John H. “Black Jack” Pershing, the commander of the 
American forces in Mexico, had initially requested six Dodge Brothers touring cars 
for his officers on 31 March 1916. Following Pattons successful raid, Pershing 
requested 250 Dodge Brothers cars and ordered his staff to use them exclusively. 
Pershings officers used many of these until the United States abandoned the 
Mexican campaign in February 1917. When Pershing took command of the Am- 
erican Expeditionary Force in France in June 1917, he had the remaining Dodge 
Brothers cars shipped to the battlefront, along with his personal Dodge Brothers 
car, which he named Daisy. For part of the war, Eddie Rickenbacker, the famous 
race car driver and flyer, served as the driver of Pershing’s personal Dodge Brothers 
touring car” 

Dodge Brothers supplied more motor vehicles and chassis for the U.S. Army 
during the First World War. According to Konrad Schreier, the army purchased 
8,191 touring cars, 175 roadsters, and forty sedans; an additional 2,644 commer- 


cial vehicles, mostly screensides; and chassis for more than 1,000 ordnance light 
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Dodge Brothers touring car in 1916 Mexican campaign. Courtesy of DCHC. 


repair trucks, much like a pickup, and perhaps 1,000 ambulances. A Dodge 
Brothers booklet, After Five Years (1919) gives a figure of 12,795 vehicles. Few 
ambulances and probably no more than one-third of the passenger cars saw serv- 
ice in France, but most screensides and repair trucks did. A Detroit Free Press arti- 
cle in early July 1918 shows 50 Dodge Brothers screenside trucks lined up on the 
test track behind the factory, ready for delivery to the U.S. Army Quartermaster’s 
department. The November 1918 newsletter of the Automobile Club of Southern 
California ran a brief article and photograph showing Dodge Brothers cars packed 
in boxes for shipment to France. Dodge Brothers shipped the “boxed cars” from 
Detroit to the East Coast by miek” 

Dodge Brothers claimed that its cars outperformed all others in toughness, 
durability, and reliable operation. The December 1918 issue of a company adver- 
tising newsletter showed pictures of Dodge Brothers cars and ambulances at work 
at the front in France and featured testimonials offered by American soldiers. One 
letter from a soldier at the front described the various transportation options avail- 


able to the troops: 


Up at the front you travel by narrow gauge (railroad), truck, side car, “a pied,” or 
Dodge. The narrow gauge is all right if it doesn’t run off the track and you are pos- 


sessed with an infinite patience and a prospective shower bath. The truck furnished 
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Dodge Brothers 1918-19 U.S. Army ambulance. Courtesy of DCHC. 


a chiropractic sort of experience until it develops gastronomic asthma, or a failing 


for ditches. The side car makes the hand salute a menace to the right eye, and “a 
pied” is O.K. if you aren't wearing the socks that mother or sister sent you. But the 
Dodge—the Dodge. Be it the most debilitated Dodge that ever rattled, it will make 
even a lieutenant lounge with the comfortable ease ofa Q. M. Paymaster Cadillacing 


south.2* 


By the end of the war, Dodge Brothers and their dealers had received hundreds 
of testimonial letters from soldiers who used Dodge Brothers cars at the front in 
France. George H. Phelps created a booklet, The Good Will of an Army, in 
November 1921, using forty of these letters. One surviving copy of the brochure 
had a second page customized for the dealer who used it, the Brownell Auto 
Company of Birmingham, Alabama.’? 

Dodge Brothers also received a ringing endorsement of their cars in September 
1921 from Major Albert T. Rich, adjutant general for Indiana. The Indianapolis Star 
had offered a prize for the best argument for buying a particular car and Rich, who 
had served in France during the First World War, submitted a long letter in which 
he praised what he called the “Unknown” Dodge Brothers touring car he used for 
eleven months starting in May 1918. It reliably moved through all kinds of diffi- 
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cult roads and battlefield conditions and never needed repairs other than replac- 
ing tires punctured by bullets or shrapnel. He added, “In the memory of those who 
witnessed its services during the World War there is a place set aside for the 
‘Unknown’ Dodge Brothers Touring Car that took the bone in its teeth and chugged 


and high water for eleven hard, car-breaking months when 


along through h 


other cars were being laid up for repairs at all times.” In responding to Rich’s let- 
ter, Frederick Haynes commented, “We have always endeavored to build into each 


Dodge Brothers Car, all the service that we knew how; and never has there been, 


or will there be, a thought of cost where serviceability is concerned. Dependability 
must be maintained at any price.” Dodge Brothers took Rich's testimonial and 
Haynes's reply and reprinted them as a pamphlet, From the Heart of a Soldier, for 
distribution throughout its dealer network. George H. Phelps informed his adver- 
tising managers and dealers that Dodge Brothers planned to distribute two million 
copies of the brochure, presumably to Dodge Brothers dealers. He argued that the 
brochures offered “an excellent opportunity to overcome sales resistence [sic].”7° 

Military sales during the First World War probably made up for the loss of 
overseas sales that accompanied hostilities. There is little information available on 
Dodge Brothers foreign sales, with one major exception. Sydney Cheney has pro- 
vided fascinating details about the wartime experience of Dodge dealers in South 
Australia and on the rest of that continent. Australia imported about 15,000 cars 
in 1917, with Model T Fords accounting for 10,000 units; Dodge Brothers cars 
about 2,300; Buicks another 1,500; and the remainder split among scores of name- 
plates. On 10 August 1917, Australia's government announced an embargo on the 
importation of automobile bodies. Cheney convinced Edward Holden, an Adelaide 
leather manufacturer, to make bodies for Dodge Brothers cars. Three weeks after 
the embargo announcement, Cheney displayed a Dodge Brothers chassis outfit- 
ted with a handsome body from Holden. The demonstration helped Cheney forge 
an agreement among all the Dodge Brothers dealers in Australia and Holden for 
Australian-built bodies. Holden built 5,000 bodies during the first year and Dodge 
Brothers sales leaped ahead of Ford’s.?’ 

With a supply of bodies assured, Cheney then faced a potential stoppage of 
chassis deliveries due to the severe shortage of shipping space during the war. The 
Australian newspaper industry, which was facing a severe shortage of newsprint 
for the same reason, developed a daring solution. A Melbourne businessman 
bought a derelict steamship, the Coolgardie, which was lying idle, and repaired it 
enough to make it barely seaworthy. He then used this vessel exclusively to trans- 


port newsprint from Vancouver, British Columbia, to Australia. Cheney paid for 
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deck space on the Coolgardie to carry Dodge Brothers chassis packed in wooden 
crates. For each ship passage he had fifty crates, each with two chassis, delivered 
by rail from Detroit to Vancouver. More than once the chassis arrived in Australia 
damaged and covered with seawater, but Cheney managed to salvage them for 
sale. The freighter made the voyage four times a year and carried Dodge Brothers 
chassis for more than two years, thus providing Cheney with a steady supply.*® 


Wartime Ordnance Contracts 


`~ 


The Dodge brothers took on an important ordnance contract during the First World 


War that reaffirmed their reputation as innovative, energetic manufacturers. After 
the war, Cleveland Moffett wrote about this achievement in McClure’s, but he 


never specifically named Dodge Brothers. He said that “one of our great automak- 


ers who has an immense plant in Detroit” took on this challenge. He then revealed 
that “his name is John and I take off my hat to him.” In fall 1917, U.S. Secretary 
of War Newton Baker searched for an American manufacturer to produce delicate 
recoil mechanisms for two French heavy artillery pieces, the 155-millimeter 
Schneider howitzer and the 155-millimeter Filloux general purpose field gun. 


French manufacturers, using highly skilled hand craftsmen, produced a total of 


only five per day. No one had ever manufactured these delicate recoil mechanisms, 
also known as hydropneumatic recuperators, outside France. According to Bene- 
dict Crowell, “It is scarcely fair to a modern hydropneumatic recuperator to say 
that it must be finished with the precision of a watch. It must be finished with a 
mechanical nicety comparable only to the finish of such a delicate instrument as 
a navigator’ sextant or the mechanism that adjusts the Lick telescope to the 
movement of the Earth.” Moffett claimed that the Germans captured many of 
these French guns but were never able to make them in their own factories be- 
cause they could not duplicate the recoil mechanisms.” 

John Dodge met in Washington, D.C., with Secretary of War Baker and a del- 


egation of French manufacturers, who offered to send their skilled machinists to 


Detroit to teach the Dodges how to make the device. John Dodge replied in angry 
and earthy language that he and Horace needed only blueprints to begin machine 
production. According to Dodge family lore, Secretary Baker responded, “Look 
here, Mr. Dodge, I’m not accustomed to being spoken to in that kind of language.” 
John Dodge replied, “The war would be a hell of a lot better off if you were!” John 
Dodge offered to build and equip the munitions plant and supply fifty of the mech- 
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anisms per day, beginning four months later. Dodge Brothers would do the work 
at cost plus 10 percent (to allow for payments of taxes), provided the U.S. govern- 
ment would agree not to interfere with their efforts. On 27 October 1917, Baker 
accepted the Dodges’ offer.*° 

The Dodge Brothers contract with the U.S. government reveals the details of the 
arrangement. Dodge Brothers agreed to make 3,120 recoil mechanisms for the 155- 
millimeter Schneider howitzer and 1,424 recoil mechanisms for the 155-millimeter 
Filloux general purpose field gun. They were to follow the drawings and specifica- 
tions attached to the contract. A list attached to the contract shows forty-two sheets 
of drawings for the howitzer mechanism and seventy-one for the general purpose 
field gun. The contract specified that Dodge Brothers should build a factory of about 
500,000 square feet costing no more than $1,500,000 and buy and install the nec- 
essary machinery and tools at an additional cost of no more than $2,000,000. In both 
cases, the government would pay the Dodges their actual costs, plus 10 percent. For 
the mechanisms proper, the government would pay the Dodges actual costs of pro- 
duction and a fixed profit of $300 per unit for the howitzer recoil mechanism and 
$600 per unit for the general purpose field gun mechanism. The contract called for 
deliveries to begin on 1 March 1918 and end by 1 November 1918. Deliveries were 
to start at a modest level of 103 units in March, but then reach the peak of 828 units 
in July. Working six days a week, peak production would reach about thirty-five units 
a day, not the fifty originally promised by Dodge Brothers.*! 

Within a day of signing the agreement, construction workers begin to prepare 
the factory site in Detroit on Lynch Road, east of Mount Elliot Avenue. Water, 
sewer, and electric lines reached the site in a matter of days, and within a week of 
the contract, structural steel began arriving. The concrete foundations were in place 
within a month, and 1,800 men were at work on the 578 feet by 818 feet factory. 
The first machines began working at the start of March 1918. The Detroit archi- 
tectural firm of Smith, Hinchman & Grylls Associates (SH&G) designed the orig- 
inal buildings and later additions. The SH&G engineers also produced drawings 
for some of parts for the 155-millimeter guns. On 19 November 1917, SH&G gave 
Dodge Brothers an initial estimate of the cost of the manufacturing building and 
powerhouse, including boilers and cranes, amounting to $1,378,767. Wartime 
inflation, however, nearly tripled the original contract price of $3.5 million for the 


plant and equipment to $10 million.” 


Horace Dodge developed an entirely new manufacturing system to make the 


recoil mechanisms and in the process designed 129 brand-new machines with spe- 


cialized tooling. Fred Lamborn, an experienced machinist who first worked for 
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Dodge Brothers ordnance factory (plant no. 3). Courtesy NAHC. 


Dodge Brothers in 1914, was in charge of preparing the tooling in the ordnance 
plant. For starters, the Dodges had to convert all the blueprints, which used the 
metric system, into the American system using inches. The difficulties inherent in 
this manufacturing process, a pioneer effort, were monumental. They produced 
the howitzer recoil mechanism from a solid steel forging weighing 3,875 pounds. 
After all the borings, grinding, and lapping were completed, the finished recoil 
mechanism weighed 870 pounds. The Mesta Machine Company of Pittsburgh 
supplied forgings for the howitzer, and the Carnegie Steel Company made the 
forgings for the general purpose field gun. Neither company delivered forgings to 
Dodge Brothers until spring 1918. 

A nationwide shortage of machinery also hampered the Dodge brothers efforts 
to bring their ordnance factory into production. According to Benedict Crowell, 
assistant secretary of war and director of munitions in 1917—20, federal govern- 
ment agents discovered trainloads of machinery waiting on the docks for shipment 
to the Russian government. They simply confiscated the machinery and even res- 
cueda giant planer that had fallen overboard in the harbor, sending the badly needed 
machines to the Dodge Brothers plant and to other arms factories.’ 

Dodge Brothers delivered the first 155-millimeter Schneider howitzer recoil 
mechanisms in July 1918, seven months after signing the contract. Tests in August 


revealed some minor defects, which Dodge Brothers promptly fixed. Quantity pro- 
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155-millimeter Schneider howitzer. Courtesy of Oakland University’s Meadow Brook Hall. 


duction on the mechanisms began in earnest in October, and they completed a 
total of 495 in November 1918, nearly twenty-four a day. By late April 1919, when 
the contract ended, Dodge Brothers had finished a total of 1,601 of the howitzer 
recoil mechanisms. Production of the recoil mechanism for the Filloux general 
purpose gun did not get underway until October 1918, and in January 1919 the 
Dodge Brothers ordnance plant was making only four a day By the end of April 
1919, they finished a total of 881. To be sure, Dodge Brothers never completed 
fifty recoil mechanisms a day, but their record was nevertheless impressive. They 
achieved quantity production of a delicate mechanical device using specialized 


machine tools designed by Horace Dodge.** 


Despite the efforts of Dodge Brothers to operate this plant with no government 


interference, they were subject to oversight by the inspector of ordnance, which 


sometimes generated friction. In mid-May 1918, two ordnance officers, Captain 


Jeffords and Lieutenant Wilber Van Scoik, made what seemed petty charges 
against Dodge Brothers. They accused one of the Dodges drivers, Mr. Jeffers, who 
drove army ordnance officers to and from the ordnance plant, of impersonating an 


officer because he wore a military uniform with U.S. Army buttons. Jeffers was in 
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155-millimeter Filloux general purpose gun. Courtesy of DCHC. 


the Home Guard and had the right to wear a uniform, but with different buttons. 
Further investigation by Howard Bloomer, the Dodges’ personal attorney, revealed 
that after Captain Jeffords had tried to interfere with Dodge Brothers purchases 
of materials, they had asked for his removal and denied him the use of an ordnance 
car. Van Scoik and other ordnance officers charged Dodge Brothers with “stone- 
walling” them when they requested detailed information about purchases. The 
Dodge brothers resisted these efforts to interfere with their operations and threat- 
ened to challenge any prosecution aimed at them all the way to the U.S. Supreme 
Court. The Ordnance Department apparently resolved these “problems” outside 
the courts by mid-June.” j 

This work was important to John and Horace Dodge as both a mechanical chal- 
lenge and an act of patriotic service to the United States. Every year since the intro- 
duction of the Dodge Brothers automobile, John and Horace Dodge held an 
elaborate dinner for about thirty of their top sales executives at the Detroit Athletic 
Club in downtown Detroit. The 1918 dinner had a decidedly military and patriotic 
flavor. Guests sat at a circular table enclosing a sunken garden and a large electri- 
cally powered fountain. Lieutenant Colonel Frank F. Evans spoke about his experi- 
ences with the British Army in France. A young boy dressed as a Yankee soldier 
emerged from the center of the fountain, under a spotlight in the darkened room, 
and recited a poem titled “Victory: A Prophesy,” which was followed by the “Star- 
Spangled Banner,” sung by a quartet. Two Boy Scouts then raised the American flag. 


Liberty bond rally, Dodge Brothers Hamtramck plant, 1917. John and Horace Dodge on 
podium. Courtesy DCHC. 
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Menu, Dodge Brothers sales department dinner, Detroit Athletic Club, 23 May 1918. 
Courtesy of Dodge Brothers Club Historical Archives. 


A Successful Car and a Successful Company 


Table and fountain, Dodge Brothers sales department dinner, 23 May 1918. Courtesy of 
Dodge Brothers Club Historical Archives. 


John Dodge concluded the dinner with a brief speech about the work of the Dodge 
Brothers ordnance plant. When Detroit turned its traditional Thanksgiving Day 
parade into a “Victory Parade” in 1918, the Dodge Brothers contingent consisted of 
the Dodge Brothers Industrial Band and 3,000 Dodge Brothers workers. Instead of 
pulling floats, U.S. Army tractors pulled a 155-millimeter Schneider howitzer and a 


155-millimeter Filloux general purpose field gun, both equipped with Dodge-built 
36 


recoil mechanisms. Both had seen service in France. 

The ordnance plant later became the site for key manufacturing operations for 
Dodge Brothers and later for the Chrysler Corporation. Dodge Brothers initially 
offered to buy the plant and much of the machinery from the U.S. government in 
June 1919 for $1,619,643.37 and bought the plant a year later for $1,400,000. Two 
decades later, Fred Lamborn, who had worked at the ordnance plant, recalled that 
Dodge Brothers got the property for about 30 percent of its original cost. The U.S. 
government shipped the machinery and finished recoil mechanisms to its Rock 
Island arsenal for storage, and Lamborn saw the recoil mechanisms from 1918 still 
in storage there in June 1940. Graham Brothers Company and then Dodge Broth- 
ers, Inc., used the buildings, found south of Lynch Road and east of the Plymouth 
Lynch Road Assembly Plant (1928), to assemble trucks until 1938 and then for 


axle manufacturing.*” 
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Dodge Brothers office building decorated for Marshall Foch’s visit of 7 November 1921. 
Courtesy of Oakland University’s Meadow Brook Hall. 


On 7 November 1921, long after the end of the First World War and the deaths 
of John and Horace Dodge, Marshall Ferdinand Foch visited the Dodge Brothers 
factory in Hamtramck and paid tribute to the Dodge brothers’ contribution to the 
war effort. His visit to Detroit was brief and the Dodge Brothers factory was the 
only auto plant he visited. Dodge Brothers presented Foch and his staff with a 
booklet, A Mechanical Triumph, published in English and French versions, 
recounting the history of the ordnance plant. George Harrison Phelps devoted most 
of the 11 November 1921 issue of the Dodge Brothers advertising newsletter to 


Foch’s visit.2° 


Dodge Brothers’ Formula for Success 


John and Horace Dodge's success as engineers, designers, and manufacturers large- 
ly resulted from their complementary talents and their ability to work together. 


‘Throughout their careers as independent businessmen, the Dodge brothers made 
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all of their important decisions together. They did, however, have a basic division 
of labor in their work and maintained separate offices at opposite ends of the admin- 
istration building at their Hamtramck factory. John Dodge negotiated contracts 
with suppliers; managed the firm’s finances; directed sales, advertising, and pub- 
lic relations; and served as the general administrator for the company. He also served 
as the vice president of the Ford Motor Company.*? 

John Dodge was particularly effective at developing and nurturing a network 
of dealerships to sell the Dodge Brothers products. He and Horace Dodge held a 
convention of Dodge Brothers district representatives every May beginning in 
1915. These gatherings usually began ona Tuesday and extended through Saturday. 
The first three days involved a series of lectures, demonstrations, and tours. 
Thursday evening, the Dodge brothers held an elaborate banquet for the sales exec- 
utives at the Detroit Athletic Club (DAC) in Detroit. They played golf and held 
competitions at the Bloomfield Hills Country Club in suburban Detroit on Fridays 
and Saturdays.*° 


The banquets at the DAC became increasingly elaborate over time. The fourth 


annual banquet, mentioned earlier, featured a patriotic theme. To commemorate 
their five-year anniversary of producing cars, Dodge Brothers held a particularly 
elaborate banquet on 22 May 1919. Twenty-nine men attended, including all of 
the top executives and fifteen district sales managers. Ten of the sixteen district 
sales managers appointed in 1914 were still with Dodge Brothers. Each received 
a special bound volume, titled After Five Years, which contained biographies of all 
twenty-nine. The DAC converted the ladies dining room into a Hawaiian garden 
for this occasion. Diners sat at a circular table that surrounded a large pool stocked 
with fish from the Detroit Aquarium, and the Detroit Institute of Arts supplied 
decorative statues for the evening. John Dodge was the only speaker. They held 
their sixth annual banquet (1920) in the DAC gymnasium, which they decorated 
to look like a roof garden, complete with a simulated New York City skyline. Each 
guest received a twelve-inch bronze bust of the late John F. Dodge, cast by 
Tiaa 

Horace Dodge was a mechanical genius who designed the products Dodge 
Brothers manufactured and many machines used in their operations. He organ- 
ized and managed production. The shop floor was Horace’s domain. He was respon- 
sible for the engineering and design of the Dodge Brothers automobile and for the 
design of scores of machines needed to manufacture the French artillery recoil 
mechanism during World War I. In describing Horace’s mechanical inclinations, 


one biographer noted: 
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Dodge Brothers sales department dinner, Detroit Athletic Club, May 22, 1919. Courtesy 
of Dodge Brothers Club Historical Archives. 


His office was literally a museum of parts, past, present and prospective, for Dodge 
Brothers cars. He was constantly scheming improved details, new processes, new 
methods and always building new machinery. He never lost the touch of the crafts- 
man, could never let machinery alone. The atmosphere of the shop, as he entered 
it, would cause a noticeable change in his bearing. Outside, in the offices, in the 
places where men gather, even at home, he was quiet, reticent, and could be termed 
shy. But within the four walls of the shop he was the taciturn yet unquestionable 


master of the business.72 


In manufacturing parts and later, complete automobiles, the Dodge brothers 


were extremely efficient large-scale producers of quality products and were as 
innovative as the Ford Motor Company in developing and using new machinery. 
Ford revolutionized the assembly of automobiles by minutely dividing the work 
into simple tasks and by refining the moving assembly line to produce the Model 
T on an unprecedented scale. Ford simultaneously used thousands of specialized, 
single-purpose machines to manufacture Model T components. Historians have 
written extensively on Henry Ford’s accomplishments, to the exclusion of others 


like the Dodges. This emphasis on Ford reflects in part the vast amount of infor- 
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mation generated by contemporary observers and by Henry Ford’s efforts at self- 
promotion. Horace L. Arnold and Fay L. Faurote, in their Ford Methods and the 
Ford Shops (1915), document the operations of the Ford Highland Park plant in 
great detail. 

The Dodge Brothers factory was already a well-equipped, highly efficient 
factory and the largest automobile parts plant in the United States before the Dodge 
brothers made their own automobile. A contemporary observer noted, “It takes effi- 
cient manufacturing to supply parts like crankshafts, connecting rods, steering gears, 
transmissions, differentials, and axles to the manufacturer of almost the cheapest car 
in the world, on which the manufacturer has made millions, and to make millions 
yourself in selling those parts. That’s what Dodge Brothers have done.” 

The Dodge Brothers Hamtramck factory and the Ford Motor Company High- 
land Park complex were remarkably similar around 1915, once the Dodge plant 
expansion was completed. The basic layout of the two complexes shared common 
features, which is not surprising given Albert Kahn’s role in designing both and the 
Dodge brothers’ familiarity with the Ford plant. Both had their offices and power- 
houses fronting on the main street, Woodward Avenue in Highland Park and Joseph 
Campau Avenue in Hamtramck. Both used their smokestacks as giant billboards 
displaying the name of their company and car. Machine shops and assembly build- 
ings were four-story reinforced concrete structures located near the front of both 
complexes. Foundries, heat-treating plants, and forges were single-story, steel- 
framed buildings situated at the rear of both factory complexes. Material handling 
systems were virtually the same at the two plants, with mechanical systems includ- 
ing freight elevators, a monorail system, and overhead traveling cranes. Both still 
used hundreds of men who delivered materials in hand trucks.” 

Much of the specialized machinery at the Ford Highland Park plant in 1915 
was also in the Dodge Brothers plant that same year. Ford Methods and the Ford 
Shops devotes much space to Ford's multiple-spindle drill presses used in various 
operations, special-purpose milling machines, and automatic turret lathes. These 
were all used at the Dodge Brothers plant as well. Much like Ford, the Dodges 
broke down complex manufacturing processes into discrete operations that their 
workers did sequentially. Preparation of the cylinder block for the Dodge Brothers 
motor, for example, involved seventy-three foundry operations and eighteen mac- 
hine shop operations. At Highland Park, Ford machined his cylinder blocks in 
twenty-eight distinct operations but used virtually the same machinery as Dodge 
Brothers. This is not to suggest that the two factories were identical. Photographs 
of the Dodge Brothers plant in the 1910s do not show machines packed close 
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Upholstery department, 1915. Courtesy of DCHC. 


Engine machining department, 1915. Courtesy DCHC. 
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together, as they were at the Ford plant. Ford’s production of the Model T consis- 
tently dwarfed the Dodge Brothers output after 1914. In 1917, for example, Dodge 
Brothers clearly was a large company, with production of 101,270 automobiles. For 
the year ending 31 July 1917, Ford turned out 730,041 Model T’s.*° 

Once the Dodge brothers built their own car, they enjoyed the advantages of 
vertical integration by manufacturing most of the key components on a single site 
and assembling the final product there. Henry Ford and the Dodge brothers rec- 
ognized the economic advantage of vertical integration, so both expanded their 
operations after their split in 1914. Because they fabricated most of the parts and 
components needed for their automobiles (with the exception of bodies, tires, glass, 
batteries, and lights), the Dodge brothers and Henry Ford controlled the cost and 


quality of components while assuring themselves a reliable supply. Dodge Brothers 
never achieved the vertical integration Ford Motor Company later enjoyed at the 
River Rouge plant, which made its own iron, steel, glass, and tires. Walter Chrysler 
admitted that he bought Dodge Brothers in 1928 in part to free the Chrysler 
Corporation from outside suppliers.*” 

The Hamtramck factory and the labor force employed there continued to grow 
substantially from 1915 until the deaths of the Dodge brothers in 1920. The orig- 
inal 1910 plant, which had nearly tripled in size in 1914—15 to 1.4 million square 
feet, grew to enclose 3.3 million square feet by 1920. Major new construction 
included a battery building (1916) and an eight-story concrete warehouse (1917). 
The latter building occupied the space used by the test track, which they moved 
to an area south of the assembly building. Roy S. Drake, editor of Automobile 
Topics, described the plant around 1916: “Just on the edge of the city limits of 
Detroit, the Dodge Brothers works is itself almost a city. To tell exactly how big it 
is, is to be wrong tomorrow, because it is growing sò fast.” 

In May 1919, the Dodge Brothers directors approved an addition to the body 
plant, costing (with machinery) $1,050,000, and a new assembly building with a 
price tag of $3,854,000. Dodge Brothers delayed building the new assembly build- 
ing until 1923. Building projects completed in 1920 included an eight-story con- 
struction building housing the offices of Dodge Brothers construction depart- 


ment; an eight-story body building of 950,000 square feet, where bodies were 


prepared and painted; a four-story addition to the pressed steel shop, which pressed 
steel body parts; and an enormous new powerhouse (1920). The building program 
in 1920 alone cost $8 million, with the powerhouse accounting for $3.5 million. 
Dodge Brothers employment, which stood at more than 7,000 in April 1915, leaped 
to more than 17,000 by mid-1919. While Dodge Brothers could not match Ford 
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1919 Dodge Brothers four-door sedans, Dodge Brothers plant, 1919. Courtesy of DCHC. 


Motor Company's workforce of 45,000 in 1919, the Dodge Brothers enterprise was 
large-scale by most definitions.° 

The Dodge Brothers factory was directly responsible for the rapid growth of the 
community of Hamtramck north of the plant. This village of roughly 500 residents 
in 1900 had a population of 2,559 in 1910, but by 1920 had 48,615 residents. Today, 
Hamtramck is an independent city surrounded by Detroit. Located immediately 
north of Detroit's “Poletown” community first settled in the 1880s, Hamtramck filled 
with Polish immigrants who found jobs at Dodge Brothers and other nearby auto 
plants. By 1920, some 66 percent of Hamtramck’s heads of household were born in 
Poland, and another 4 percent were children of Polish immigrants.’! 

The factory workers who toiled at the Dodge Brothers factory in Hamtramck 
enjoyed a slower and more humane pace of work than their counterparts at the 
Ford Highland Park plant. Descriptions of the Dodge Brothers factory in Ham- 
tramck often included comments about the reasonable pace of work at the plant, 
presumably in contrast to conditions at Ford’s factory. The Dodge brothers, them- 
selves mechanics for much of their lives, identified closely with their employees 


and made special efforts to remain in touch with the shop floor. Horace Dodge had 
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the habit of appearing on the shop floor, rolling up his sleeves, and going to work 


repairing or adjusting some piece of troublesome machinery. The workers genuinely 


admired and respected the Dodge brothers. To be sure, they were not trying to 
manufacture a low-priced car with a low profit margin in large quantities like Henry 


Ford. Nor were they paying Henry Ford’s wage of $5 a day. According to one 


observer, writing in 1914, “There are tales of thoughtful kindnesses in the plant 
and out of it, and rumor has it that more than once, on some hot and trying day in 
the smithy or the forge shop, ice-cold tin pails of some grateful beverage have arrived 
just in time to make life not so bad after all = 

The Detroit Board of Commerce established the Americanization Committee 
of Detroit (ACD) in 1914 to encourage immigrants to learn English and become 
U.S. citizens. Early in 1916, the ACD tried to get Dodge Brothers to institute manda- 
tory evening classes in English and citizenship for its “foreign” workers. J. Walton 
Schmidt, the secretary to the education committee of the ACD, had met with A. L. 
McMeans, the company secretary, but was unhappy with the company’s attitude. 
In fall 1915, Dodge Brothers had put 3,000 men on the night shift and when the 
evening school program was announced, hundreds of these workers requested trans- 
fers to the day shift so they could attend school. Because of the potential disrup- 
tions to production, the firm would not promote the night-school programs and 
refused to display an ACD poster. The Dodge Brothers employment manager refused 
to ask the men about their citizenship status or their English skills, as requested by 
the ACD. The company did finally provide the ACD with information about its 
workforce sometime before 1 June 1916. Out of a total of 9,400 employees, 3,000 
were classified as “foreigners,” and only 157 non-English-speaking workers were 
attending evening school classes. The Dodge brothers were unwilling to adopt the 
heavy-handed Americanization programs of Henry Ford.?? 

Dodge Brothers was a highly profitable enterprise with John and Horace Dodge 
at the helm, as illustrated in table 4.2. Dodge Brothers success in the automobile 
industry before the deaths of John and Horace Dodge was remarkable on several 
grounds. With Henry Ford already dominating the low-price segment of the car 
market and with their desire to produce a higher-quality car, the Dodge brothers 
entered the highly competitive mid-priced segment of the market. The Dodge 
Brothers touring car, priced at $785, was more expensive than the Ford Model T 
touring car, which Ford priced at $490 in August 1914. By 1920, when the Ford 
Model T touring car sold for $440, the comparable Dodge Brothers model cost 
$1,085. Their cars were really situated in the lower end of the mid-priced market 


segment. For example, in 1920, the least-expensive Oldsmobile touring car sold 
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Table 4.2 


Dodge Brothers Performance, 1914—1920 


Net Income 


Number of Net Income As Share 

Year Ended Units Sold Net Sales Before Taxes of Sales 

Sie es 959 $11,665,940 $268,939 2.3% 
30 June 1916 60,390 ao CANA Gyan e l aed 
30 June 1917 62077 61,060,801 9 269 012 l5? 
a o 112,477,214 10,824,141 9.6 
TD TT I2 FOTO 120970 310 24 196,836 20.0 
Slee T20 145509 1617002 512 18 190510 HES 


* Period of eighteen months. 

Source: Dodge Brothers, Inc., prospectus for securities issues of 1925, submitted to the State of 
Michigan, Commerce Department, Securities Bureau, found in the State of Michigan Archives, 
accession 70-5-A, lot 15, box 135. The sales figures for the entire period from 1914 to 31 December 
1920 are remarkably consistent with the figures for factory production presented in table 4.1. Total 
sales figures were 569,161 and total factory production was a total of 569,548 units. The figures refer 
to combined automobile and commercial vehicle sales. 


for $1,450 and the comparable Buick touring car retailed for $1,495. In 1918, 
1919, and 1920, mid priced cars ($876—$1,375) accounted for 33.5 percent, 27.7 
percent, and 25.8 percent, respectively, of U.S. sales. Dodge Brothers was com- 
peting with cars at the bottom of the mid-priced automobile market such as Max- 
well, Hudson, and Studebaker.’ 

The Dodge Brothers car sold well in the competitive mid-priced market seg- 
ment because it was well-designed, well-built, and dependable. Chris Sinsabaugh 
claimed that in the 1910s “it used to be said that whereas the Cadillacs purred and 
the Fords rattled, the Dodges ‘chugged.”” These were practical cars that operated 
without pretension, with a healthy “chug-chug” sound. In comparing Dodge Broth- 
ers cars with others in the same price range, Tad Burness noted that they came 
with a 12-volt electrical system, rather than the usual 6-volt system, and a starter- 
generator in a single unit. Despite sporting few cosmetic changes in their appear- 
ance over their first seven or eight years on the market, Dodge Brothers cars had a 
solid reputation and continued to sell well.” 

Dodge Brothers was in third place in the industry in 1915, the first full year of 
production, with only one-tenth of Ford’s numbers and only half the production of 
Willys-Overland. This is a deceptive ranking because Dodge Brothers barely edged 
out Maxwell, Buick, and Studebaker for third place. The following year, Dodge 
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Brothers fell to fourth place, with an output of 71,400 units versus third-place 
Buick’s 124,834. The popular, low-priced Chevrolet pushed Dodge Brothers back 
to fifth place in 1917 and 1918. Dodge Brothers jump in production in 1919 moved 
it into practically a dead heat with Chevrolet and Buick for the number-two spot, 
and the following year Dodge was clearly second only to Ford. However, Dodge 
Brothers’ 1920 production of about 141,000 cars was only one-third of Ford’s record 
of nearly 420,000 units. By any standard, John and Horace Dodge's car and their 
company was an unquestionable success. © 

Before their premature deaths in 1920, John and Horace Dodge seemed ready 
to follow Henry Ford’s move toward greater vertical integration of his operations at 
his River Rouge complex. Like Ford, they were going to produce their own iron and 
steel. In mid-May 1919, the Dodge Brothers board of directors authorized the pur- 
chase of 295 acres of land on the Detroit River immediately south of Zug Island 
and set aside $14,152,784 for that purpose. The same meeting approved spend- 
ing $5 million for an open hearth furnace and a steel rolling mill with a capacity of 


2,000 tons a day, plus $1.5 million for a malleable iron foundry with a capacity of 


100 tons a day. The Dodge brothers were intent on entering the iron and steel busi- 
ness in a serious way.’ 


William G. Mather, president of the Cleveland-Cliffs Iron Company, a major 


Great Lakes iron ore producer, wrote to John Dodge in late December 1919, only 
three weeks before Dodge's death. H. A. Raymond, Cleveland-Cliffs’ ore sales 
agent, has just returned from meeting with John Dodge, who had confirmed the 
Dodge brothers’ plans to build blast furnaces and a steel mill somewhere on the 
Detroit River. Mather offered to supply them with iron ore for this new undertak- 
ing.’® The Dodge brothers were closely following Henry Ford's lead in pushing ver- 
tical integration at his River Rouge site. Ford began building an iron works there 
in fall 1919, and the first blast furnace went into service on 17 May 1920. The deaths 
of John and Horace Dodge in 1920 killed off these plans. 


i as 
The Dodge Brothers 


in Perspective 


And it was not the mere physical fact of brotherhood that welded 
these two, John and Horace Dodge, together. It was a bond that had 
in it something of strange depth and purity and fineness—some- 
thing that transcended the usual brother-bond of good fellowship 
by splendor hardly to be guessed by men who have known no such 
love, and became a thing richly spiritual and very beautiful. For the 
brothers loved each other as friends. They were friends. 


Detroit News editorial, 13 December 1920, following the death 
of Horace Elgin Dodge 


he story of John and Horace Dodge ended tragically in 1920 with their deaths. 
Their lives and personalities and identities were more intimately intertwined 


than any other pair of brothers I know. Each brother's interests and talents com- 


plemented the other’s perfectly. Long after becoming extremely wealthy, John and 
Horace Dodge felt more comfortable among ordinary shop floor workers in the fac- 
tory than with Detroits business and social elites. John’s instruction that the pall- 
bearers at his funeral would all be ordinary “shop men’ is but one indication of this. 
Neither sought publicity, although both gained some notoriety from their private 
behavior. 

Like most others with newfound wealth, they tried to join Detroit's more estab- 
lished “polite” society. However, it was John and Horace’s wives, Matilda Rausch 
Dodge and Anna Thomson Dodge, who pushed their husbands to gain social respect- 
ability. They built large, tastefully appointed mansions, commissioned some of the 
largest yachts Detroit had seen, and made charitable donations to many Detroit 
institutions. John Dodge was a member of Detroit's Water Commission and Street 
Railway Commission and became a force in the Michigan Republican Party. Horace 
was quietly responsible for the development of a world-class symphony orchestra 
for Detroit. 
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John E Dodge (left) and Horace E. Dodge (right), ca. 1914. Courtesy of NAHC. 


John and Horace Dodge are in many respects tragic figures, in part because 
they died so young. Contemporaries in business and commerce recognized them 
as manufacturing and automotive giants, as did the informed public. However, their 
important place in the emerging Michigan automobile industry is not widely 


recognized today. The Dodge brothers have remained obscure figures in popular 
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history because their tenure as automakers was so short and because they lived in 
the shadows of self-promoting, dynamic auto industry leaders like Henry Ford and 
William (“Billy”) Durant. John and Horace Dodge’s contemporaries, however, did 
recognize their importance. Their deaths and funerals, discussed below, brought 


enormous outpourings of public recognition and grief. 


The Year of Tragedy and Transition: 1920 


On 2 January 1920, John and Horace Dodge left Detroit by train to attend the 
National Automobile Show, which ran for a week starting 3 January at the Grand 
Central Palace in New York City. Friends Oscar Marx, Milton Oakman, and Ed 
Fitzgerald accompanied them to New York, but the Dodges’ wives remained in 
Detroit. By Wednesday, 7 January, when they were supposed to host a Dodge 
Brothers sales luncheon, John and Horace had contracted influenza, which quickly 
developed into pneumonia. By December 1919, influenza was beginning to reach 
epidemic proportions in the United States, although this was not as serious an out- 
break as the influenza epidemic of 1918, which killed half a million Americans. ! 
Initially, Horace was much sicker than John. The Dodge brothers brought their 
personal physician from Detroit, and both wives arrived in New York on 10 January. 
John’s eldest daughters, Winifred and Isabel, came three days later. Early news- 
paper reports in Detroit were overly optimistic about the medical condition of both 
brothers. Articles appearing on 11 January and 12 January 1920 in the Detroit Free 


Press reported the brothers recovering and out of danger. The next day all three 
Detroit papers announced that Horace continued to recover but that John Dodge 
was critically ill and unconscious. The Detroit News then revealed in its afternoon 
edition of 14 January that John Dodge was improving slightly. Matilda telegrammed 
her sister Amelia Rausch the morning of 13 January and sounded optimistic about 
John’s prospects: “Just came from seeing John and while he is still very, very ill, he 
is some[what] better than last night.” Horace slowly recovered, but John’s pneu- 
monia worsened. Having lungs previously ravaged by tuberculosis only made the 
struggle more difficult. John Dodge died at 10:30 p.m. on 14 January at the Ritz- 
Carlton Hotel, with Horace at his side. He was fifty-five years old.? 

John Dodge’s body returned to Detroit in a baggage car on the Wolverine train. 
The rest of the funeral party traveled in the private railroad car Commonwealth, 
which John Dodge had already leased, intending to use it to take his family to 
Florida after the auto show. Matilda Dodge, herself very ill, daughters Winifred 
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and Isabel, and the three friends (Marx, Oakman, and Fitzgerald) accompanied 
the coffin. Horace Dodge remained in New York, still too weak to travel. The 
Wolverine arrived at the Michigan Central Railroad station in Detroit on Friday, 16 
January, at noon. More than three hundred Dodge workers met the train, and a 
group of sixteen longtime shopmen from the factory served as pallbearers, follow- 
ing John Dodge’s instructions to his family. The men removed the coffin from the 
baggage car and placed it into a hearse for transport to William Blake's funeral home 
on Peterboro Street in Detroit. There, they transferred his remains into a bronze 
casket, which they delivered to the Dodge home at 33 East Boston Boulevard, 


where visitors could view the body Saturday.’ 

Several thousand people viewed John Dodge's body during the morning and 
early afternoon of Saturday, 17 January 1920. The funeral was at 2:00 p.m., with 
burial in the Dodge Mausoleum at Detroit's Woodlawn Cemetery. Matilda Dodge 
was too ill and distraught to attend the funeral. John Duval Dodge also was unable 
to return to Detroit from Texas in time for the funeral. The family reduced the 
number of pallbearers, all Dodge workers, from sixteen to ten for the funeral and 
burial ceremonies. The initial plan was to have 55 honorary pallbearers, one for 
each year of John Dodge's life, but the number quickly grew to 107. A cross-section 
of the Detroit auto industry and political elite, the list included James Couzens, 
Henry Leland, William Metzger, John C. Lodge, Oscar B. Marx, Robert Oakman, 
and many others. Notably absent were Henry and Edsel Ford, Ransom E. Olds, 
Alfred Sloan, and Walter P. Chrysler. Horace Dodge had remained in New York, 
too sick to attend John’s funeral, and asked for one last chance to see his brother. 
Only after Horace returned to Detroit in mid-February did the family have the cas- 
ket sealed and placed in the family vault.* 

Opening the Dodge home for thousands to view John Dodge’s body was a con- 
cession made to the thousands of factory workers who wanted a chance to pay their 
last respects to their boss. Upon hearing of John Dodges death, a delegation of 
workers asked that the family move the body to the Dodge Brothers factory Friday 
afternoon to allow all 18,000 workers a chance to view it. The family denied the 
request since this large number of workers would need more than twelve hours to 
view the body. Even with the more limited arrangements, workers began lining up 
on Boston Boulevard at 7:00 a.m. on Saturday, and within the first two hours more 
than 1,500 had viewed the body. By midmorning, the line of mourners extended 
for blocks on nearby Woodward Avenue.’ 

The Detroit newspapers noted the numbers of mourners, but more important, 


the heavy presence of Dodge Brothers factory workers. One noted that “several 
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Negro workers in the plant were among those who paid tribute.”° The Detroit 


Journal described the appearance and demeanor of the factory workers: 


At first glance one knew they were not dwellers of this residential neighborhood 
or of the class usually to be found in such sections. 

Their faces, hands, clothes and bearing proclaimed them [to be] of other dis- 
tricts. Their faces, glowing in the extreme cold, showed signs of unusually careful 
shaving and ablutions. Their square hands, when uncovered, displayed callouses 
in the palms, traces of grime around the blunt finger tips, or were clothed in gloves 
and mittens more serviceable than stylish. 

Their clothes were neat, indifferent as to style, obviously their “Sunday best.” 
Their carriage was broad-shouldered, stooped, flat-chested, the unconscious loll 
of the toiler. 


The appearance of hundreds of women who worked for Dodge Brothers added “a 
softer feminine touch” to the stream of mourners.’ 
The Reverend Joseph A. Vance, pastor of the First Presbyterian Church of 


Detroit, delivered the eulogy. He noted John Dodge's strength as a business exec- 


utive: “John Dodge had a marvelous virility in his big red-blooded body, and he had 
a will indomitable, which opposition stimulated instead of discouraged. His great 
executive ability was natal like the big body it tenanted. These things do not come 
to man by education, any more than does the genius of these friends of his who 
are making the music of his requiem.” The Reverend Vance went on to talk about 
John Dodge's private side: 


There is one thing more of which you must let me speak, and that is his devotion 
to his family and his home. Many of you knew John Dodge only as a great lusty 
man, who with ripping oath could break into a crowd and get his way. He could 
do this. He was a masterful man; and never met defeat till he took the count at 
the hands of the disease which was always his greatest dread. But John Dodge had 
a wonderful, a beautiful love for his family and his home. He was red-blooded, but 
no woman could lure him from fidelity to the woman he made his wife; and all his 


plans grouped around his wife and his children.® 


The Detroit Free Press observed at the time of his death: “This community can ill 
afford to lose John Dodge. He was a citizen who counted. He was one of the big 
forces in the making of modern Detroit and there is every reason to believe that 
if he had lived, the next ten-year period would have been the time of his greatest 


accomplishment.” 


ig 
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John Dodge was the subject of scores of public resolutions praising his con- 
tributions as a manufacturer and as a public servant. During the week beginning 
15 January 1920, resolutions of remembrance came from the Detroit Board of 
Commerce, the Common Council of the City of Detroit, and the boards of direc- 
tors of the Highland Park State Bank, the First and Old Detroit National Bank, the 
Bank of Detroit, and the Merchants National Bank. The National Automobile 
Chamber of Commerce did the same on 4 March 1920. Matilda Rausch Dodge 
saved these resolutions, but also created scrapbooks of newspaper clippings con- 
cerning John Dodge’s illness, death, and funeral. One of her staff tallied the num- 
ber of lines of coverage in Detroit's newspapers between 6 January and 29 January 
1920. To preserve John Dodge’s place in history, she also paid fees to ensure that 
his biography would appear in various biographical dictionaries. In December 1921, 
she made a payment of $350 to the S. J. Clarke Publishing Company for a four- 
page biographical entry (including a portrait) on John F. Dodge in Clarence M. 
Burton, The City of Detroit, Michigan, 1701-1922. She had to pay an additional 
$65 for a set of Burton's volumes.'° 
The death of John Dodge required a realignment of the top management posi- 


tions at Dodge Brothers. Horace Dodge became president and continued to serve 


as treasurer, Howard B. Bloomer became vice president, and Frederick J. Haynes, 
plant manager since 1912, became a director. At the end of May 1920, the Dodge 
Brothers directors (Horace Dodge, Haynes, and Bloomer) made Haynes a vice pres- 
ident and general manager at a salary of $ 100,000 per year. They also named Charles 
W. Matheson “acting general sales manager,’ with a salary of $50,000, to replace 
Arthur J. Philp, who had been ill and incapacitated since September 1919. The 
board also agreed to pay John Dodge's family his 1920 salary of $350,000. The 
annual stockholders’ meeting in mid-July 1920 confirmed these actions.!! 

In late November 1920, Horace Dodge's continued poor health forced him to 


leave Detroit for Florida, and the board of directors prepared for his absence. They 


agreed to expand the board from three to five members and immediately elected 
John Ballantyne as the fourth director. Horace Dodge foresaw his own death and 
set into motion a series of decisions that would assure management continuity and 
the survival of the company bearing his family name. According to the board min- 
utes, Horace Dodge “felt, that in case of his death, various interests throughout 
the country would try to destroy the organization of the company.” He wanted to 
be certain that his long-term associates, Howard Bloomer, Frederick Haynes, and 
John Ballantyne, “should be the controlling factors in the business.” Bloomer had 


been a legal advisor to the Dodges for many years and Ballantyne was president of 
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the Merchant's National Bank of Detroit and longtime financial advisor to John 


and Horace Dodge.!” 


Horace Dodge convinced his board to grant these three men employment con- 
tracts to keep them at Dodge Brothers. He formally authorized the board to sign a 
five-year contract with Haynes to serve as president of Dodge Brothers after his 
death. In November 1920, the board extended Haynes's contract as general man- 
ager at a salary of $150,000 per year and offered Bloomer the position of “direct- 
ing head” of the company at the same salary. They gave Matheson a one-year 
contract as sales manager at $50,000 a year and Harry V. Popeney, the secretary, 
agreed to continue for a $30,000 salary. The dollar figures for these salaries were 
net of Michigan and U.S. income taxes, that is, these were take-home salaries.'* 

Horace Dodge's concerns about the future of Dodge Brothers were not 
unfounded. Immediately after his death, Automotive Industries predicted that New 
York financial interests would try to gain control of the firm and would probably 
succeed. The Dodge brothers had rebuffed earlier offers by New York investment 
bankers, but the widows were more likely to sell. None of the children of John or 
Horace Dodge had any interest in running the business or the ability to do so. The 
factory closed during the first three months of 1921 because of depressed sales, 
but then reopened in April with Haynes clearly in control. 

Horace did not survive the year. Chronically ill with influenza and psycholog- 


ically devastated by John’s death, he saw no reason to live. When the Dodge Broth- 


ers midwestern dealers met in Chicago on 27 January 1920, Horace Dodge did not 
attend, but sent a message explaining that his continued illness ruled out his appear- 
ance. He offered additional insight into his state of mind: “The passing of my dear 
brother, Mr. John F. Dodge, is to me, personally, a loss so great that I hesitate to 
look forward to the years [ahead] without his companionship, our lives having 
been, as you all know, practically inseparable since our childhood.’ On 1 July 1920, 
Dodge Brothers celebrated the building of its 500,000th automobile, only six years 
after the company stopped making components for Ford Motor Company. The firm 
held elaborate ceremonies in the middle of the factory commemorating this 
achievement. The Dodge Brothers Band played a special concert and general man- 
ager Frederick J. Haynes delivered an address. Horace Dodge was notably absent. !? 

Horace Dodge spent most of 1920 in Palm Beach, Florida, hoping that the 
warmer climate would help him recover. He was there from mid-February until 
May, when his health had improved enough for him to return to Detroit and resume 
some work at the factory. After the marriage of his daughter Delphine in June 1920, 
he attended the 1920 Republican Convention in Chicago in July as a delegate, 
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traveling there with friends on the Delphine. He started what was supposed to be 
a six-week fishing trip on Lake Superior in early August, but suffered a serious 
relapse that left him bedridden for weeks. After that, he played no active role in 
his business. Horace Dodge spent the last four months of his life at his Palm Beach 
ocean-side mansion, Villa Marina, where he died on 10 December 1920 at age 
fifty-two.!¢ 


The Detroit newspapers reported that Horace Dodge died of complications from 


his earlier battles with influenza and pneumonia, with some mention of “hemor- 
rhaging” as well. But articles in the New York Times and Automobile Topics said that 
“the immediate cause of death was cirrhosis of the liver.” One of Horace’s doctors, 
I. L. Hill from New York City, stated clearly that “Horace Dodge died of liver trou- 
ble.” The death certificate signed by Hobart E. Warren, M.D., who had attended 


Horace Dodge for a week before his death, is unambiguous. He listed the cause of 


death as “atrophic hepatic cirrhosis,” with the notation that Horace Dodge had this 
condition for two years. A secondary, contributing cause of death was “hemateme- 
sis” (vomiting of blood), which can occur when enlarged veins in the esophagus 
(which are a symptom of cirrhosis) burst. The vomiting of blood had lasted seven 
days and is likely the “hemorrhaging” that the newspapers referred to.!’ 

Horace Dodge's body arrived in Detroit by special train at the Michigan Central 
Railroad station on Monday, 13 December 1920, at 4:00 p.m. and then went to 
the Blake Chapel (Blake funeral home) on Peterboro Street in Detroit. The fam- 
ily agreed to have Horace’s body lie in state at the Blake Chapel from 5:00 to 9:00 
p.m. to enable Dodge Brothers workers to view the body. Tuesday morning, they 
moved the body to Horace’s Grosse Pointe mansion, Rose Terrace. In a tribute to 
Horace Dodge, the Detroit Symphony Orchestra played the funeral march from 


Beethoven's “Oroica’ as the final number of their Sunday evening concert.!® 


The funeral, which began at 2:00 p.m. at Rose Terrace, featured the Detroit 
Symphony Orchestra playing a funeral dirge. Frank ‘Taft, a New York organist, 
played music on Horace’s pipe organ, and soloist Harold Jarvis sang “Beautiful Isle 
of Somewhere.’ Reverend S. H. Forrer, the Presbyterian minister who delivered 
the eulogy, described Horace Dodge as “a man with a passion for music... . a 
mechanic with the soul of a poet.” The fourteen pallbearers consisted of old friends 
and business associates, including Adolph Vocelle, who had helped Horace in his 
early boat-building efforts. The Dodge family also named 137 honorary pallbear- 
ers, more than John Dodge's 107. These included virtually everyone who had served 
as pallbearers for John Dodge and many others associated with Horace through 


the Detroit Symphony Orchestra, including Ossip Gabrilowitsch. Following the 
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funeral, a procession of cars, including the hearse with Horace’s body, went from 
Rose Terrace past the Hamtramck factory to Woodlawn Cemetery, where Horace 
took his place next to John in the Dodge Mausoleum. !? 

A few days after Horace’s death, T. R. Fassett offered a memorial poem to honor 


him: 


Gone from this world of sorrow. 
Gone from all earthly care; 


Gone to the grove tomorrow, 


To be with his brother there. 


Gone and thousands left weeping, 
Gone to that land so fair; 

Gone, not dead—just sleeping, 
To awaken with his brother there.*° 


The Dodge brothers, like others who have achieved considerable fame and 


notoriety, have been the subject of rumor and speculation over the years. Several 


authors have viewed the Dodges’ deaths as suspicious. Caroline Latham and David 
Agresta raised the possibility that John and Horace Dodge were poisoned by liquor 
they drank during the New York Automobile Show in January 1920. Their book, 
Dodge Dynasty, refers to persistent rumors in Detroit that the Dodges were poi- 
soned. They even suggest arsenic as the agent and Henry Ford as the perpetrator. 
By getting rid of the Dodges, Ford would resolve his bitter hatred of the brothers 
and eliminate a serious automotive competitor from the field.?! 

This kind of speculation is “tabloid journalism” at its worst. First, this author 
knows of no one familiar with Dodge or Ford history who has ever heard this rumor, 
which contradicts all the known historical evidence. Henry Ford did not hold a 
grudge against the Dodges. Ford was emotionally upset when he heard of John 
Dodge's death. Both he and Edsel Ford served as honorary pallbearers at Horace 
Dodge's funeral. Besides, the Dodge Brothers automobile was in no sense a threat 
to Henry Ford’s dominant position in the low-price mass market. 

However, there was a contemporary rumor that John and Horace became sick 
from wood alcohol served at a banquet at the auto show in New York. In a slight 
variation on the story, Bernard Baruch, who had served as a member of the War 
Industries Board in the First World War, recalled that John Dodge offered him a 
drink at the Ritz-Carlton in New York but that he did not have the time to join him. 
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Baruch claimed that the prohibition liquor John Dodge consumed that day caused 
his death. This is the rumor that I. L. Hill addressed in an interview he gave the 
New York News in mid-December 1920. He pointed out that John Dodge first 
became ill (with influenza) two days after the banquet. John Dodge died of influenza 


and pneumonia, which “was aggravated by diabetes from which he had long been 


a sufferer.” Horace died eleven months later from liver trouble. Hill added, “They 
were both drinking men, but wood alcohol did not cause their deaths.” 
There is also a persistent myth that the Dodge brothers adopted their unique 


corporate logo (a six-pointed star or hexagram created with two intertwined trian- 


gles) because they were Jewish, or they were forced to do so by Jewish bankers 


from whom they had borrowed money, or as an insult to the anti-Semitic Henry 


Ford. There is not one shred of evidence to support any of these theories. John and 


Horace Dodge grew up as Methodists in Niles, Michigan. Neither man was reli- 


gious. Their religious affiliation in Detroit after they became wealthy was Pres- 
byterian, mainly because of their wives. John Dodge was a member of the First 
Presbyterian Church, and Horace attended the Jefferson Avenue Presbyterian 
Church. Second, Dodge Brothers never borrowed money from banks during the 
period when it made automobiles. They may have done so briefly in 1903, when 
they were starting production for Ford. 

Ironically, this notion that the Dodges were Jewish may have come from Ford's 
rabidly anti-Semitic Dearborn Independent, which sometimes misidentified people 
as Jewish. Rumors to that effect must have been swirling around when Detroit 
Saturday Night offered an editorial, “Hebraizing the Dodges,” in July 1921. The edi- 
tor noted that because of the Dearborn Independent's recent work, “the Jewish pop- 
ulation of Detroit is receiving some astonishing accretions.” The editor also noted 
sarcastically that Henry Ford never acknowledged his defeat by the (Jewish) Dodges 
in the lawsuit over dividends. Finally, the editor observed, “Oh, that John and Horace 


were here to enjoy the fun! Howbeit, the theory that they were Jews is quite as sane 
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as any other we have seen in the anti-Semitic antics of Ford's paper. 


Intertwined Lives and Personalities 


Despite their distinct personalities, interests, and talents, John and Horace Dodge— 


partners in work, in play, and in life—were a team. Even the corporate symbol they 


adopted embodied their utter dependence on each other. The Hindus first used this 


symbol as a charm against evil, as did ancient Arab peoples who put it on their drink- 
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ing cups. The Jews later adopted the symbol during the Talmudic period of their his- 
tory, named it “Solomon's Seal,” and used it to ward off evil. During the Middle Ages, 
the symbol stood for the mystical union of the body and the soul, of truth and beauty, 
and of other dualisms. The symbol is especially appropriate for John and Horace 
Dodge, since a triangle represents the fourth letter of the Greek alphabet, delta. On 
the Dodge Brothers logo, the triangle pointing up is white, supposedly representing 
the soul, while the triangle pointing down is blue and stands for the body. This is not 
a Star of David and does not refer to Judaism in any way. 

For John and Horace Dodge, the symbol represented the union of the two 
brothers into one. The intertwined “D” and “B” in the middle of the six-pointed 
star further emphasized this point. The star and letters appear over the oceans and 
continents of the world as a background, in blue. Dodge Brothers applied for a 
trademark for the symbol on 14 August 1921 and the U.S. Patent Office registered 
the trademark on 10 January 1922, more than two years after Horace’s death. The 
application stated that the firm first used the symbol on 12 November 1914 and 
had used it continuously since then.*4 

Another indicator of John and Horace Dodge's very close relationship was their 
decision to build an elaborate mausoleum on their plot in Woodlawn Cemetery in 
Detroit. They would share this mausoleum in death, much as they had shared many 
things in life. One Detroit newspaper announced the completion of the Dodge 
Mausoleum in late January 1915. Lloyd Brothers of Toledo, which had built a 


monument and grave markers in 1912 for the Dodge family members buried in 


Niles, also built the mausoleum. Woodlawn Cemetery records show that John 
Dodge moved the remains of Ivy H. Dodge, originally buried at Woodlawn in 
October 1901, into the Dodge Mausoleum on 16 December 1914. When com- 
pleted, this impressive Egyptian Revival building, surrounded by massive columns, 
featured a pair of stone sphinxes flanking and guarding the bronze entrance door. 
The entablature decoration over the doorway, including wings and a pair of coiled 
cobras, is a copy of the one at the Temple of Isis from the third century Bc. The 
stained glass windows on the back wall feature a scene from Egypt, complete with 
pyramids and palm trees.”? 

The brothers insisted that mail directed to the business be addressed “Dodge 
Brothers” or they would return it unopened. They would not accept letters sent 


to either of them as individuals, or mail sent to “Messrs. Dodge,” or to “the Dodge 


Factory.” Nor would “Gentlemen” or “Sirs” work either. This practice reflected the 


fact that they saw themselves as one, at least with respect to their business 


: J 
operations. 
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Dodge Mausoleum, Woodlawn Cemetery, Detroit. Author's photograph. 


They sometimes had disagreements bordering on fights, but a genuine sense of 
mutual affection and camaraderie always won out. According to one legendary story, 
the two were drinking at the bar at the Pontchartrain Hotel in Detroit and began to 
argue about where they would take their jointly owned, $300,000 yacht, the Nokomis, 
for a cruise on the upcoming weekend. John wanted to go north from Detroit, past 
Port Huron and into Georgian Bay. Horace preferred to cruise south past Toledo into 
Lake Erie, ending at the Thousand Islands. John proposed that they flip a coin for 
sole ownership of the yacht and Horace won the coin toss. John conceded that he 
would now have to go to the Thousand Islands, but Horace insisted that since John 
was now his guest, he would take his brother to Georgian Bay.*’ 

The brothers often showed genuine affection for each other. Horace had long 
admired a painting that hung in Charles Churchill's saloon on Woodward Avenue 
in Detroit. The painting portrayed four monks caught drinking and playing cards 
by their abbot in the cellar of their monastery. Created by the Florentine painter 
C. Renaldi around 1892, the canvas had been on display at Churchill’s saloon since 
1893. Many who normally would never visit that establishment, including society 


women and teetotalers, made special trips there just to view it. Early in 1912, John 
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Dodge offered Churchill $5,000 for the painting, but Churchill refused to sell. He 
finally parted with his prize painting for $10,000 and John Dodge had it delivered 


to Horace that same day as a surprise.** 


John and Horace Dodge were members of an informal fraternity of Detroit 


automakers, political leaders, and other entrepreneurs who became friends and 


companions away from work. This was a group of hardworking, newly successful 


(male) Detroiters who frequented the same saloons and eventually were admitted 
into the same clubs, particularly the DAC. In the spirit of camaraderie of the times, 
a group of Horace Dodge's friends presented him with a sterling silver “loving cup” 
as a birthday gift. The inscription reads, “On His 41 st Birthday, To Horace E. Dodge. 
A Few Friends Meet to Offer Greetings and This Cup of Loving Remembrance, 
May 17, 1909.” Among the thirty signatures were those of Louis Schneider and 
Charles Churchill, both saloon owners, John F. Dodge, Oscar Marx (later mayor 
of Detroit), and brothers Robert and Milton Oakman, both of whom were heavily 


involved in Detroit real estate and politics.?? 


The Dodge Brothers and Their Employees 


Long after they became successful automobile makers and extremely wealthy men, 
the Dodges continued to use paternalism to help their employees and simultane- 
ously discourage labor unions. Some of their practices directly aided the health 
and welfare of the employees. They maintained a free clinic at the plant, with a 


full-time medical staff on duty around the clock. The Dodges established a $5 mil- 
30 


lion trust fund to help needy workers and the dependents of former employees. 

Late in 1919, Dodge Brothers purchased a group life insurance policy for all 
of its employees through the Aetna Life Insurance Company. Each policy included 
the following statement from Dodge Brothers: “In appreciation of your loyalty and 
cooperation we present to you this certificate of life insurance, our expression of 
good will. We assume the entire cost of this insurance and expect only in return 
that you continue to do your part in maintaining that spirit of loyalty and hearty 
cooperation, so necessary to our common welfare.” The life insurance remained in 
effect only while the employee worked for Dodge Brothers. The coverage was on 


a sliding scale depending on the length of continuous service. An employee with 


between three months and six months of service received a policy with a benefit 
of $250. An individual with fifteen years or more of service received a policy that 
paid $2,500 at death. Given the low cost of living (and death) in 1919, these were 
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generous insurance policies. They also reflected the Dodge brothers’ progressive 
thinking regarding their employees.?! 

Dodge Brothers also encouraged activities that enriched their employees lives. 
There is photographic evidence of company sponsorship of a Dodge Brothers 
Bowling League in 1915 and a Dodge Brothers baseball team in the same period. 
Dodge Brothers sponsored free boat excursions for their employees, including one 
on 15 July 1916. A booklet, “Count Your Calories,” produced by the Dodge Broth- 
ers Girls Athletic Association in 1920, is another example of their sponsorship of 


workers’ organizations. The Dodge brothers also created a workshop (the 


Playpen”), which provided space, materials, and tools to their small force of retirees 
who wanted to do craft work. Once, when John and Horace returned from a long 
trip, they found that the plant superintendent had closed the “Playpen” as an econ- 
omy measure. They not only reopened it but drove around to the retirees homes 
and personally invited them all back.*? 

The company established the Dodge Brothers Industrial Band, also called the 
Dodge Brothers Concert Band, during the first Liberty Loan drive right after the 
United States entered the First World War in 1917. Each member of the band 
worked at the Dodge Brothers automobile factory or ordnance plant and practiced 
on his own time. It seems likely that they hired men who showed musical talent. 
The original director was Alessandro Liberati, who conducted the concert band 
through fall and winter 1918-19, often performing at the Arcadia Auditorium in 
Detroit. They played at the luncheon for Dodge Brothers eastern dealers at the 
Ritz-Carlton Hotel in New York on 7 January 1920, but with Arthur Prior as the 
guest conductor. 

A program for a concert they did on 29 March 1920 at the Detroit Armory iden- 
tified each of the sixty musicians by instrument and by the department that 
employed them. The band had a new director, William Robert Burnham, and he 
was still the conductor at the dealers’ meeting in New York City in January 1921. 
During warm weather, the band gave noontime concerts outside the factory, and 
in May 1920 they gave a Sunday concert for inmates at the Detroit House of 
Correction.*° 

Dodge Brothers was, along with Ford, one of the first Detroit auto companies 
to hire African American workers. John Dancy, executive director of the Detroit 
Urban League, went to the Dodge Brothers offices on the off chance that he might 
talk to someone in authority about hiring black workers. To Dancy’s surprise, John 
Dodge met with him and offered to hold a luncheon meeting of the National 


Urban League at the Dodge Brothers plant. Following that meeting (15 November 


Dodge Brothers Industrial Band playing at a Dodge Brothers company picnic, ca. 1918. 
Courtesy of Dodge Brothers Club Historical Archives. 
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1919), John Dodge gave his employment manager, Charles T. Winegar, the respon- 
sibility of increasing black employment at Dodge Brothers. Winegar in turn hired 
James Bailey from the Detroit Urban League to serve as a liaison between Winegar 
and the black employees.** . 

We do not know the exact number of African American employees at Dodge 
Brothers in 1919-20. If Dodge followed the practices of Ford, the only other 
Detroit automaker to employ African Americans, most of these minority workers 
held the most difficult and dangerous jobs at the factory, usually in the foundries 
or paint shops. We also know little about female workers. No detailed payroll 
records have survived, but some intriguing photographs have survived. A 1920 book- 
let on the Dodge Brothers plant includes a photograph of the upholstery depart- 
ment staffed entirely by men, but also “a section of the trim shop” with an all-female 
workforce at sewing machines, with female supervisors. The only other photo- 
graphic evidence of women working at Dodge Brothers shows a group of (mostly) 
female employees in front of the office building in the early 1920s, presumably 
clerks, stenographers, and bookkeepers. By the 1930s, women also commonly 
worked in the wiring department, preparing wiring harnesses, but there is no evi- 
dence that this was the case in the late 1910s or early 1920s.*? 

The various paternalistic practices did not guarantee that all Dodge Brothers 
workers would love and respect John and Horace. John Olejnik, a thirty-five-year- 
old employee, faced criminal charges in federal court in April 1918 for sending let- 
ters to John Dodge threatening to kill him, Horace, and their families unless 
Dodge Brothers paid $5 a day for nine hours of work. Before the arrest, private 
detectives guarded the Dodge families. They convicted Olejnik in July 1918 and 
sentenced him to a five-year term at Fort Leavenworth prison.*° 

Managing the enormous force of shop workers and office staff at the Ham- 
tramck factory became more difficult as the numbers grew. In mid-December 1919, 
less than a month before his death, John Dodge (with Horace’s approval) issued a 
series of directives regarding personnel policies to Alfred L. McMeans, the company 
secretary and a director. All were to take effect on 1 January 1920. The policies 
included the following: (1) every employee regardless of rank will punch a time clock; 
(2) employees cannot miss more than 100 hours of work a year and keep their jobs; 
(3) all Dodge Brothers employees are entitled to a 15 percent discount on a single 
new Dodge Brothers car per year; (4) the factory garage will no longer service private 
vehicles of employees, regardless of rank; (5) no employee, regardless of rank, can 
use a company car for personal business; and (6) employees of Dodge Brothers can- 


not have any private work done for them by any other employee, even for pay. Taken 
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Dodge Brothers office staff, early 1920s. Courtesy of DCHC. 


as a whole, these directives reflected an attempt to correct disciplinary problems and 
to forestall corruption within company operations. This was no longer a small inti- 
mate company where personal loyalty to John and Horace Dodge created a cooper- 


ative spirit and a commitment to the company’s success.*’ 


The Brothers Dodge and “Polite” Detroit Society 


The Dodge brothers, like other newly minted Detroit auto millionaires of the early 
twentieth century, struggled to adjust to their newfound wealth and to gain 
acceptance by Detroit's “old money” elite. Much of Detroit's “old wealth” emerged 
in the nineteenth century from lumbering, mining, railroads, and shipping, and 
from the manufacture of railroad cars, pharmaceuticals, ships, paint, and stoves. 
Donald Finlay Davis reminds us that there was a sharp distinction within the early 
Detroit auto industry between the “gentlemen” automobile manufacturers who 
were already wealthy when they launched their companies and pioneers like Ford 
and the Dodges. The first group concentrated on luxury models such as Cadillac, 
Oldsmobile, Packard, Lozier, Hudson, and Northern, while holding newcomers 
like Ford and the Dodges in contempt. In time, the Dodge brothers could buy at 


least a patina of respectability in Detroit polite society. They built elaborate homes, 
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generously supported Detroit charities, and married their children into elite east- 
ern families.” 

The Dodges did not face prejudice simply because they were manufacturers; 
they faced a more straightforward class prejudice. Members of the established 
social elites viewed John and Horace Dodge as rough, crude, boorish, uncultured, 
and lacking in the social graces of polite society. They gained notoriety for late- 
night drunken escapades in several of Detroit's roughest saloons long after they 
were millionaires. Following a meeting of Ford dealers in Detroit, the Dodges and 
several others went out drinking. John Dodge forced one unfortunate saloon owner 
to dance on top of his bar by threatening him with a pistol. Dodge applauded the 
effort by smashing dozens of glasses against the bar mirror. The saloon keeper's 
attorney threatened to sue John Dodge unless he paid $35,000 for damages. Dodge 
agreed and the matter ended there.*? 

The stories of drunken escapades were not merely urban myths. George B. 
Holley, Sr., who sold his carburetors to the Ford Motor Company and became a 
close friend of Henry Ford’s, related some of the details about the drinking habits 
of the Dodge brothers: 


I'd hear remarks (from Mr. Ford) about the brothers drinking and of course he 
detested whiskey drinking. John and Ed [Horace] would get down there on 
Woodward Avenue and get loaded up and break all the bottles. [t was in that bar 
over on Jefferson Avenue, Churchill's. 

They would go in there and get tight and smash everything all up and tell them 
to send them the bill. Mr. Ford knew all about that and he would laughingly talk 
about it. It did not register well with him, but he respected their ability to produce. 


There is no indication, however, that the Dodges went on these drinking binges on 
a daily or even weekly basis.*° 

John Dodge’s intense loyalty to friends, combined with a short temper, some- 
times led to violence without the aid of alcohol. In September 1916, he was enjoy- 
ing dinner at the DAC when he saw an article in the Detroit Times criticizing him 
and some of his political allies. John Dodge interrupted his meal and drove to the 
home of the papers owner, James Schermerhorn. Dodge punched him twice, 
knocking the errant publisher to the ground, and promised to beat him more 
severely if he ever criticized his friends in print again. John Dodge's penchant for 
violence became legendary, in part because he was unable to keep the worst inci- 


dents out of the local papers.*! 


The Dodge Brothers in Perspective 


The ugliest example of John Dodge’s temper took place in Louis Schneider's 
saloon on lower Woodward Avenue in downtown Detroit on 3 January 1911. John 
Dodge and his friend Robert Oakman, both drunk, viciously attacked a prominent 
Detroit attorney, Thomas J. Mahon. They knocked Mahon, who had two wooden 
legs, to the ground, beat him with own cane, and kicked him repeatedly in the face, 
head, and body. They momentarily felt guilty and offered to help Mahon, but when 
he refused their aid, they attacked him again. More than two weeks later, while 
Mahon remained confined to bed, he filed a $25,000 damage suit against Oakman 
and Dodge. Attorney Edmund Joncas, also a victim of this attack, filed an affidavit 


supporting Mahon’s account. The case never came to trial, suggesting that Dodge 
and Oakman gave Mahon a large out-of-court settlement to end the dispute. As a 
direct result of this incident and the publicity it generated, Detroit’s prestigious 
Liggett School threatened to expel John Dodge's daughters if the press reported 
additional violent episodes.*? 

John Dodge and Robert Oakman were political allies and close friends for much 
of the 1910s. Oakman, who invested heavily in real estate and other ventures, had 
asked his bank, the Wayne County and Home Savings, for an additional loan of 
$250,000. Julius Haass, the bank president, refused the loan because of Oakman’s 


poor track record in his various businesses. When John Dodge heard of this, he 
stormed into the bank and threatened to withdraw his funds if the bank did not 
accommodate Oakman. Haass refused to budge, but suggested that John Dodge 
could sign a note for a loan for Oakman. Dodge signed a bank note, but left the 
amount blank for Oakman to fill in later that day. Oakman took a line of credit for 
$500,000 guaranteed by John Dodge and repaid him in full.*° 

Horace Dodge had a slow-burning temper that exploded less frequently than 
John’s. One cold winter night in downtown Detroit, Horace left Charlie Churchill's 
tavern and tried to crank-start his car. As he struggled and sweated, a passerby made 
a joking comment about Horace’s troubles. Dodge stopped cranking long enough 
to punch the man in the jaw and knock him halfway across the street.** 

John and Horace Dodge earned fame as machinists and automobile manu- 
facturers and gained unwanted notoriety because of occasional public drinking and 
violence. A tiny surviving sample of their correspondence also shows them to have 
been dutiful parents involved in the details of their children’s lives. John Dodge 
received a letter from the Detroit police commissioner reporting that a vehicle 
registered in his name was seen speeding on Jefferson Avenue in Detroit. He admit- 


ted that this was an electric car used by his two daughters, Winifred (age seven- 


teen) and Isabel (age fifteen). He added, “They have been severely reprimanded 
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and I am sure there will be no cause for further complaint.” After daughter Isabel 
applied for admission to exclusive Wellesley College, John Dodge discovered that 
she would have to live in a private home near the college if she went there. He 
wrote to Wellesley, “As I do not approve of this arrangement, | would request that 
you cancel her application and return the entrance fee.”* 

Horace Dodge took an active interest in Horace E. Dodge, Jr.'s affairs while he 
was a student at St. John’s School in Manlius, New York. The school included mil- 
itary training and young Horace needed a horse for military maneuvers. In October 
1911, the elder Horace asked one of the school staff, a Mr. Grigsby, to give his son 
a horse temporarily. He also asked H. C. Dunston at St. John’s for advice. Horace, 


who was eleven at the time, wanted a large horse, but his father thought a smaller 


horse would be better. Less than a week later, Horace Sr. informed the school that 
he had purchased a horse for his son and was shipping it by railway express, but 
wanted Mr. Grigsby to buy an appropriate saddle and bridle. Horace added, “We 
believe the horse is very much to his liking and is also very kind and gentle, and | 
am told is thoroughly broken to military maneuvers and also does not seem to be 
afraid of anything.”*° Much like their social peers, John and Horace Dodge sent 
their children to exclusive secondary schools and colleges. 

The Dodge brothers eventually won reluctant acceptance from Detroit's estab- 
lishment, but only after involving themselves in a variety of charitable activities. The 
elite Detroit Club denied John Dodge admission, while the DAC, with many auto 
barons among its members, admitted the Dodge brothers. According to Malcolm 
Bingay, the DAC admitted them “after deep misgivings.” Horace unsuccessfully 
applied for membership in the prestigious Grosse Pointe Country Club in 1906. 
Angry and humiliated, he bought a large tract next to the club, where he vowed to 
build an extravagant home that would make the country club “look like a shanty.”*” 

There, he built an elaborate red sandstone English Renaissance-style house. 
Completed in late 1911, it included an enormous pipe organ and extensive rose 
gardens extending to the banks of the Detroit River (thus the name Rose Terrace). 


According to one report, a pipe-organ manufacturer who wanted Horace to con- 


sider one of his organs for his mansion bought a four-page advertisement in a yacht- 
ing magazine simply to get Horace Dodge's attention. In mid-July 1911, Horace 


Dodge insured the pipe organ for $12,000 while it was still sitting unassembled in 


his garage. He ordered music rolls for the organ in mid-November, suggesting that 
he did not play particularly well. 
Horace also personally ordered many furnishings for the new house. During 


the second half of 1911, he wrote eighteen letters to Tiffany & Company in New 
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York ordering rugs, wall coverings, woodwork, furniture, and light fixtures. Hor- 


ace Dodge and his family moved in sometime in late December, when he ordered 
the stoppage of electric and gas service at their home at 475 East Grand Boulevard 
in Detroit. The new mansion had an enormous boathouse and docks for Horace’s 
yachts and speedboats. Building Rose Terrace, however, did not by itself bring 
Horace Dodge and his family instant acceptance into upper-crust Grosse Pointe 
society. S 

Commissioning increasingly larger yachts did, however, bring Horace Dodge 
some status in Grosse Pointe. The first Dodge speedboats (Lotus and Hornet), dis- 
cussed in an earlier chapter, did not impress his wealthy neighbors. However, 
Horace’s 96-foot steam yacht, designed by Peter Studer and also called the Hornet, 
brought grudging recognition. This was a “day yacht,” a vessel with dining facili- 
ties but with no overnight accommodations. Dodge Brothers designed and built 
the quadruple-expansion oil-fired engine, rated at 1,000 horsepower, at their 
machine shop on Monroe Avenue in Detroit. A pair of Deering water-tube boilers 
provided steam at 600 pounds pressure. This yacht featured a tri-screw design and 
could reach a speed of 35 miles per hour. After Mrs. Horace Dodge christened the 
Hornet on 6 July 1905, the Detroit Shipbuilding Company plant on Orleans Street 
in Detroit installed the engines and boilers, and the yacht went into service in 1906. 
Horace sold the Hornet in 1911 to Ora J. Mulford of Detroit, who renamed it the 
Viking.*? 

The Dodge brothers replaced the Hornet with the Hornet II, an even faster 
yacht. Maritime engineer Alfred Seymour designed the Hornet I, christened on 
19 April 1910 by John Dodge's daughter Winifred at the Great Lakes Boat Works 
in Detroit. This steel-hulled 99-foot vessel had a pair of 1,000 horsepower quadru- 
ple expansion steam engines designed by Horace Dodge and could achieve a speed 
of 41 miles per hour, supposedly the fastest yacht in the world. Although the Hornet 
IT was scrapped in 1921, one of its engines has survived in the collections of the 
Smithsonian Institution. The Detroit Motor Boat Club (Detroit Boat Club) elected 
Horace Dodge commodore in December 1913, replacing prominent newspaper 
publisher William Scripps. Horace was also instrumental in organizing the Miss 
Detroit Powerboat Association to build a powerboat to represent Detroit in the Gold 
Cup Trophy race. Miss Detroit won the Gold Cup on 14 August 1915 at Manhasset 
Bay in Long Island Sound.”° 

John and Horace Dodge also wanted a “cruising yacht,” complete with sleep- 
ing chambers. They commissioned the New York firm of Gielow & Orr to design a 


185-foot vessel that required a crew of thirty. The Robins Dry Dock Company of 
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Day yacht Hornet (1905). Courtesy of the Dossin Great Lakes Museum, Detroit. 


Brooklyn, New York, built the steam yacht Nokomis, christened by Horace’s daugh- 


ter Delphine on 20 December 1913. Horace Dodge even received a “Compli- 
mentary Frank” from the Marconi Wireless Telegraph Company of America grant- 


ing him and the Nokomis free unlimited service between any of the Marconi 
Company’s ship and shore stations. Its use was restricted to “personal social mes- 
sages” and could not be used for “business or political communications.” When 
the U.S. Navy requisitioned the Nokomis for service in the First World War, the 
Dodges held a special farewell ceremony at the Detroit docks in May 1917 to see 
her off. The Dodges produced a farewell booklet and sister Delphine (Della) Dodge 
wrote an emotional poem, “Nokomis, Goodby!” for this occasion: 


The wind is lashing the somber lee, 

And the foam-flecked waves roll high, 

And my heart is stiller like the stormy sea, 
As you sail from the shores of “Used-to-Be’ 
Goodby, Nokomis, goodby! 


You've served me well in days of yore, 


When the sun shone bright on high, 


Go now and weather the storms of war, 


And make me proud of the name you bore. 


Goodby, old friend, goodby!?! 
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In December 1917, the U.S. Navy recommissioned the vessel U.S.S. Kwasid and 
it served as a submarine chaser on the East Coast of the United States. Sold at the 
end of the war, the Nokomis finished its life as the Saelmo and later as the Dupont. ?? 

The Dodges quickly commissioned an even bigger yacht, the Nokomis 11, also 
designed by Gielow & Orr. The Pusey & Jones Company shipyard in Wilmington, 
Delaware, completed the vessel in late 1917, but the U.S. Navy requisitioned 
the ship before it was finished and commissioned it as the U.S.S. Nokomis on 
3 December 1917. This yacht was 243 feet long, with a beam of 31 feet, and was 
capable of sixteen knots. With a crew of 103, the U.S.S. Nokomis patrolled the 
Atlantic coast during the war and remained in service with the U.S. Navy for two 
decades.”* 

Having lost two of his yachts to government service, Horace Dodge bought 
the yacht Caroline (1917) from Edward Ford of Toledo in late 1917. He renamed 
the 187-foot-long steam yacht the Delphine in 1919 after his daughter. Horace 


had previously owned a 45-foot gasoline-powered launch, also called the Delphine, 
which he bought in 1914. Delphine Dodge and her husband James Cromwell 
spent their honeymoon in June 1920 on the yacht Delphine. After a new yacht of 
the same name went into service in 1921, Horace’s widow, Anna Thomson Dodge, 
sold the Delphine/Caroline to Mrs. Joseph B. Schlotman of Grosse Pointe Shores. 


She renamed it the Stellaris and it remained in active service for another decade. 


A New York City-based cruise company purchased the vessel in 1941, renaming 
it the Sylph 11.54 

John Dodge commissioned one last large boat before he died. The Francis, 
completed in December 1920, was a 104-foot-long cruiser, powered by four 
Murray and ‘Tugurtha engines generating 1,600 horsepower combined, driving 
triple screws. The Great Lakes Boat Building Corporation of Milwaukee built this 
cruiser, which was intended to have an operating speed of 30 miles per hour. At 
the first official trials, the Francis achieved 31.3 miles per hour.” 

Construction began in June 1920 at the Great Lakes Engineering Works yards 
in River Rouge, Michigan, on an enormous yacht, briefly called the Delphine II 
until they sold her namesake. Delphine Dodge Cromwell christened the vessel 
on 2 April 1921, well after her father's death. Designed by H. J. Gielow, this was 
the largest private yacht on the Great Lakes, some 258 feet long. It cost $2 mil- 
lion, featured nine staterooms and a $60,000 pipe organ, and required a crew of 
sixty. It suffered a disastrous fire and sank in September 1926 on the Hudson 
River. Anna Thomson Dodge, by then Mrs. Hugh Dillman, had the yacht raised 
and refurbished at a cost of $800,000. The U.S. Navy requisitioned the Delphine 
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Farewell to the Nokomis, 16 May 1917. Left to right: John F. Dodge, Adolphe Vocelle, 
Albert Andrich, unidentified naval officer, Robert Oakman, Edward Fitzgerald, Horace E. 
Dodge, and Mayor Oscar Marx. Courtesy of Walter Reuther Library, Detroit News 
Collection, Negative No. 19993. 
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in January 1942, renamed it the U.S.S. Dauntless, and assigned the vessel to 


Admiral Ernest J. King, who used it in the Chesapeake Bay. Mrs. Dodge refur- 
bished the Delphine after the war and used it until 1955. This magnificent yacht 
has changed hands several times since the early 1960s, but is still sailing in 
European waters and is owned by a Belgium industrialist. The Delphine under- 
went a thorough restoration starting in 1997 and was rechristened in 2003 at 


Monaco.?°® 


Horace’s wife Anna was much more interested in joining upper-crust social cir- 
cles than was he. The Horace Dodges wintered in Palm Beach, Florida, where 
Anna Dodge launched daughter Delphine into social circles more exclusive and 
cosmopolitan than upper-crust Detroit society. Horace boosted their status in Palm 
Beach by donating $50,000 to the local Good Samaritan Hospital. Delphine met 
James H. R. Cromwell, who was from a prominent Philadelphia family, and the 


two married in June 1920. More than three thousand members of the Detroit and 


Philadelphia elites attended the wedding, which featured ostentatious displays of 


Dodge wealth everywhere. Horace presented Anna with a five-strand pearl neck- 
lace that had belonged to Russian Empress Catherine the Great and cost $825,000. 


Horace gave his daughter, among many expensive presents, a more modest neck- 
lace worth $100,000. Following Delphine’s wedding, Anna Dodge convinced Hor- 
ace to buy a large seaside villa in Palm Beach, appropriately named Villa Marina. 
Anna constantly strove to stand on an equal footing with the wealthiest scions who 
wintered there.”’ 

John Dodge, like his brother Horace, did not always feel comfortable with his 
wealth, but he did not refrain from spending it conspicuously. In 1906, he moved 
into his new $250,000 home on East Boston Boulevard in Detroit, designed by 
Smith, Hinchman & Grylls. This was the last house in which he lived. When he 
built the Boston Boulevard house, John Dodge purchased a 320-acre farm in 
Rochester, north of Detroit, as a country retreat. With additional parcels, he cre- 
ated the sprawling Meadow Brook estate. At the time of his death, John Dodge 
was building an enormous mansion on Lake Shore Drive in Grosse Pointe. John 
and Horace Dodge and friends Oscar Marx and Robert Oakman welcomed in 


the new year of 1920 at John Dodge's Boston Boulevard home. Ironically, John 


told his guests, “This is the last time that my brother and I will ever greet the 
New Year in this house.”°® 

Smith, Hinchman & Grylls designed John Dodge's Grosse Pointe mansion, to 
be finished in fall 1920. This Tudor-style house featured granite from the famous 
Weymouth quarries in Massachusetts. About 150 stone cutters who had worked 


on Andrew Carnegie’s Skibo castle were hard at work on the Dodge house in 
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Matilda and John Dodge next to a transplanted tree at their unfinished Grosse Pointe man- 


sion, 1919. Courtesy of Oakland Universitys Meadow Brook Hall. 


1919. It would have 110 rooms and 24 baths, a 4,000-square-foot servants’ wing, 
and a swimming pool. John and Matilda planned the grounds as carefully as the 
house. They moved huge trees hundreds of miles and built enormous flower gar- 
dens. The finished estate would include a miniature farm to raise vegetables and 
livestock, along with sprawling greenhouses. John Dodge spent $4 million on the 


mansion before he died, but Matilda Dodge never finished this house, which she 
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John and Matilda Dodge's unfinished Grosse Pointe mansion, 1919. Courtesy of Oakland 
University’s Meadow Brook Hall. 


left vacant and subsequently demolished in 1941. She instead built Meadow Brook 
Hall (1929), which also cost $4 million, in Rochester.” 

John and Matilda Dodge also spent lavishly on social events to showcase 
their wealth and to achieve some acceptance in Detroit society. Daughter Winifred’s 
social debut in December 1913 featured an elaborate dinner dance at the Pont- 
chartrain Hotel in Detroit. Decorators turned the ballroom into a replica of an 
English garden, complete with plants, flowers, and songbirds hidden in the shrub- 
bery. On 30 October 1916, Winifred married William Gray, Jr., the son of a Detroit 
banker. One of her bridesmaids was Josephine Clay, the sister of Eleanor Clay, 
future wife of Edsel Ford. As a wedding present, John Dodge gave the newlyweds 
a large house at 1723 Iroquois Avenue in Detroit's fashionable Indian Village neigh- 
borhood. Still, Matilda Rausch Dodge never sought acceptance by Grosse Pointe 
society as desperately as Anna Thomson Dodge did.© 

John and Horace Dodge were not alone in receiving little recognition for their 
accomplishments. All of the Detroit automakers struggled for social acceptance. 
An examination of The Book of Detroiters (1908), the principal guide to Detroit's 
elite, speaks to the Dodges’ low profile in the community. Thomas J. Mahon, the 


lawyer John Dodge attacked in a bar fight, had a biographical sketch of seven lines, 
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the same amount of space given to Henry Ford. John Dodge and James Couzens 
had three lines each, and Horace Dodge was not listed at all. Two automobile exec- 
utives associated with the Chalmers Motor Car Company, Roy D. Chapin and 


Howard Coffin, had eleven lines of text and Henry Leland received ten lines.°! 


The pattern remained the same in the revised edition of The Book of Detroiters, 
published in 1914. John Dodge's entry expanded to ten lines and Horace was ab- 
sent again, probably because he simply refused or neglected to send information 
to the editor. Henry Ford’s entry had grown to eighteen lines, while James Couzens 
had nineteen lines. Although Henry Leland and Roy D. Chapin were arguably less 
significant to the automobile industry and to the Detroit community than Ford or 
Couzens, Leland’s entry stood at twenty-three lines and Chapin’s at twenty-seven 
lines of text.©? 

In time, both John and Horace Dodge slowly made their way into most of the 


clubs of the elite. In the case of the Detroit Club, neither was a member as late as 


1913, but they were admitted sometime before 1920. They both became members 
of the DAC and the Detroit Golf, Yacht, Motor Boat, and Country Clubs. Both 
belonged to a half-dozen additional golf/country clubs in the metropolitan Detroit 
area. Horace was more active than brother John, in part because of his serious 
interests in yachting and music. He belonged to the Larchmont (New York) Yacht 
Club, the Atlantic Yacht Club, the Chicago Yacht Club, the Chamber Music 
Society, and the Detroit Symphony Society. Horace was also a member of the New 
York Athletic Club, Detroit Curling Club, Racquet Club of Philadelphia, and a 
half-dozen other athletic clubs. John and Horace were members of the Detroit 
Board of Commerce. By the late 1910s, both had joined a wide variety of presti- 
gious social clubs in Detroit and elsewhere. They were not content, however, to 


merely enjoy their fortunes and the benefits that came with wealth.°? 


Charitable Contributions, Public Service, and Politics 


Both John and Horace Dodge made substantial contributions to Detroit chari- 
ties, especially in the late 1910s. In John’s case, wife Matilda and sister Della 
Eschbach (Ashbaugh) “steered” his generosity toward their pet causes. While 
Anna Thomson Dodge did the same with husband Horace, he was more inde- 
pendent when it came to donations than brother John. There is no comprehen- 
sive listing of the Dodge brothers’ charitable contributions, so the discussion 


below is necessarily incomplete. Their largest gifts came in 1919, reflecting in 
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part the windfall each received ($12.5 million) from the sale of their Ford Motor 
Company stock that year. John and Horace made donations to separate charities 
as well as identical donations to the same worthy causes. 

One of the first substantial Dodge donations was a gift of $35,000 from John 
Dodge to the Detroit Federation of Women’s Clubs in 1913, to be used for a club 
house. John’s sister Della was the president of the federation at the time. The fed- 
eration purchased an existing residence at Hancock and Second Avenue in Detroit, 


then remodeled the house and built an addition to serve as an auditorium. Matilda 


Dodge presented the keys to the club house to the federation when the facility was 


formally dedicated in late January 1916. Expressing their gratitude, the federation 
published a lengthy tribute to John Dodge following his death. Another charity 
Della was committed to was the Salvation Army Rescue Home for Girls and Women, 
which launched a $60,000 fund-raising campaign for a new facility in April 1916. 
Dodge Brothers made an initial donation of $2,500 to kick off the campaign.°* 

Both Dodge wives did more than simply steer contributions from their hus- 
bands to their favorite charities. Anna Thomson Dodge was the chair of the fac- 
tory committee of the Red Cross Christmas seal campaign of December 1913. 
Right before Christmas, the committee announced total sales of 130,000 seals, 
with Mrs. Dodge personally selling 109,000 of the total. Seventy-five percent of 
the moneys raised went to support poor patients at the Detroit Tuberculosis 
Sanitarium. Sister-in-law Matilda Rausch Dodge was chair of the committee 
charged with selling Christmas seals to drug stores. The following February, Anna 
Thomson Dodge made a donation of $12,000 for an addition to the Detroit Tuber- 
culosis Sanitarium. The gift funded a separate building to house twenty children 
suffering from this disease.” 

Horace Dodge became a key promoter of the fledgling Detroit Symphony 
Orchestra (DSO) in the late 1910s. In 1918, he helped finance the search for a 
permanent conductor who could give the DSO world-class standing. The DSO 
hired Ossip Salomonowitsch Gabrilowitsch, a brilliant pianist who was also Mark 
Twain's son-in-law, in part because Horace and Anna Dodge were partial to pian- 
ists. Gabrilowitsch, or “Gabby,” as he known less formally, agreed to come to Detroit 
only if the DSO had a new concert hall.°° 

Horace Dodge personally contributed at least $100,000 for the construction 
of a concert hall and led the fund-raising campaign for the rest of the $1 million 
that was needed. He was a substantial stockholder (250 shares of the total of 2,650) 
in the corporation established in April 1919 to build the facility and was one of the 


nine original directors. He was also one of several directors of the Detroit Symphony 
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Society, which served as the business management team for the DSO and as fund- 
raisers (the director managed the orchestra) from 30 May 1919 until his death in 
December 1920. Orchestra Hall, built in a record four months, opened in October 
1919 and served as the DSO’s home in 1919-39 and from 1989 to the present. 
Ironically, the DSO played in the Henry and Edsel Ford Auditorium in Detroit's 
riverfront from the mid-1950s until 1989. Horace Dodge’s love for music was 
renown. At one point, he left a hunting expedition in northern Michigan to catch 
the performance of a favorite concerto. He supposedly chartered a train to Detroit, 
arrived at Orchestra Hall just in time, and sat in the back of the concert hall wear- 
ing his hunting clothes.°’ : 

The DSO played at the wedding reception of Horace’s daughter Delphine in 
June 1920 and at Horace’s funeral, in recognition of their most important sup- 
porter. Upon the death of Horace Dodge, the Detroit Symphony Society offered 


the following resolution: 


The unfailing sympathy and support given by Mr. Dodge to the Symphony 
Orchestra have been of inestimable value to the City, as through his generosity the 
Orchestra has been enabled to reach a higher plane than otherwise would have 
been possible. While his modesty forbade his taking any prominent part in the 
affairs of the organization, his appreciation of its excellence, and his ready gen- 
erosity in helping its development, have been of the highest value to the Society, 


and an inspiration to those working with him. 


After Horace Dodge's death, Victor Herbert composed “The Dodge Brothers 
March,” dedicated to Horace Dodge “in appreciation of his generous efforts towards 
the advancement of American music.” Dodge support for the DSO did not end 
with Horace Dodge's death. For the entire decade of the 1920s, Anna Thomson 
Dodge remained a stockholder and director of Orchestra Hall and a director of the 
Detroit Symphony Society. She made an additional donation of $25,000 in February 
1921, only two months after Horace’s death.® 

Both men made large contributions to their own pet charities. John Dodge's 
1919 donations included $137,400 to the Salvation Army; $62,597 to the Detroit 
Federation of Women’s Clubs; and $250,000 to the First Presbyterian Church of 
Detroit, Matildas church. John’s gift to the Presbyterian Church (the First 
Protestant Society of Detroit) consisted of $150,000 for its endowment fund and 
$100,000 for a “settlement house” to help new arrivals to industrial Detroit settle 
into an unfamiliar environment. The Dodge Community House, located at 6201 


Farr Avenue in Detroit, not far from the Dodge Brothers factory, finally opened in 
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November 1925. In early January 1920, before he left Detroit for New York City, 
John Dodge gave an additional $6,500 for “child welfare work” to the Federation 
of Women’s Clubs to provide “Penny Lunches’ for schoolchildren. In 1919 alone, 
John Dodge made charitable donations amounting to $504,848, including several 
that were the same as his brother’s.°? 

Horace Dodge's contributions to charity in 1919, some $147,971, appear much 
less generous than John’s, but this figure does not include the $100,000 (possibly 
$150,000) in gifts to the Detroit Symphony Orchestra. His gifts in 1919 included 
$25,000 to the Protestant Orphan Asylum, $10,000 to the First Presbyterian Church, 
which John attended, and $54,738 to the Westminster Presbyterian Church. In July 
and November 1920 he gave an additional $80,000 to the Protestant Orphan Asylum. 
At Anna Dodge's urging, Horace also donated $50,000 to the Good Samaritan 
Hospital in Palm Beach in April 1920. Following Horace’s death, one Detroit news- 


paper pointed out that Horace Dodge made numerous donations anonymously. 
Among other things, he paid for the college education of dozens of young men, with- 


out them ever knowing their benefactor. Horace Dodge, wife Anna, and daughter 


Delphine became members of the Jefferson Avenue Presbyterian Church in 1912 
and 1913, but they were probably not large benefactors during Horace’s life. Anna 
Thomson Dodge made a large anonymous donation after Horace’s death for a new 
church building, which opened in 1925. The Horace Dodge Memorial Chapel there 
acknowledges that donation.”° í 

John and Horace Dodge also supported churches that many of their employ- 
ees attended. In 1919, they each donated $7,500 to the African Methodist 
Episcopal Church and $2,500 to the Hamtramck Polish Catholic Church (St. 
Florian’s). The brothers often made identical contributions to broad community 
charities. They donated $25,000 each to the American Red Cross Fund in the sec- 
ond half of 1917. The YMCA War Fund received gifts of $6,500 from John and 
Horace in March and April 1918. Starting in June 1918, the two brothers made 
substantial regular gifts to the Detroit Patriotic Fund, an all-purpose community 
charity that became the Detroit Community Fund in the early 1920s. Between 15 
June 1918 and 15 May 1919, John and Horace Dodge each gave $50,000 to the 
Detroit Patriotic Fund, and an additional $25,000 each on 31 December 1919. 
Their donations of $150,000 in 1918—20 were the eighth largest overall and fifth 
among automakers, after Henry Ford, James Couzens, and the owners of Packard 
Motor Car Company and the Hudson Motor Car Company. Dodge Brothers, the 
automobile company, donated $50,000 in 1921, 1922, and 1923, continuing the 
tradition started by John and Horace Dodge.” 


14) 


lo 


Chapter Five 


Unlike brother Horace, John Dodge developed an interest in politics and 
became a powerful political figure in Detroit in the 1910s. Before Detroit voters 
elected Hazen S. Pingree (Republican) as mayor in 1890, the Democratic Party 


machine had dominated Detroit politics. Pingree established Republican control 


of Detroit government until fall 1918, when a revised city charter went into effect. 
It replaced a forty-two-member Common Council elected by wards with a nine- 
member body elected at large. More important, all elections were held on a non- 
partisan basis starting in 1918, when James Couzens won the mayor's post. In the 
meantime, active Republicans like John Dodge had considerable influence.” 
Exactly how John Dodge became active in Republican politics is not clear. 
George Codd, Detroit's mayor in 1905—06, appointed him to the Detroit Water 
Commission in 1905 and he served in 1905—10 and briefly in 1913. During much 
of Dodge's term as water commissioner, he was chairman of the Committee on 
Extension and Construction, which considered thousands of requests to extend 
the water lines into new neighborhoods. He served briefly as president of the Board 
of Water Commissioners in March—June 1910, when he left the commission. John 


Dodge and fellow commissioner and friend James Wilkie planned a new water 


pumping plant to serve the needs of the rapidly expanding city. Wilkie, appointed 


to the board in 1908 at the suggestion of John Dodge, was the chief mechanical 
engineer for Parke, Davis and Company, the pharmaceutical firm. Construction 
began in July 1909 but was not completed until five years later.” 

The work of the water commissioners was largely apolitical. Although John 
Dodge was in the (Republican) minority at the time, his one request for the 
appointment of a man to a job (inspector) was approved. That man, J. G. Everson, 
wrote to Dodge in June 1911 complaining that he had been fired by the water 
board because of his politics, despite his impeccable work record. A long news- 
paper feature on John Dodge in the Detroit News (20 October 1915) pointed out 
that when the new pumping plant was being planned, John Dodge and the other 
commissioners often met three nights a week. This was all unpaid public service 
on their part. The improvements to the Detroit water system that resulted from 
John Dodge's work were impressive. With the completion of the new pumping 
station, the water works plant was valued at $15 million, with less than $2 mil- 
lion in bonded debt. Detroit had one of the most modern urban water systems in 
the United States and among the lowest water rates. When John Dodge's politi- 
cal crony Oscar B. Marx became mayor of Detroit in January 1913, he reappoint- 


ed John Dodge to the Board of Water Commissioners. “+ 
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John Dodge also served as a member of Detroits Board of Street Railway 
Commissioners, a far more politicized and controversial job than that of water com- 
missioner. The privately owned streetcar lines serving Detroit had been the sub- 
ject of severe criticism from the public and from political leaders since the 1890s. 
Poor service, high fares, and the failure to extend lines into new neighborhoods 
were the main complaints. The Detroit United Railway (DUR) had a monopoly 
over streetcar service within the city since 1900, operating under a franchise from 
the Detroit Common Council. The Michigan state legislature empowered Detroit, 
through the Verdier Act of March 1913, to form a commission to purchase and 
operate a street railway system in the city.” 

In late May 1913, Oscar B. Marx, Detroits mayor in 1913-18, announced the 
first Detroit Street Railway Commission, which included Joseph S. Stringham, 
John F. Dodge, and William D. Mahon, the president of the Amalgamated 


Association of Street and Electric Railway Employees of America. Stringham 


declined the appointment and Marx took nearly two months to find the third com- 
missioner—James Couzens, a major stockholder in the Ford Motor Company, as 
well as its vice president and business manager. Couzens, with encouragement 
from Henry Ford, accepted the appointment in late July. John Dodge was named 


president of the commission at its first meeting.”° 


A curious subplot developed before John Dodge began any official work on the 
commission. He had spent three months in Europe, mostly a pleasure trip, and 
returned to Detroit in early July 1913. He had publicly announced his intent to study 


carefully public ownership of streetcar systems in Europe while touring, but upon 


his return, revealed that he had done little except to observe them in operation. He 
was unwilling at first to say anything about his European experiences. Less than three 


weeks later, after long discussions with Oscar Marx and his advisors, John Dodge 


declared European streetcar systems a great success and strongly urged Detroiters 
to push for municipal ownership. He claimed that he had carefully “studied” the sys- 
tems in Glasgow, Liverpool, and Sheffield, all of which were successful.’ 

One of the first acts of the new commission was to force the DUR in early 
August 1913 to rescind a threatened fare increase and to keep the 3-cent fare 
offered during “workingmen’s hours” on all of their lines. If the DUR carried out a 
threatened shutdown of part of their system, Henry Ford (at the urging of Couzens 
and Dodge) threatened to provide the city with 1,000 Ford automobiles to replace 
the streetcars. Couzens, Dodge, and Mahon strongly advocated Municipal Owner- 


ship (M.O.) of Detroit's street railways, but Mayor Marx no longer supported the 
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idea. The Street Railway Commission made an offer to the DUR later in summer 
1913, which the DUR rejected, claiming that it would not even cover their bonded 
debt. The DUR and the Street Railway Commission agreed to submit the ques- 
tion of M.O. to the voters in a special election in November 1915. If the voters 
approved, then the Circuit Court of Wayne County would determine the price, 
which would be binding on both parties.” 

William Mahon suddenly quit the Street Railway Commission in mid-April 
1914, marking the start of conflicts within the commission and between some 
members of the commission and Mayor Marx. Mahon claimed that he quit out of 
frustration over the lack of significant movement toward M.O. He blamed the polit- 
ical machine of Oscar Marx for preventing the commission from doing any signif- 
icant work. Mahon argued that the Marx machine did not support M.O. and had 
held a series of secret meetings with the DUR to sabotage the efforts for M.O. He 
further complained that James Couzens had been in California most of the time 
since his appointment and that John Dodge refused to share commission docu- 
ments with him. Several newspapers articles reporting his resignation pointed out 
that Mahon had also seldom been available for commission meetings, making it 
impossible for the group to function. Two days after Mahon’s resignation, Mayor 
Marx named Water Commissioner James Wilkie to fill Mahon’s seat.” 

Internal bickering and public disputes raged on. In mid-May 1914, the Detroit 
Journal claimed that Marx’s political machine was angry with James Couzens 
because he was “stealing the glory” from John Dodge regarding the work of the 
Detroit Street Railway Commission. Dodge, who was the chairman of the Board 
of Street Railway Commissioners in 1914, had developed a plan for a subway to 
relieve downtown surface congestion, but Couzens adopted the plan as his own. 
At the same time, Mayor Marx hosted a ground-breaking for the construction of a 
new sixteen-mile belt line for the DUR, essentially killing off M.O in the mind of 
his critics. Marx and his political machine had pushed approval of this line through 
the Detroit Common Council. James Couzens roundly criticized this new line and 
Marx’s support for the DUR. In mid-October 1914, John Dodge temporarily 
derailed the DUR’s cross-town line by refusing to grant them permission to com- 
plete a key junction.®? 

Despite the dangers inherent in this political minefield, John Dodge remained 
a strong advocate of M.O. He also worked hard to keep the system operating well 
while the issue was being decided. In May 1915, the street railway workers went 
on strike after the DUR fired Motorman Peter J. Whaling. They shut down the 


entire system for a day. William Mahon turned down a compromise offered by the 
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Street Railway Commission and planned to ask the union members to endorse a 
continuing strike. John Dodge attacked Mahon, first by saying, “You have been 
spoiling for a fight all day. Now you are going to get it.” Dodge argued that while 
he was friend of the workers, including the street railway workers, and was not 
sympathetic to the DUR, he strongly believed that the union had no right to deny 
workingmen all over Detroit the right to get the work. John Dodge attended the 


union meeting the following morning and directly appealed to the men to approve 


binding arbitration to settle the dispute. He delivered a powerful speech that won 


the men’s approval: 


I’m looking forward to the day when there won't be any D.U.R. You help get us 
possession of the car lines for you, and the trouble between you and your employ- 
ers will end. I say this because I know all you want is a square deal. . . . 

Boys, I had 8,000 men who walked to work yesterday morning. Those fellows 
are workingmen, just like you and I. Some of them walked seven miles to the shop, 
and did it without a murmur. We hauled them home the best way we could last 
night, but a lot of them walked again today. 

After all, these men and you are all part of one big corporation. We're all part 
of the city of Detroit. That’s why municipal ownership of the street railways will 
succeed. You'll be working for yourself and for the men you haul on the cars. 


The workers voted unanimously in favor of arbitration. James Couzens was named 
the third arbitrator, along with the state labor commissioner and a representative 
from the DUR. They ruled in favor of the union and the DUR reinstated Whaling.*! 

John Dodge inevitably got caught up in the political mudslinging that became 
part of the M.O. controversy. Opponents argued that because the Dodge Brothers 
factory was in Hamtramck and the Ford factory in Highland Park, both outside of 
Detroit, neither Dodge nor Couzens had to worry about the tax ramifications of a 
Detroit takeover of the streetcars. John Dodge fired back by reprinting his check 
for his July 1915 taxes to Detroit (more than $18,000) in the Detroit News. Re- 
markably, he missed much of his daughter Winifred’s wedding reception in order 
to speak in favor of municipal ownership at a mass public meeting at the Detroit 
Armory at the end of October.” 

Municipal Ownership lost in a referendum vote in November 1915, in large 
part because the public did not know the price tag for acquiring the DUR system. 
Journalist William Lutz argued that the referendum would have passed if Couzens 
and Dodge had followed Police Commissioner Gillespie’s suggestion that they 


give the saloon owners $5,000 to ensure passage. Donald Davis claims that in the 
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aftermath of that defeat, John Dodge dropped his public support for Municipal 
Ownership, while Couzens became even stronger in his advocacy.*? 

John Dodge attended his last meeting of the Board of Street Railway 
Commissioners on 9 July 1918 and resigned by the end of 1918. James Couzens 
decided to run for mayor in 1918 and no one gave him any chance of winning. John 
Dodge claimed that Couzens could not get elected dogcatcher or coroner. In early 
August 1918, three weeks before the primary election, Couzens pulled off a mag- 


nificent publicity stunt. The DUR had recently raised fares on some lines from five 


to six cents and Couzens refused to pay the higher fare. He also refused to get off 
the car and when news of his action spread, hundreds of other riders followed suit 


and the DUR briefly shut down their lines, leading to sporadic rioting around the 


city. The DUR rescinded the fare increase and the voters rewarded Couzens by 
electing him mayor in November 1918. Yet another referendum approving city pur- 
chase of the DUR, this time with a price of $31.5 million attached, also went down 
in defeat in April 1919. James Couzens served as mayor of Detroit in 1919-22, 
kept pushing for Municipal Ownership, and, in 1922, finally achieved it.** 

John Dodge became a major supporter of Oscar Marx's political machine right 
after Marx became mayor of Detroit in 1913. Norman Beasley and George W. Stark, 
longtime Detroit newspaper reporters, claimed that John Dodge spent a fortune 
bankrolling Marx in the 1910s. Marx enjoyed his friendship and support, while 
John Dodge did not ask for specific favors or privileges. Rather than political power, 
Dodge wanted political influence, which Marx gladly granted him.®° 

The triumvirate of John Dodge, Robert Oakman, and. Oscar B. Marx, who 
served as mayor of Detroit in 1913-18, controlled the Republican Party in the 
Detroit area throughout the 1910s. John Dodge urged Marx to name James Couzens 
to the Detroit Street Railway Commission in July 1913. When Marx attempted to 
salvage his mayoral reelecting campaign in September 1916 by appointing James 
Couzens as police commissioner, he consulted with John Dodge about the deci- 


sion. John Dodge was among the seven largest Michigan contributors to the 


national Republican Party in 1916 and was one of thirty Michigan delegates sent 
to the June 1916 Republican National Convention in Chicago. Charles Evans 
Hughes, the Republican presidential nominee in 1916, visited the Dodge Brothers 
factory as a guest of John Dodge on 7 August 1916. John Wanamaker, a prominent 
Philadelphia Republican, asked John Dodge in late October 1916 to place 
Republican political advertisements in Michigan papers for the presidential elec- 
tion. Dodge responded, “Personally, I feel I have done all I can afford to do and it 


is useless in my case to ask either our City or County Committee [to contribute] 


The Dodge Brothers in Perspective 


y) 


as they are both bankrupt. Affairs in Michigan appear to have been badly handled 
John Dodge became the chair of the Michigan Republican Party Finance 
Committee in 1918. Ina “political letter” addressed to prominent Michigan Rep- 
ublican Thomas H Newberry, Cameron Currie made the following observation 
about John Dodge's political power: “John, I think, is the unquestioned ‘Warwick’ 
of the present dominant section of the local Republican interest, and can have 
them do his will by a mere word.” Many of his Republican friends wanted him to 
run for the U.S. Senate when William Alden Smith retired in 1918, but he refused. 
In March 1918, he denied rumors he would run for the Senate and then further 
denied in July 1918 that was interested in any public office. On the eve of John 
Dodge's death in January 1920, Frank O. Lowden, the governor of Illinois and a 
presidential candidate, tried to arrange a meeting with him in Detroit, but Dodge's 
illness intervened.®° 

Detroit’s newspapers accused John and Horace Dodge of enjoying special treat- 
ment from police and judges because of their personal and political ties to Oscar 


Marx and his political machine. In late August 1913, Police Commissioner John 


Gillespie denied that he had provided Dodge with four police officers to guard his 
Boston Boulevard home. He admitted, however, that he had assigned a single off- 
cer to stand guard there because Dodge reported some unsavory characters lurk- 
ing around the neighborhood.®’ 

A more serious incident took place in early October 1913. John Dodge was at 
the wheel of his car with Oscar Marx on board when he smashed into a Hupmobile 
on Jefferson Avenue in Grosse Pointe. Dodge, who was driving at least 45 miles 
per hour at the time, never stopped, but the accident was witnessed by a motor- 
cycle officer who caught up with the Dodge car. John Dodge reportedly said, “That'll 
teach them to keep to the right.” The Detroit Journal, which doggedly pursued this 
story, asked Oscar Marx why he and Dodge told different accounts of this incident. 
Mayor Marx went into a rage and nearly assaulted the reporter. The officer filed 
charges against Dodge, who then pleaded guilty to speeding and was fined $50. 
The “trial” took place secretly in the private home of Grosse Pointe Village Judge 
Robert Trombley, at John Dodge's convenience. The criminal justice system evi- 
dently offered special privileges to well-connected millionaires.°° 

The same can be said for brother Horace. The Detroit News reported in early 
November 1916 that Horace Dodge had failed to report in police court to face 
charges of speeding filed two weeks earlier. The next month, Wayne County Sheriff- 
Elect Edward F. Stein announced the appointment of Horace E. Dodge as under- 


sheriff effective January 1917. Horace apparently enjoyed the role of millionaire 
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undersheriff. He agreed to accompany Sheriff Stein and pal Robert Oakman in 
transporting four murderers from Detroit to the state prison in Marquette, in the 
central part of Michigan’s Upper Peninsula, in February 1918. They rented a pri- 
vate rail car for the occasion, at a cost of $1,000. Dodge and Oakman flipped a 
quarter to decide who would pay for the car and Dodge lost. They reportedly got 
stuck temporarily in a serious snowstorm in St. Ignace, just north of the Straits of 
Mackinac. The prisoners did not seem to mind the delay.®? 

These incidents aside, John and Horace Dodge were a powerful force in Detroit 
society throughout the 1910s, participating significantly in politics, civic affairs, 
and charitable endeavors. They were ndt content to simply enjoy the benefits of 
their success as automotive suppliers to Ransom Olds and Henry Ford and as man- 
ufacturers of their popular nameplate. The company John and Horace Dodge 
founded survived their deaths, first as an independent producer until 1928, then 
as a key division of the Chrysler Corporation in 1928-98, and finally as a signifi- 
cant nameplate among the vehicles sold by DaimlerChrysler since 1998. 


Sues 


Dodge Brothers under 
Frederick J. Haynes, 1920-1925 


Dodge Brothers offers to the business public of America an entirely 
new principle in Coupe body construction. 

It is the first all-steel closed car ever marketed. The design antic- 
ipates every possible requirement of commercial travel. It insures 


unique quietness—unusual grace—unusual stamina. 


Motor World, June 1922 


odge Brothers survived without its founders and continued to produce cars 
De trucks profitably through most of the 1920s. Top executives seasoned 
during the 1910s and groomed to run the frm provided management stability and 
continuity. With Horace Dodge absent, the Dodge Brothers board of directors put 
Frederick J. Haynes in charge in May 1920, and he served as president through 
April 1926. After suffering a severe drop in sales and profits in 1921, as did the rest 
of the auto industry, Dodge Brothers recovered and enjoyed considerable success. 
Dodge Brothers was the first American automaker to introduce all-steel closed 
bodies for some of its 1923 models. ‘The company entered the truck business in a 
major way through a sales partnership in 1921 with Graham Brothers, a manufac- 
turer of medium and heavy-duty trucks. The most significant change came when 
Matilda Rausch Dodge and Anna Thomson Dodge sold the company to the invest- 
ment banking firm of Dillon, Read & Company in April 1925. The sale marked the 
end of any direct Dodge family involvement in the company that John and Horace 
founded in 1900. 
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The Frederick Haynes Era 


On 13 January 1921, after Horace Dodge’s death, the Dodge directors (Howard B. 
Bloomer, Frederick J. Haynes, and John Ballantyne) named Frederick J. Haynes 
president and elected Arthur T. Waterfall as its fourth member, but only after con- 
sulting with the two Dodge widows. They named Harry V. Popeney, who had served 
as secretary, as the fifth board member in July 1921. The Dodge Brothers direc- 
tors signed a five-year contract with Haynes in October 1921 to serve as “active 
executive head” (president) of Dodge Brothers for five years at an annual salary of 
$150,000 net of taxes. i 

Howard Bloomer had initially turned down the opportunity to become chair- 
man of the board at Dodge Brothers, mainly because he was advising both widows 
on the management of their estates and felt uncomfortable wearing both hats. In 
late February 1922, Bloomer agreed to serve, but did so only after getting two strong 
endorsements from both widows. He also signed a five-year contract dated 15 
March 1922 for the same salary paid to Haynes 

In March 1922, the Dodge Brothers directors also agreed to spend up to 
$350,000 to purchase lands to donate to the State of Michigan to create parks in 
memory of John and Horace Dodge and to create favorable publicity for the com- 
pany. In fall 1922, the company announced the donation of eleven park sites total- 


ing 627 acres. This gift created the first permanent memorial for the two brothers.’ 


Around 1914, John Dodge had purchased real estate some fifteen miles east 


of Pickford in the far eastern end of the Upper Peninsula to give himself, Horace, 
and friends an enjoyable place to hunt and fish. He originally built a spacious main 
lodge and a caretaker’s dwelling, and then added five guest cabins shortly there- 
after. He named this retreat the Munuskong Hunting and Fishing Club and invited 
his friends to become members. The club members probably bought the property 
from John Dodge's estate following his death. In mid-December 1924 the Dodge 
Brothers board of directors approved the purchase of this property for $55,000, 
and turned it over to the State of Michigan fora state park. Dodge Brothers claimed 
the property was worth $80,000 when the firm transferred it to the state in March 
Ons 

A listing of Michigan state parks in 1926 showed a total of only ten Dodge 
Brothers parks (numbers 2—10 and Munuskong). Seven were in Oakland County, 
north of Detroit, while Monroe, Macomb, and Chippewa Counties had one each. 
Three of the ten were still “undeveloped,” while two were under development in 
1926. A 1931 listing in the Michigan Gazetteer listed the same three parks 


Frederick J. Haynes, 1927. Courtesy of NAHC. 
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(numbers 3, 7, and Munuskong) as undeveloped. By 1939, Dodge Park No. 1, on 
Island Lake in Livingston County, was also open for visitors and campers.* 

Dodge Brothers was in many respects controlled by the ghosts of the Dodge 
brothers until the property changed hands in 1925. John and Horace Dodge's wid- 
ows continued to influence the Dodge Brothers operations. The directors declared 
a special dividend of 120 percent ($12,000,000) at the end of 1921 to help the 
two estates pay heavy federal and state inheritance taxes that were due. John 
Dodge’s estate also needed cash to fight John Duval Dodge’s lawsuit contesting 
his father’s will.’ 

Interactions between the Dodge Brothers management and the two (largely 
absent) widows were not always pleasant. Anna Thomson Dodge was particularly 
troublesome. In late 1922, the Dodge Brothers board of directors pledged $50,000 
for the Detroit Community Fund (formerly the Detroit Patriotic Fund) for 1923, 
and the Dodge Brothers employees pledged an additional $15,000. They had ear- 
lier made identical donations for 1921 and 1922. Anna Thomson Dodge criticized 


their gift as overgenerous and suggested they reconsider the commitment. The 
board agreed only to explain their reasoning to her, but had no intention of with- 
drawing the pledge, fearing a public relations disaster. At the same board meeting, 
they revealed that Dodge Brothers had lent Anna Thomson Dodge $1,150,000 by 
depositing funds in her bank account at her request. The board resolved to stop 
advancing funds to her and to insist that she repay the existing loans promptly. In 
mid-December 1923, she also demanded, through a letter from her attorney, that 
the Dodge Brothers board of directors obtain her approval before starting negoti- 
ations to sell the business or its stock. She also objected to any employment con- 
tracts with anyone outside the company unless approved by Frederick Haynes and 
John Ballantyne.® 

Such interference was unusual and of little import, primarily because the 
Dodge widows trusted Frederick Haynes's managerial ability, and with good rea- 
son. Haynes and the others whom the Dodge brothers groomed to take over the 


firm provided conservative leadership during the five years following their deaths. 


The firm weathered the severe recession of 1921, introduced a variety of new mod- 
els, and enjoyed moderate to robust profits. 

Dodge Brothers management was usually cautious and conservative. The firm 
faced a serious staffing crisis during the first half of 1922, when many workers 
began quitting, largely because Dodge Brothers had not granted a pay raise in more 
than a year and the cost of living was rising sharply. Instead of granting an across- 


the-board permanent pay raise, the Dodge Brothers board of directors instead intro- 
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duced a system of “bonus payments” based on an employee’s length of service. They 
awarded a 10 percent increase for the first half of 1922 for employees with five 


years of continuous service and to all managers down to assistant foremen. A slid- 


ing scale applied to everyone else—those with four years of service received an 8 
percent increase, while the bonuses were only 2 percent for those with one year 
of service. They awarded similar bonuses for the second half of the year.’ 

Dodge Brothers’ policies regarding factory labor underwent some changes after 
the passing of John and Horace Dodge. In an interview with B. C. Forbes in 1925, 
Frederick Haynes stated clearly, “We don’t have strikes. We treat all of our people 
so fairly that they have no reason or desire to strike.” He also stated his general 
view of labor relations: “Give workers the right conditions. After a man is through 
with his work, let him be his own master. He-men don't want paternalism.” When 
the Dodge Brothers workers initiated something on their own, such as a gun club 
or a bowling team, the company would support their efforts, but it did not initiate 
any programs. According to The Dodge Dollar (1925), “Dodge Brothers have never 
had any labor troubles. Their men are unusually well paid.” This booklet revealed 
that Dodge Brothers followed standard labor practices of contemporary automo- 
bile manufacturers—they ran the plant as an “open shop” and paid all workers on 
a piecework basis.® 

The Dodge Brothers’ stockholders, at the urging of the board of directors, 
increased the capital stock of the firm from $10,000,000 to $50,000,000 in 
December 1922 by issuing 400,000 shares of stock with a par value of $100 per 
share. The new stock was fully paid up common stock that they simply credited to 
the existing stockholders. They each received four additional shares for each share 
they already owned. This was in essence a dividend paid in shares, not in cash, but 
it did not bring new capital into the firm. Instead, the Dodge Brothers manage- 
ment merely shifted $40,000,000 of the $52,000,000 in reserves to the capital 
account. 

In February 1924, the board of directors negotiated with the M. A. Hanna 
Company, a Cleveland-based steel company, for the sale of the Dodge Brothers 


property on the Detroit River. They were seeking $16,000 per acre for a parcel of 
219 acres, or a total of about $3,500,000. They probably wanted to sell real estate 
they no longer needed and convert it into cash, but the deal fell through. Dodge 


Brothers still owned the parcel in December 1925, when the Detroit Common 
Council accepted a consultant's recommendation that the city acquire the prop- 
erty to use for a sewage disposal plant. In mid-October 1927, the Detroit Common 
Council voted to acquire the Dodge Brothers parcel by condemnation, but faced 
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legal barriers under state law. In January 1930, the City of Detroit dropped any fur- 
ther interest in the parcel.’ 

The top officials at Dodge Brothers in early 1924 were the same men installed 
in 1921. Frederick J. Haynes was president and general manager; A. T. Waterfall 
was vice president; John Ballantyne served as treasurer; Harry V. Popeney was sec- 
retary; and Howard B. Bloomer served as director. The five made up the board of 
directors. Richard Hoff replaced Bloomer in late 1924, but the management team 
was essentially the one that Horace Dodge put in place before his death.!° 

However, the firm had some changes in management in the early 1920s. George 
Harrison Phelps, who had been the Dodge Brothers director of advertising since 
1915, resigned effective 30 March 1922 to establish his own independent adver- 


tising agency. The company eliminated its advertising department in the same 
stroke. Dodge Brothers agreed to have Phelps manage the firm’s advertising through 
his new agency, claiming that this arrangement would save Dodge Brothers con- 
siderable money. Dodge Brothers lent Phelps $25,000 (at 6 percent interest) to 
enable him to establish his own company. As part of the realignment, Dodge 
Brothers promoted Charles W. Matheson from general sales manager to vice pres- 
ident in charge of sales. The automaker named John A. Nichols, Jr., general sales 
manager in place of Matheson.!! 

Charles W. Matheson (1876-1940) was an important figure in the Dodge 
Brothers sales operations for nearly a decade. Matheson and his brother Frank 
formed the Matheson Motor Car Company in Battle Creek, Michigan, in 1903, 
moved their factory to Holyoke, Massachusetts, and then to Wilkes Barre, 
Pennsylvania, in 1906. Matheson’s firm manufactured the Matheson automobile, 
a luxury model, from 1903 to 1913. Dodge Brothers named him their New York 


district sales representative in 1914 and then appointed him service manager for 


the entire company in May 1915. Matheson became the assistant sales manager, 
and finally general sales manager in 1920. As vice president in charge of sales 
(1922-24), Matheson focused on long-term sales strategies. The Dodge Brothers 
sales operations became unraveled under Matheson. During a board meeting in 


late February 1924, “President Haynes outlined to the Board of Directors a situa- 


tion existing in the Sales Department which he considered detrimental to the best 
interests of Dodge Brothers, in that there was a lack of harmony and cooperative 
effort.” The board of directors accepted the immediate resignation of Charles W. 
Matheson, the vice president in charge of sales; H. M. Roberts, director of foreign 
sales; and A. E. Houghton, the director of sales districts. John A. Nichols, Jr., 


remained on board as the general sales manager. !* 
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On the heels of Matheson’s resignation from Dodge Brothers, Walter P. 
Chrysler, then chairman of the board of the Maxwell Motor Corporation making 
Chalmers, Maxwell, and Chrysler automobiles, asked Leo Butzel about Matheson’s 
availability for a position. Butzel apparently knew Matheson and was trying to help 
him find work. Matheson instead took a position in March 1924 as assistant to 
Alfred P. Sloan, president of General Motors Corporation, and served as vice pres- 
ident and sales director for the Oakland (later Pontiac) Motor Car Company start- 
ing in September 1924. He resigned from Oakland in December 1926 and then 
served as vice president and sales director for the Kelvinator Corporation. 

In April 1928, before Chrysler Corporation’s purchase of Dodge Brothers, 
Walter Chrysler appointed Matheson vice president in charge of sales for the 
new DeSoto Motor Corporation. Later that year, in mid-December, Mrs. Alfred 
G. Wilson, the former Matilda Rausch Dodge, sent Matheson a very informal 
letter addressed “Dear Charlie” and signed “Matilder,’ suggesting their long 
friendship. She wrote, “It all seems like a night mare to think you are back after 
five years in the office which I was at one time so fond of visiting.” On 28 October 
1930, Matheson left DeSoto to take the position of general sales manager for 
the Graham-Paige Motors Corporation, the last automobile company where he 
worked.!? 

Following the precepts laid down by John and Horace Dodge, Haynes pro- 
moted engineering improvements in the Dodge Brothers cars, rather than mere 
cosmetic changes. Dodge Brothers’ introduction of the all-steel closed car in the 
1923 model year was a good example of Haynes's willingness to innovate. Dodge 
Brothers and others had produced closed cars for some years, but they still used 
composite (steel and wood) construction. The closed car was growing in popular- 
ity in the early 1920s and would continue to do so. In a single year, from fall 1921 
to fall 1922, the share of closed cars in the Dodge Brothers production mix jumped 
from 13 percent to 35 percent. With the approval of the Dodge Brothers board of 
directors, Haynes and Edward G. Budd jointly developed the new models.!* 

The 1923 model of the Dodge Brothers business coupe, introduced in June 
1922, was the first all-steel closed car in the automobile industry. A meeting of the 
Dodge Brothers board of directors on 15 December 1921 approved the new model, 
which they described as “a type of enclosed roadster designed to meet the needs 
of doctors, salesmen, collectors and all persons needing an inexpensive enclosed 
car carrying two passengers.” An all-steel four-door sedan followed in fall 1922. 
The all-steel body used a steel frame and steel panels and was lighter and stronger 


than the composite wood and steel bodies of the time. 
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1921 Dodge Brothers three-passenger coupe, with composite body. Courtesy of NAHC. 


1924 Dodge Brothers two-passenger business coupe, with all-steel body. Courtesy of 


NAHC. 
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One great advantage of the steel body was that it allowed Dodge Brothers to 
use baked enamel finishes on its closed vehicles. The Dodge Brothers wood-framed 
sedan body required eighteen coats of hand-rubbed paint and took thirty days to 
build, while the all-steel sedan body could be finished in five days with only one 
coat of paint. Strictly speaking, the “all-steel” bodies were not “all-steel” when deliv- 
ered to customers. Once the painting was completed, wood strips were added to 
the interior to allow for the tacking of the upholstery and interior trim. !? 

Other than the all-steel closed body, the Dodge Brothers’ automobile offerings 
did not change very much in appearance from 1921 through 1925. The 1921 mod- 
els offered heaters for the first time. The original drive train dating back to 1914 
underwent some minor changes for the 1922 models. Dodge Brothers altered the 
roof and hood lines for 1922 and equipped the cars with semi-floating rear axles. 
The automaker introduced slightly redesigned commercial vehicles (screenside 
delivery and panel delivery) in late May 1922 for the 1923 model year. The com- 
mercial cars sold in the 1924 and 1925 model years were substantially changed. 
They had a longer wheelbase of 116 inches and a higher three-quarter-ton payload 
rating. Commercial car production continued to grow as a share of combined out- 
put. In 1925, commercial cars accounted for 21 percent of the total, up from 10.8 
percent in 1920. Dodge Brothers extended the wheelbase for all 1924 models from 
114 to 116 inches and introduced the Special Series, which were their regular mod- 
els with deluxe equipment or appointments. The company showcased two new 
models at the New York Automobile Show in January 1925, a two-door sedan and 
a special coach. Still, the continuity of the basic components of Dodge Brothers 


cars stands out.!® 


Sales Strategies, Dealer Relations, 
and Business Practices 


Dodge Brothers did not make changes in the appearance of their cars for the sake 
of stimulating sales, but relied instead on the car's reputation for dependable serv- 
ice. This is not to suggest that the company did not advertise extensively in national 
publications like the Saturday Evening Post. Nor was the company averse to mak- 
ing emotional appeals to potential Dodge Brothers car buyers. On the heels of 
Horace Dodge's death, composer Victor Herbert wrote the music for the Dodge 
Brothers March, a tribute to Horace Dodge for his work in promoting American 


music. Herbert used lyrics written by Maxwell I. Pitkin, who was on staff at 
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Cosmopolitan, but who had previously worked in the Dodge Brothers advertising 
department. Dodge Brothers made the piano score available to its dealers for only 
five cents a copy and a phonographic record of the music for 60 cents each. 
According to Pitrone and Elwart, Dodge Brothers distributed 100,000 copies of 
the music. In May 1921, the firm offered its dealers an assortment of match boxes, 
watch fobs, and lapel buttons inscribed with either the “DB” monogram or the 
Dodge Brothers trademark logo to give away as goodwill souvenirs.!’ 

Dodge Brothers followed the same basic manufacturing and marketing phi- 
losophy of its founders throughout the Frederick Haynes era. A Dodge Brothers 
sales brochure for the 1924 models used the slogan, “Constantly Improved—But 
No Yearly Models,” while showing a lineup of touring cars from 1914 through 1924, 
all looking essentially the same. The brochure added, “Dodge Brothers policy of 
retaining the same basic design year after year without making radical annual 
changes to stimulate sales through the appeal of a new model has very definite 
advantages for owners.” The major advantages were the savings in manufacturing 
costs, which they passed on to the customer, and the higher values of used Dodge 
Brothers automobiles. Dodge Brothers, along with Ford Motor Company, did not 
change models every year, a practice initiated at General Motors under Alfred 
Sloan. Dodge Brothers advertising instead emphasized the durability and reliabil- 
ity of its vehicles. A Saturday Evening Post advertisement of May 1926 claimed that 
more than 90 percent of all Dodge Brothers motor cars built during the firm’s first 
eleven years were still in service. 18 

This is not to suggest that Dodge Brothers vehicles remained unchanged. The 
company’s listing of significant improvements in vehicle design, compiled in 1926, 
showed only four changes of any note in 1921, but then double-digit numbers for 
1922 (12), 1923 (11), 1924 (10), and 1925 (13). As in 1914-20, the overwhelm- 


ing majority of these changes were to the mechanical components of the vehicle. 


‘Typical changes included improved radiators, a stronger frame, better rear springs, 
upgrades to wheel bearings, stronger axles, and all-steel closed bodies. These “con- 
stant improvements included more “appearance and comfort items’ than in the 
early years. The addition of a heater, improved seats and upholstery, windshield 
visors, windshield wipers, rubber mats, improved door window regulators, one- 
piece windshields, and lacquer finishes were not functional improvements. Over 
time, Dodge Brothers cars became more comfortable, more attractive, and easier 


to drive.!? 


Dodge Brothers received an unusual but welcome endorsement of their cars 


when the explorer and archaeologist Roy Chapman Andrews used Dodge Brothers 
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cars during his Central Asiatic Expeditions in Mongolia and China in 1922, 1923, 
1925, 1926, and 1928. The expeditions, sponsored by the American Museum of 
Natural History, went into the Gobi Desert and through other difficult terrain in 
search of prehistoric remains of humans and animals. Andrews decided to use 
motorized vehicles for the explorers/archaeologists, while using camels to trans- 
port food, gasoline, and other supplies. After studying the past performance of other 
cars along the old caravan routes in Mongolia, he concluded that Fords were not 
sturdy enough but that Dodge Brothers touring cars were ideal for the task: “For 
travel in the Gobi, a car must be light, have a high clearance, great durability, a flex- 
ible chassis and not less than a twenty-eight horsepower engine. The Dodge 
Brothers cars fulfilled these specifications to the letter.” Andrews used three Dodge 
Brothers touring cars and two one-ton Fulton trucks for the initial expeditions in 
1922 and 1923. All gave excellent service, but the trucks proved too heavy for the 
desert surfaces. He reported that the Dodge Brothers cars accumulated more than 
10,000 miles each, with no significant mechanical problems. The world-renowned 
explorer later noted, “The record speaks for itself and all the men on the expedi- 
tion are as proud of the cars as though we had manufactured them.” He later sold 
them to a Chinese company involved in importing furs and wool from Mongolia 
and they continued in service for several more years.?° 

In his autobiography, Under a Lucky Star, Andrews recounts that he was in 
New York City, probably sometime in 1924, raising funds for his next expedition 
when a Dodge Brothers representative approached him, proposing an advertising 
“deal.” Dodge Brothers would give him free cars for use in his work in return for 
his endorsement of their durability. Andrews said he would accept the offer as long 
as Dodge Brothers would furnish him with eight cars modified to his specifications. 
He went to Detroit and called on Frederick Haynes, who assured him that Dodge 
Brothers could customize their cars as needed. Andrews notes, “This was the begin- 
ning of one of the most satisfactory business associations I ever have had. . . . Their 
advertising was always dignified and thousands of cars were sold because of our 
endorsement. It saved the expedition about fifty thousand dollars.”*! 

Later sources, including Andrews, suggest that Dodge Brothers did not pro- 
vide all eight cars at once. They gave him five modified Dodge Brothers cars for his 
1925 expedition. Four were screenside commercial cars equipped with air clean- 
ers, extra-heavy springs, twenty-one-gallon gas tanks, and special heavy-duty hooks 
welded to the frame to make towing easier. The fifth was a touring car. A photo- 
graph of the 1925 expedition shows a convoy of five Dodge Brothers cars and two 


Fulton trucks. Dodge Brothers then supplied four new cars for the 1926 expedi- 
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tion, and Andrews operated a “fleet” of eight in 1926 and again in 1928, probably 
the same vehicles.*? 

When possible, Dodge Brothers promoted stories about the ruggedness or 
durability of its vehicles to enhance sales. In mid-December 1923, an admirer of 
Calvin Coolidge delivered a pair of bears to the White House in a Dodge Brothers 
screenside commercial car. “Colonel Idaho Bill” Pearson captured these bruins in 
the mountains of Mexico and drove them 4,000 miles to Washington, D.C. He had 
driven Dodge Brothers cars more than 100,000 miles on hunting trips into the 
wilderness areas of the western United States and Mexico. Apparently impressed 
by Dodge Brothers’ reputation, the Republican National Committee chose two 
Dodge Brothers sedans fora cross-country publicity campaign for Coolidge’s reelec- 
tion campaign. They drove from Plymouth, New Hampshire, to San Francisco, put 


6,500 miles on the cars, often over very rough roads, and reported that they suf- 


fered no mechanical problems, burned no oil, and delivered between 17 and 20 
miles per gallon.?° 
The Dodge Brothers executives never missed an opportunity to remind poten- 


tial customers of their vehicle's reputation for ruggedness and dependability. When 
Dodge Brothers produced its one-millionth vehicle in December 1923, a company 
spokesman claimed that 90 percent of Dodge Brothers cars ever produced were 
still in service. Given the numbers of cars wrecked in accidents or destroyed by 
fire, and the habitual abuse of Dodge Brothers cars by their owners, this survival 


rate was a remarkable tribute.2* 


The Dodge brothers developed a powerful and effective sales organization, 
especially the dealer body, when they first manufactured their own cars, and the 
company carefully maintained their network of sales outlets. Dating from January 
1915, the first New York Automobile Show in which they showed Dodge Brothers 
cars, the Dodge Brothers sales organization and the dealers would meet during the 
show. At the Ninth Annual Meeting of Dodge Brothers Dealers in New York on 9 
January 1923, more than one thousand attended, representing a total of 677 deal- 
erships. They witnessed a competition between two factory teams to assemble a 
Dodge Brothers car in the shortest time, a special display of Graham Brothers 
trucks, and a variety of entertainment. This was an annual ritual to encourage bet- 
ter communication between the Dodge Brothers management and the dealer body 
and to build up the morale of the dealers. Dodge Brothers would also hold a series 
of regional annual meetings for dealers between February and June.” 

Dodge Brothers established general principles of operation to protect the rep- 


utation of the manufacturer while ensuring reasonable profits for the dealers. 
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Dodge Brothers promoted what it felt were “sound business practices” from its 
dealers while fostering a cooperative, mutually beneficial relationship. Some doc- 
umentation exists for various policies that remained in effect in 1920—25 and were 
probably in effect right from the beginning of Dodge Brothers’ retail sales. As a 
result, the relationship between the company and its dealers and among dealers 
was generally cooperative rather than adversarial. Frederick Haynes could boast in 
1925 that 60 percent of Dodge Brothers original dealers from 1914 were still with 
the company” 

The record from the tumultuous years of 1920—22 illustrates these relationships. 


During the sales depression of 1921, when combined sales of cars and trucks fell by 
36 percent from the 1920 record, only one Dodge Brothers dealer went out of busi- 
ness. The sales drop for Dodge Brothers was much greater than the industry-wide 
decline of 25 percent. When sales rebounded in 1922 to a record level of more than 
164,000 units, Dodge Brothers could not supply enough cars to satisfy its dealers. 
Its sales in 1922 were 77 percent higher than in 1921, versus an industry-wide in- 


crease of 60 percent. To help some smaller dealers who had barely survived the sales 


slump of 1920-21, Dodge Brothers suggested that larger dealers sacrifice some of 


their 1922 allotments and the large dealers supported this suggestion. Several deal- 


ers volunteered to give up even more cars than the number requested.” 


The automaker required its dealers to submit standard accounting reports relat- 


ing to sales, inventories of cars and parts, and profits. The precise date when Dodge 
Brothers initiated this policy is not known, but the third edition of a manual explain- 
ing the system appeared in March 1926. The sample balance sheets used as illus- 
trations cover 1922 and 1923, suggesting that the system was in place by then. 


Dealers had to submit quarterly financial statements, with the added requirement 
that one of these be a sworn statement. Dodge Brothers also required monthly 
statements of profits or loss by department, using a uniform accounting system. 
By knowing exactly what profits the dealers were making, Dodge Brothers could 
help dealers improve their operations to earn reasonable profits. The parent com- 
pany also required all U.S. and Canadian dealers to submit a weekly report on sales 
and inventories of both new and used cars. Dodge Brothers could then be certain 
that each dealer had an appropriate inventory on hand.?® 

Unlike many automakers, Dodge Brothers did not force its dealers to take 
unwanted cars. Right after the announcement of the Dillon, Read purchase of 
Dodge Brothers, Frederick Haynes explained: “A company may get some tempo- 
rary advantage for a month or so by shipping to dealers cars which they can’t sell. 


But it doesn’t mean anything. The manufacturing economies achieved through 
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high production during the months of such shipments is more than eaten up in the 
ill-will and merchandising inefficiencies generated in the field.”?? Dodge Brothers 
thus avoided much of the friction that often dominated the relationship between 
automobile manutacturers and their dealers. 

Dodge Brothers consistently discouraged their dealers from engaging in the 
used car trade as a way to expand new car sales. Charles W. Matheson suggested 
to dealers that they follow the practices of the Henshaw Motor Company of Boston 
regarding used cars. Henshaw would not accept a used car in trade, but would sell 
the customer's used car for him and, if necessary, advance 75 percent of the ask- 
ing price to the owner. Ina 1922 letter to Dodge Brothers dealers, George H. Phelps 
warned of the dangers of “curbside dealers,” unscrupulous businessmen who sold 
used Dodge Brothers cars and misrepresented their age and condition. He sup- 
plied the legitimate dealers with a list of serial numbers to enable them to date 
Dodge Brothers cars. The firm also issued a “Stolen Car Bulletin” periodically to 
its dealers so that they would not take a stolen car in trade. In selling new cars, 
Dodge Brothers urged its dealers to insist on a large down payment and to avoid 
accepting time payments longer than a year. 0 

A dealer's agreement between Dodge Brothers and a Georgia dealer, Stewart 
B. Maxcy, signed in June 1920 points out several key features of this relationship. 
Dodge Brothers gave Maxcy the exclusive right to sell their cars in Thomas and 
Grady Counties. Dodge Brothers would supply him with cars at a discount from 
list price ranging from 15 percent to 17 percent and repair parts at a 25 percent 
discount. The dealer had to keep an inventory of at least $3,750 in repair parts. For 
the terms of the agreement (July 1921—June 1922), the dealer agreed to a sched- 
ule for the delivery of a total of seventy vehicles from Dodge Brothers (forty-nine 
touring cars, seven roadsters, five sedans, two coupes, four screensides, and three 
panel business cars). The dealer also agreed to establish “Dodge Brothers Service 
Stations” and could supply repair parts at 15 percent above list price. The three- 
page agreement also showed the Dodge Brothers ninety-day new car warranty on 
its vehicles. The agreement ended with a policy statement: “There are certain fun- 
damental principles in business which should be observed by both the manufac- 
turer and the dealer to insure permanent success. It is not the intention of the 
manufacturer to attempt to force the observance of these principles on the part of 
the dealer by virtue of this dealer's agreement, but rather to work with the dealer 
in an effort to bring about results mutually beneficial.”?! 

A customer order form for a new Dodge Brothers car from a Chicago dealer in 


September 1921 illustrates how Dodge Brothers dealers typically sold new cars. The 
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purchaser, James War, agreed to take delivery of a new touring car on 15 September 
1921. The dealer gave the buyer an allowance of $200 on a 1916 Ford touring car in 
trade, subject to an appraisal at the time of delivery. Following the general policy of 
Dodge Brothers, the dealer, Dashiell Motor Company, insisted on a cash payment 


of 40 percent of the price at the time of delivery, with the balance due in eight monthly 
installments, with the loan carrying interest of 7 percent. 

The Dodge Brothers car delivered from the factory was a very basic car, with 
few “extras.” Dodge Brothers gave the customer:a six-page price list for various 
accessories, including bumpers, heaters, and a rearview mirror. Since the car came 
with a spare wheel, but no spare tire, Mr. War opted to buy a tire casing (nonskid 
fabric) for $29.50 and an inner tube for $4.45. He also purchased a “Johnson trans- 


mission lock” for $15.00 in an attempt to protect his new car from thieves. Then 


as now, the availability of dealer-installed options gave the dealer an opportunity 
to boost his profits.*4 

The sale of a Dodge Brothers touring car by E. J. Ellis & Company of Rochester, 
New York, to Otto F. Wusnick on 17 May 1922 shows similar practices. The car 
itself cost $955, but the buyer added a tire and tube ($32.50), a front bumper 
($10.50), and a stoplight ($5.50), paid his license fee ($9.61), and bought twelve 
gallons of gasoline at 23 cents a gallon. The buyer had put down a $50 deposit on 
the car and paid the balance in cash.*° 

Dodge Brothers had an aggressive advertising program since introducing the 
first Dodge Brothers car, much to the benefit of the dealers. When Dillon, Read & 
Company bought Dodge Brothers in 1925, they boasted about their advertising 
efforts. The parent company paid for national advertising in sixty-three magazines 
with a combined circulation of twenty-five million. Of the national magazines, 
thirty-five (circulation of 6.5 million) were aimed at farmers. Dodge Brothers used 
outdoor advertising (billboards and smaller signs) in 625 cities. The automaker paid 
half the cost of local advertising, mostly in local newspapers. Dodge Brothers ads 
ran in 1,500 local papers with a circulation of thirty million. Standard practice was 
to spend 1.2 percent of gross sales on advertising.** 

Starting in 1923, Dodge Brothers gave their customers information that would 
allow them to verify service charges made by their dealers and by “Approved Service 
Stations,’ an industry first. They informed customers of the maximum labor time 
allowed by Dodge Brothers for common service and repairs, with thirty-five pages 
of the Book of Information (owners’ manual) devoted to this information. This pol- 
icy probably helped dealers in explaining repair bills to disgruntled customers, 


while also serving to the keep dealers honest.*° 
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Another business practice peculiar to Dodge Brothers involved the firm's rela- 
tionship with its suppliers. Dodge Brothers insisted that suppliers allow the 
automaker to examine their books, including profit and loss statements, as a con- 
dition for doing business with them. Dodge Brothers would increase prices they 


paid for components to guarantee the supplier a profit, but would expect price 


reductions when the supplier's costs fell. This arrangement reduced risk to the 
supplier, but eliminated any possibility that a supplier could earn large profits on 
a supply contract. Because the overall automotive supplier industry remained com- 
petitive, Dodge Brothers enjoyed competitive prices. This system, which had its 
origins in the Dodge Brothers—Edward G. Budd Company relationship starting in 
1914, applied to all suppliers by 1925. There is no clear evidence, however, of 


exactly when this became standard practice.*® 


Dodge Brothers often developed long-term relationships with suppliers that 


benefited everyone involved over the long term. Frederick Haynes explained the 
relationship: “We never take a contract away from a parts maker who has been serv- 
ing us well just because some other fellow comes along and offers us the same 
thing for a few cents less. It doesn't pay. It’s not fair to go back on a company that 
has been giving you good service for a number of years and with which you have 


built up real good-will.”?’ 


The advertising and sales strategies developed largely by John Dodge in the 
early years of Dodge Brothers production‘of cars continued under Haynes in the 
1920s with additional refinements. While both the styling of Dodge Brothers cars 
and Frederick Haynes's management style were conservative in the 1920s, the com- 
pany was not stagnant or backward looking. The significant (and gradual) move- 
ment into the production of medium- and heavy-duty trucks is one important 


example of innovation. 


Graham Brothers Brings Trucks to Dodge Brothers 


Frederick Haynes’s most important business decision during his tenure as presi- 
dent of Dodge Brothers was an alliance with Graham Brothers, Inc., a manufac- 
turer of medium- and heavy-duty trucks, which led to Dodge Brothers’ outright 
purchase of the firm. The Graham brothers (Joseph B., Robert C. and Ray A), 
sons of a successful Indiana farmer, began their industrial careers in glass bot- 
tle manufacturing in Indiana in the early twentieth century. Their father, Ziba 


Foote Graham, had invested heavily in the Lythgoe Bottle Company in Loogootee, 
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Indiana, became president of the firm in 1901, and brought in his oldest son, 
Joseph, as secretary and treasurer. Father and son bought the company outright in 
1905, renaming it Southern Indiana Glass Company. Robert Graham went to work 
at the enterprise in 1907, when they renamed it the Graham Glass Company, and 
Ray joined the firm the next year. By then, Joseph Graham had improved early auto- 
matic bottle-making machines enough to give Graham Glass Company a compet- 
itive advantage.*® 

The Grahams bought a glass bottle plant in Evansville, Indiana, in 1912, 
equipped it with Graham Automatic Bottle-Making Machines, and within a year 
employed 300 men there. By late 1915, when the Evansville factory produced 
more beer and soda bottles than any other plant in the United States, the Grahams 
had just opened two new glass bottle plants in Oklahoma. Two other successful 
glass manufacturers, Michael Owens and Edward Libbey, who specialized in sheet 
glass, merged their companies in spring 1916 to form the Libbey-Owens Sheet 
Glass Company of Toledo. Libbey-Owens bought Graham Glass and the patents 
on the bottle-making machine from the Grahams in June 1916. The Graham firm 
retained its name, and Joseph Graham served as president of the subsidiary for 
another eight years.*” 

Leaving the glass industry opened the door for the Grahams to enter the motor 
vehicle industry. They launched Graham Brothers, Inc., in 1917 with a factory in 
Evansville, Indiana, to produce farm tractors and kits that converted standard auto- 
mobile chassis into light-duty trucks. They were not leaping from the glass bottle 
industry into unknown waters. Joseph Graham had patched together his own home- 
made one-cylinder automobile in 1904, the first seen in Washington, Indiana. 
While running Graham Farms, in 1910 Ray Graham introduced the first tractor in 
southern Indiana powered by a four-cylinder engine. He became an early promoter 
of gasoline-powered tractors and light-duty trucks for farm use. Ray invented a spe- 
cial rear axle and telescoping frame system that allowed the conversion of a stan- 
dard Model T Ford chassis into a one-ton stake truck. The Graham Brothers 
operation in Evansville initially manufactured truck conversion units.7° 

The original Articles of Association for Graham Brothers, dated 15 January 
1917, showed Ziba, Joseph, and Robert Graham each owning 100 shares of stock, 
Ray Graham with ninety-nine shares, and Howard W. Harrington with a single 
share. The original Charter of Incorporation, dated 12 January 1917, showed a total 
capital stock of $10,000. At the first shareholders’ meeting, held on 15 January 
1917, the new firm canceled a contract the brothers had signed earlier with the 


Parrett ‘Tractor Company of Chicago, relieving the Chicago firm of any obligation. 
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Graham brothers, ca. 1930, left to right: Robert, Joseph, Ray. Courtesy of NAHC. 


Instead, they confirmed a contract with the Hercules Tractor Company to deliver 
“truck units” in 1917. The remaining surviving records are sketchy, but new cor- 
porate charters issued by the State of Indiana document an increase in the capital 
stock to $100,000 on 22 May 1917 and then to $1 million on 6 May 1919, includ- 
ing $500,000 in preferred stock.*! 


Graham Brothers initially specialized in producing conversion units to turn a 


Model T Ford chassis into a one-ton capacity truck. Graham provided the extended 
frame and chain-drive rear wheels, a cab, and either a stake or “express” body, 
all for $350. Later in 1917, Graham Brothers renamed their conversion kit the 
“Graham Brothers Truck Builder’ and claimed that the customer could use the kit 
with almost any motor car model. This also permitted them to offer conversions of 
up to three-ton capacity. By late 1919, the Grahams were assembling their own 
complete truck, the so-called Graham Speed Truck of one-and-a-half-ton capac- 
ity. When the Grahams found that Dodge Brothers engines and transmissions were 
the most durable they could buy, they used them almost exclusively. They bought 
so many Dodge engines through an Indiana dealership that Haynes became sus- 
picious and discovered their operation and their reliance on Dodge engines.*? 

In April 1921, Dodge Brothers and Graham Brothers announced a partnership 
agreement between the two firms. Dodge Brothers would have exclusive rights to 
sell and service Graham trucks through their dealer organization, while Graham 
Brothers would use Dodge Brothers engines and transmissions exclusively in their 
trucks. This was a good deal for both parties. Dodge Brothers could offer its cust- 


omers a full line of trucks ranging from their own half-ton commercial cars to 


ll 


Ee 


Chapter Six 


1924 Graham Brothers trucks. Courtesy of DCHC. 


Graham Brothers trucks rated up to two-ton capacity. Graham could sell its trucks 
through the Dodge Brothers dealer network, which by 1924 boasted 3,500 outlets 


nationwide. With increased demand coming from this new arrangement, Graham 


Brothers opened an assembly plant early in 1922 on Meldrum Avenue in Detroit.” 
The figures for Dodge Brothers and Graham Brothers trucks shipped in 1925 


show how the two partners’ products complemented each other, with some overlap. 
For that year, Dodge Brothers shipped 22,293 commercial cars and another 186 
trucks with under a one-ton capacity rating, probably their three-quarter-ton pickup. 
The rest of their shipments were Graham-built vehicles—7,395 trucks of one-ton 
capacity, 15,926 with a one-and-one-half-ton rating, and 735 buses. In addition to 
the total of 46,534 commercial vehicles, Dodge Brothers sold 13,347 chassis, for a 
total of 59,881 units other than automobiles and nearly one-quarter of all sales." 
As table 6.1 shows, the number of Graham Brothers trucks sold through Dodge 
Brothers grew substantially in the early 1920s. The Meldrum plant (13,000 square 
feet) was unable to satisfy the growing demand for Graham trucks, so the company 
bought a 60,000-square-foot factory, formerly used by the King Motor Car 
Company, on Conant Avenue in Detroit in late 1922. Two additions in 1923 
enlarged the Conant plant by 86,000 square feet, but this was still not adequate 
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Table 6.1 
Graham Brothers ‘Truck Sales, All Types, 1921—1926 
Year Sales 
eal ale 
1922 3,403 
1925 6,971 
1924 10,744 
1925 24298 
1926 37,403 


Sources: Dodge Brothers, Inc., Annual Report to the Stockholders for the Year Ended [sic] December 
31, 1925, 8; Annual Report to the Stockholders for the Year Ended [sic] December 31, 1926, 8. Details 
of the product mix (by capacity) for 1922—26 are found in Graham Brothers annual reports to the 
National Automobile Chamber of Commerce, Graham Brothers corporate files, NAHC. Starting in 
1926, Graham Brothers sales and/or delivery figures are included in the Dodge Brothers totals for 
trucks. 


for the increased demand for Graham trucks. The following year, Graham Brothers 
bought the former Dodge Brothers ordnance plant on Lynch Road in Detroit, pro- 
viding nearly 500,000 square feet of additional manufacturing space. Graham 


Brothers also opened assembly plants in Stockton, California, and in Toronto in 


1925. By 1926, they were the largest exclusive producer of trucks in the world.” 


a 


Dodge Brothers Performance and 
the Sale of the Company 


Dodge Brothers suffered through the recession of 1921 but recovered quickly in 
1922, as shown in table 6.2. After beginning as the number-two producer behind 
Ford but well ahead of Chevrolet in 1920 (141,000 versus 122,000 units), Dodge 
Brothers slipped to third place in 1921, well behind Ford, but only 2,000 units behind 
Buick. Dodge Brothers held third place in 1922, only 66,000 units behind second- 
place Chevrolet. In 1923, Dodge Brothers fell to sixth place in terms of production 


but then rebounded to a strong number-three position in 1924. Taking into account 
that 1923 was an excellent year for Dodge Brothers and for the American automo- 
bile industry, Dodge Brothers’ performance in 1924 was remarkable. 

Automobile production alone was 42 percent higher in 1924 than in 1923. 
Production increased slightly in 1925, but Dodge Brothers slipped to fifth place in 


the industry. Dodge Brothers’ last prosperous year as an independent automaker 
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Table 6.2 


Dodge Brothers Performance: Calendar Year Factory Production, 1920—1924, 
Factory Sales, 1925—1927, and Financial Results, 1920—1927* 


Commercial Exports as 

Year Ending Cars and a Share of 

Dec. i Cars Trucks* Total Sales (%) 
1920 2979 e2 lis iow. — 
heal] 807659 irel 92,476 29 
1922 142,041 21P996 164,037 09 
1925 136,006 43,499 179.505 9.4 
1924 194,341 27,894 222 DO 1072 
1925 200,086 59,881 259907 12.0 
1926 264,471 07 295 331,764 — 
1927, 146,527 Siete 205 260 — 

Net Earnings 
Year Ending as Share of 

Dac ol Net Sales Net Earnings** of Sales (%) Dividends 
1920 oroo a2 S27 98,127 T9 — 
1921 83,666,284 2 oO 28 $16,000,000 
1922. 130,625,774 16,874,722 129 $46,000,000 
T925 141,332,685 10,195,730 e — 
1924 191,652,446 W 520221 9 7,000,000 
1925 213 520942 13,746,657 one 9 904 057 
1926 252,997,484 2159F 920 o5 2159199 
(27 SSI 9,641,427 5.6 9,641,426 


* Includes chassis and buses. Graham Brothers trucks are included starting in 1925. The production 
figures for 1922—24 and factory sales figures for 1925—26 are those reported by Dodge Brothers to 
the National Automobile Chamber of Commerce, found in Dodge Brothers corporate files, NAHC. 
** Earnings net of depreciation, interest, and taxes. 

Sources: Dodge Brothers, lnc., Prospectus for securities issues of 1925, submitted to the State of 
Michigan, Commerce Department, Securities Bureau, found in the State of Michigan Archives, 
accession 70-5-A, lot 15, box 135; Dodge Brothers, Inc., Annual Report to the Stockholders for the 
Year Ended [sic] December 31, 1925; Annual Report to the Stockholders for the Year Ended [sic] 
December 31, 1926; Annual Report to the Stockholders for the Year Ended [sic] December 31, 1927. 
Dividends for 1925, 1926, and 1927 are the totals paid on preferred and common stock. 
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was 1926, when its production of 331,764 put it firmly in third place, with less 
than a quarter of Ford or General Motors production, but well ahead of the fourth- 
place automaker, the Hudson Motor Car Company, with 244,667 units.*° 

Sharp cyclical swings in demand for mid-priced cars, Dodge Brothers’ market 
segment, brought sharp swings in Dodge sales. In the depressed sales year of 1921, 
for example, cars priced between $876 and $1,375 captured only 10.3 percent of 
the market versus 25.8 percent in 1920. The market share recovered to 20.4 per- 
cent in 1922, but then slipped sharply to only 13.2 percent the following year. Over 
the period 1917—26, sales in the mid-price market segment fluctuated more widely 
than sales of both low-priced and luxury automobiles. Dodge Brothers faced 
increasing competition in the 1920s from attractive cars in the same price range. 
In 1921, for example, when the Dodge Brothers touring car sold for $1,285, the 
General Motors “lineup” included the six-cylinder Oakland starting at $1,395, a 
four-cylinder Oldsmobile ($1,445), and a six-cylinder Buick ($1,795). A 1923 
analysis of the automobile industry in the American Economic Review emphasizes 
the extreme competition in the medium-priced segment of the automobile mar- 
ket. Dodge Brothers was in direct competition with Buick, Oldsmobile, Oakland, 
Studebaker, Hudson, Essex, Chalmers, Reo, Willys-Knight, Jordan, Reo, Hup- 
mobile, Chandler, and others.’ 

The growth of the Dodge Main plant did not end with the completion of the 
$8 million expansion of 1920-21 but continued through 1925 and beyond. In July 
1922, the Dodge Brothers board of directors agreed to finish construction of the 
body building at a cost of $700,000. In September 1922, they broke ground for a 
second eight-story body plant costing $1.5 million. Dodge Brothers was struggling 
to supply its dealers with enough cars to meet the current demand mainly because 
of a shortage of bodies. In addition, the directors stated, “It is felt that the future 
will create a very increased demand for closed body cars and that this company 
should provide facilities for building all steel closed bodies as well as all steel open 
bodies in its own plant as a provision against the danger of stoppage of production 
in the plants from which bodies are now procured by the company.” Less than a 
year later, in April 1923, the directors agreed to add two more stories to the four- 
story Assembly Building No. 2 already under construction, at an additional cost of 
$160,000. In October 1924, the directors approved another six-story addition to 
this building (some 170 feet long) at a cost of $330,000. At that same meeting, 
they approved an additional $2 million for two forge shops, a heat treat building, 
and a die shop.*® 

The figures in table 6.2 show the growing importance of overseas sales to the 


success of Dodge Brothers in the 1920s. Unfortunately, there is little surviving 
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material that sheds light on the overseas operations. One exception is Sydney 
Cheney’s book, From Horses to Horsepower, which provides much detail about 
Dodge Brothers in Australia. Dodge Brothers (Canada) Limited legally dates from 
1917, although operations did not begin until June 1921 in Windsor, Ontario. 
Initially, the Canadian subsidiary served as a gateway to ship Dodge Brothers cars 
to the British empire. In time, however, more Canadian-built components were 
included in the vehicles, such as batteries, wheels, and tires, forcing Dodge Broth- 
ers (Canada) to open a larger factory in nearby Walkerville in February 1924. A 
year later, the Dodge Brothers subsidiary opened a new plant in ‘Toronto, provid- 
ing 250,000 square feet and costing $1.75 million.*? 

Fortunately, a detailed statement of export shipments of Dodge Brothers cars 
and Graham Brothers trucks for 1925 has survived. Summarized in table 6.3, the 
figures illustrate the global presence of Dodge Brothers and Graham Brothers vehi- 
cles. A large proportion of the shipments went to parts of the British empire. More 
than two-thirds of the vehicles shipped (23,383 out of 35,152) were equipped with 
right-hand-drive. Two-thirds of all shipments to Africa, for example, went to South 
Africa. In the case of the Far East, one-third of the shipments went to India and 
another third to China. For Australasia, the largest single market, two-thirds of the 


vehicles went to Australia. Argentina accounted for two-thirds of the sales to South 
America. The Caribbean sales district, however, has a misleading name because 


the district includes Mexico, Colombia, and Venezuela, along with the Caribbean 


islands. Dodge Brothers and Graham Brothers vehicles were sold in every corner 
of the globe. 


Despite Frederick Haynes's successful managerial record at Dodge Brothers 


and an apparent bright future for the company, the Dodge widows, Matilda Rausch 


Dodge and Anna Thomson Dodge, decided to sell the enterprise sometime in early 
1925. Why they did so will remain a mystery, as neither offered any public expla- 
nation and the surviving records are silent. Perhaps they fully appreciated the 
vagaries of the automobile industry and decided to sell while the company and the 
industry were prospering. They may have simply wanted to convert their assets into 
a more liquid form. Perhaps the time had come finally to break with their dead hus- 
bands’ industrial legacy and move on with their own lives. The fact that none of 
their sons had any aptitude for or interest in managing Dodge Brothers probably 
made their decision easier. 

Although Frederick Haynes remained with Dodge Brothers until July 1928, he 
was no longer in control after the sale to Dillon, Read & Company. Assessing 


Haynes's contribution to the success of Dodge Brothers is difficult. From 1912 


Dodge Brothers under Frederick J. Haynes 


Table 6.3 
Export Shipments, Dodge Brothers Cars and Graham Brothers Trucks, 1925 
Destination Units Shipped 
British Isles S27 
Europe 2,441 
Near East 614 
Africa 3,400 
Far East 4 042 
Australasia 9,919 
South America 3,119 
Caribbean 3,884 
Canada 3,396 
Warehouses 2,440 
TOTAL 29 52 


Source: “Summary of Export Shipments, 1925,” in “Dodge Overseas” collection, NAHC. 


through 1920, he operated in the shadows of John and Horace Dodge. When he 
was in control of the automaker starting in 1921, Haynes was a modest, almost shy 


executive who preferred to operate quietly with calm and cautious deliberation. This 


researcher could find only two extensive interviews with Haynes, by W.A.P. John 
for Motor in 1922 and a second with B. C. Forbes in 1925 for Forbes Magazine. In 


describing his managerial style to both intetviewers he repeated a statement attrib- 


uted to John Dodge: “When you've got to decide a thing in a hurry, don’t decide it 
at all.” He believed that everyone should work for the benefit of the “Dodge organ- 


ization” and would not tolerate politics in decision making. Haynes also did not tol- 


erate “yes-men’ and preferred spirited debates about company policies and 


practices. At a brief glance, Haynes seemed to have had the ideal personality to 
instill a spirit of cooperation and teamwork within the automaker. He seemed like 
the ideal executive to manage Dodge Brothers following the deaths of the founders. ”° 

Once the Dodge widows decided to sell the company, the Dodge Brothers’ 
directors hired an outside firm, the Manufacturers’ Appraisal Company, to put a 
dollar value on the physical assets. Manufacturers’ report, issued on 31 March 
1925, included the following commentary: “In all our appraisal experience we have 


never reviewed a more substantial group of buildings, they are not particularly 


elaborate or ornate in the common sense of the word but are constructed of the 
best materials obtainable applied in the best known art of the trade and are in keep- 
ing with the Dodge Brothers instance [sic] on perfection.” Their appraisal included 


buildings, machinery, equipment, tools, dies, and fixtures, but not inventories of 
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raw materials, parts, or automobiles. The “cost of reproduction” (replacement cost) 
for all the Dodge Brothers plants came to $54,687,352, but the “sound valuation” 
(depreciated value) was $40,823,601. The Dodge Main plant accounted for 
$37,175,024 of the latter figure.’! 

The New York Times reported that when the Dodge widows informally put the 
company on the market in January 1925, more than a dozen offers came in. The 
Dodge families rejected most of these as inadequate or simply because they did 
not like the potential buyer. Two serious finalists remained at the end. General 
Motors, acting through its banking house of J. P. Morgan & Company, offered 
$124,000,000 in cash or a combinatiomof $50,000,000 in cash and $90,00,000 in 
notes. They would pay the notes in installments of $10,000,000 over nine years, 
but would not pay interest. The New York investment banking house of Dillon, 
Read & Company made a more generous offer of $146,000,000 in cash.” 

The two parties carried out serious negotiations in Detroit, with the Dodge 
interests meeting at the Merchants National Bank and the Dillon, Read interests 
at the Book-Cadillac Hotel. The bankers’ representatives included E. G. Wilmer, 
president of the Goodyear Tire and Rubber Company, S. W. Howland, and A. C. 


Schwartz, all partners in Dillon, Read. John Ballantyne, chairman of the Merchants 


National Bank and trustee for the Horace Dodge estate, represented the Dodge 
family’s interests, with Charles P. Spicer, vice president of the Detroit Trust 
Company, and family members John Duval Dodge and Wesson Seyburn. One 
account credits Schwartz for making the deal possible. In addition to being a part- 
ner in Dillon, Read, he had known both Dodge families for some time and had 
earned their trust. 

The widows accepted the Dillon, Read offer, which included a $50,000,000 
valuation for “good will,” which Dodge Brothers had always carried on its books at 
$1. Matilda Rausch Dodge and Anna Thomson Dodge attended the meeting of the 
stockholders on 7 April 1925 that approved the sale. A subsequent unanimous vote 
of the stockholders on 30 April 1925 ratified the earlier actions. Each of the Dodge 
widows held or controlled 249,995 shares of stock (out of 500,000), with five oth- 
ers holding two shares each. The deal was consummated on | May, when Dillon, 
Read & Company delivered a certified check for $ 146,000,000, the purchase price. 


Business historians have claimed that this was the largest cash transaction in his- 
4 


tory up to that time.’ 

Details of the actual transfer of the property can be reconstructed through 
newspaper articles and by examining the original check. Simultaneous meetings 
were held at the offices of Dillon, Read in New York and in an office of the Detroit 
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‘Trust Company in Detroit, with a long-distance telephone line linking the two 
groups of men. In New York, Dillon, Reed, & Company issued a check written on 
their account at the Central Union Trust Company in the amount of $146 million, 
payable to “Dodge Brothers.” The check was endorsed by “Charles P. Spicer, 
Attorney-in-fact,” for deposit to the Dodge Brothers’ account at the Hanover 
National Bank, also in New York City. Spicer was a vice president of the Detroit 
‘Trust Company and represented the Dodge Brothers stockholders. Once the check 
was in his hand, Spicer informed John Ballantyne in Detroit of the fact, and 


Ballantyne then handed over the deed to the property to A. M. Barnes, one of 
Dillon, Read's representatives in Detroit. S. W. Howland, an attorney for the invest- 
ment banker, was also at the Detroit meeting, along with Arthur Waterfall, repre- 
senting the old Dodge Brothers firm, and Harry V. Popeney, secretary of Dodge 
Brothers.” 


A few days before the sale was completed, John Duval Dodge, John F. Dodge’s 


eldest son, unsuccessfully tried to block it. In his will, John F. Dodge had provided 
John Duval Dodge with an allowance of merely $150 a month. The younger Dodge 
had successfully challenged the will and in 1921 won a settlement of $1.6 million 
from the remaining heirs. On 4 April 1925, on the eve of the sale to Dillon, Read, 
he asked the Wayne County Circuit Court to issue an injunction to stop the sale, 
naming Matilda Rausch Dodge as a defendant. He claimed that he was entitled to 
one-fifth of the estate of his half-sister, Anna Margaret Dodge, who had died a year 


earlier, and that this sale affected her estate, which consisted of shares of Dodge 


Brothers stock. The court dismissed the case four days later, arguing that the sale 


involved the physical assets and good will of Dodge Brothers, not the stock.”° 


Six months after the sale, the New York Evening Post financial columnist 
reported that at the time of the Dodge Brothers sale, “Wall Street literally stood 
aghast when it became known that the bankers had paid, all in cash, $152,000,000 
less dividends for the property.’ The columnist went on to argue that this was not 


an unreasonable price, considering the healthy condition of the firm. Sound busi- 


ness relationships, especially with the Dodge Brothers dealers, resulted in Dodge 
Brothers having only $33,000 in bad debts. The company's product line was strong 
as well, with closed bodies making up more than half of all production and the 
Dodge Brothers three-quarter-ton commercial cars accounting for one-fifth of all 
the Dodge Brothers business. Dodge Brothers had a strong dealer network, with 
roughly 6,000 outlets worldwide.’’ The sale of the company to Dillon, Read in 
1925 ended not only a quarter century of Dodge family ownership of the business 


but also the management continuity the firm enjoyed under Frederick Haynes for 
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more than four years after Horace Dodge’s death. Dillon, Read brought in its own 
management team and quickly replaced many of the old Dodge Brothers execu- 
tives. Edward G. Wilmer replaced Haynes as president in April 1926. Haynes was 


appointed chairman of the board, a largely ceremonial position. The investment 
banking firm was ill-prepared to operate a large company like Dodge Brothers in 
an industry that it did not really understand. The new owners did not neglect their 
automotive property and invested heavily in new plant and new products, but they 
made a series of poor decisions that turned Dodge Brothers into a struggling con- 
cern by 1927. A little more than three years after Dillon, Read bought Dodge 


Brothers, the investment banking firm sold the automotive property to the Chrysler 
Corporation. 


SEV EN 


The Dillon, Read Years and the 
Merger with the Chrysler 
Corporation, 1925—1928 


Buying the Dodge [Brothers, Inc.| was one of the soundest acts of 
my life. I say sincerely that nothing we have done for the organiza- 
tion compares with that transaction. We had, before the merger, an 
intensely sharp spearhead in the Chrysler Corporation, but when 
we put behind it all of Dodge our spearhead had a weighty shaft and 
had become a potent thing. 


Walter P. Chrysler, Life of an American Workman (1937) 


uring the three years the investment banking house of Dillon, Read & 
Company owned Dodge Brothers, the automaker's performance suffered. 
Neither Clarence Dillon nor his handpicked manager, Edward G. Wilmer, had any 


experience in the automobile industry. They turned what had been a growing, prof- 
itable company in 1925 into an automaker struggling to sell its products in 1927. 
Declining profits and falling stock prices led Clarence Dillon to sell Dodge 
Brothers, Inc., to the Chrysler Corporation at the end of May 1928. 

Under Wilmer, Dodge Brothers bought Graham Brothers Company outright 
and introduced a series of entirely new cars starting with the Senior Six line, which 
appeared in May 1927, as a 1928 model. A new line of four-cylinder cars appeared 
in June 1927, followed by the Victory Six line in January 1928 and the Standard 
Six line in March. The new models were more expensive than the cars they replaced. 
Only the Victory Six line offered distinctive styling and innovative features. Overall, 


the new models sold poorly, depressing sales, profits, and share prices.! 
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Dodge Brothers under Dillon, Read Management 


Immediately after buying Dodge Brothers, Dillon, Read & Company created a new 


legal entity, Dodge Brothers, Inc. (chartered in Maryland), to take over the assets 
of Dodge Brothers, a Michigan corporation. Dillon, Read restructured Dodge 


Brothers’ long-term finances in a way that left the investment banking house firmly 
in control while making a quick profit. They offered $75,000,000 in Dodge Brothers 
bonds and $85,000,000 in Dodge Brothers nonvoting preferred stock (850,000 
shares) to the public, which quickly snapped up the offerings. Dillon, Read thus 
received $160,000,000 in cash, turning a quick profit of $14,000,000 on their 
Dodge Brothers purchase. They also gave owners of preferred stock an equal num- 
ber of shares of (nonvoting) Class A common stock. Dillon, Read also issued 
500,000 shares of Class B common stock, which carried voting rights, but they 
kept most of those shares and thus had complete control of Dodge Brothers.’ 

After selling Dodge Brothers to the investment bankers, Anna Thomson Dodge 
bought large blocks of stock in the company. She participated in a syndicate run 
by Dillon, Read that bought and sold Dodge Brothers, Inc. preferred stock. Before 
she sold her holdings in early July 1925, Anna Thomson Dodge owned 82,000 
shares (of 850,000 shares issued), which brought her $6.3 million upon sale. At 
the end of June 1925, she also bought substantial quantities of common stock. In 
mid-October, she still held 66,500 shares of Class A common stock and 15,500 
shares of Class B common stock” 

Dillon, Read changed the Dodge—Graham Brothers partnership by purchas- 
ing Graham Brothers outright. The Dodge Brothers directors decided in August 


1924 to secure an option on 51 percent of the Graham Brothers stock and to work 


more closely with the firm. When Dodge Brothers exercised its stock option on 
| October 1925, it paid $3 million for the 51 percent interest, but also took an 
option to purchase the remaining 49 percent for $10 million and additional pay- 
ments based on Graham Brothers profits. Dodge Brothers did not announce the 
purchase until late November. An appraisal of the Graham Brothers’ factories, dated 
31 December 1925, included plants in Evansville, Indiana; Detroit; Stockton, 
California; and Toronto. The “sound valuation” (depreciated value) of all four was 
$2,328,452, with the Evansville plant accounting for $1,942,452 of the total.* 

In mid-December 1925, the three Graham brothers became directors of Dodge 
Brothers, Inc., and received important management positions—Ray became gen- 
eral manager; Joseph took over as vice president in charge of manufacturing; and 


Robert became vice president and general sales manager. They had bought Dodge 
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Brothers shares with the proceeds from their sale of Graham Brothers stock and 
together became the largest Dodge Brothers stockholders. Only four months later, 
in mid-April 1926, Dodge Brothers paid nearly $13 million for the remaining 49 
percent of the Graham Brothers stock, and the three Grahams severed all con- 
nections with Dodge Brothers. The Dodge Brothers directors later revealed that 
they had paid a total of $15,946,660 for the Graham Brothers stock, some 
$7,926,325 above the value of the firm’s tangible assets.° 

The departure of the Graham brothers from Dodge Brothers came only a year 
after Dillon, Read & Company purchased Dodge Brothers. Their departure, after 
they had served as directors and vice presidents for less than four months, remains 
shrouded in mystery. They may have had fundamental disagreements with Wilmer 
over the new product lines. It is more likely that they recognized they would never 
run Dodge Brothers and that their business associate and friend Frederick J. Haynes 
would have little authority under the new owners. Haynes remained president of 
Dodge Brothers until April 1926, when Wilmer took his position and named him 
chairman. The Grahams had long wanted to build their own car but needed capi- 


tal and independence to pursue that goal. Once they had the proceeds from the 
sale of Graham Brothers in hand, they began looking for an automobile company 
to acquire. They first focused their attention on the Paige—Detroit Motor Car 
Company in September 1926 and bought a controlling interest in June 1927. The 
Grahams reorganized the firm as the Graham—Paige Motors Corporation, and pro- 
duced cars for the next two decades.°® 

After taking over Dodge Brothers, Dillon, Read gradually replaced the top man- 
agers with their own men. At the end of 1925, only a few members of the “old 
guard” were still in place, namely Haynes as president; Arthur T. Waterfall as vice 
president; and Harry V. Popeney as secretary and treasurer. New faces included 
Arthur Z. Mitchell, vice president (purchasing); Herbert H. Springford, vice pres- 
ident (finance); and the Graham brothers. By December 1925, the board of direc- 


tors had grown to seventeen members, with Edward G. Wilmer serving as chairman. 


Clarence Dillon and Horace E. Dodge, Jr., were among the new members. With 
rare exceptions, they held the Dodge Brothers directors’ meetings beginning in May 
1925 at the Dillon, Read offices at 28 Nassau Street in New York City.’ 

Dillon, Read substantially changed the Dodge Brothers managerial team when 
the Graham brothers left Dodge in April 1926. Edward G. Wilmer became presi- 
dent and Haynes was “bumped upstairs” to become chairman of the board. He 
remained in that largely ceremonial post until Chrysler purchased Dodge Brothers 


in July 1928, when he resigned. Haynes briefly served as president of Durant 
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Motors, Inc., starting in January 1929, but then rejoined the Franklin Automobile 
Company in November 1930 as general manager and vice president.® 

Arthur T. Waterfall continued to serve as a vice president at Dodge Brothers, the 
only holdover from the pre—Dillon, Read days. Herbert H. Springford and Arthur Z. 
Mitchell continued as vice presidents. Raymond P. Fohey became secretary and 
treasurer, replacing Harry V. Popeney. Dillon, Read paid Wilmer, who served as 
president until the sale of Dodge Brothers to Walter P. Chrysler, a base salary of 
$250,000 annually, | percent of Dodge Brothers profits between $15,000,000 and 
$20,000,000, and 2 percent of all profits above $20,000,000. The board of directors 
also gave him $50,000 to cover the expenses of moving his family from New York 
City to Detroit. In 1926, when Dodge Brothers earned nearly $27,800,000, Wilmer 
earned an additional $200,000 under his contract.” 

Edward G. Wilmer became president of Dodge Brothers, Inc., at age thirty- 
nine. Originally trained as a lawyer, he worked in several executive positions in the 
1910s with the Milwaukee Coke and Gas Company, the Newport Mining 
Company, and the Steel & Tube Company of America. When Clarence Dillon refi- 
nanced and reorganized the troubled Goodyear Tire & Rubber Company in 1921, 
he asked Wilmer to direct the efforts. Wilmer led a dramatic financial turnaround 
at Goodyear, where he served as president during 1921-23 and then as chairman 
of the board until 1926, when he became president of Dodge Brothers.!° 

Wilmer granted an extensive interview to Automotive Industries in mid-April 
1926, in which he discussed his plans for Dodge Brothers. The previous Dodge 
Brothers’ management had been competent, but conservative, and Wilmer 
intended to be more aggressive in expanding the business. He argued that the com- 
plete consolidation of Graham Brothers and Dodge Brothers operations would 
bring greater efficiency. Wilmer, however, said nothing about new products. Shortly 
after the Dillon, Read takeover, the Dodge Brothers directors had approved a plan 
to expand production from 1,100 cars per day to 1,500 and to spend $5,873,400 
on new plants and equipment. Major elements included a new forge and heat treat 
plant ($2,123,635), storage buildings ($1,780,400), additional enameling capac- 
ity for closed bodies ($1,500,000), and machine shop equipment ($1,030,000).!! 

Plant expansion got under way in mid-August 1925, with a projected comple- 
tion date of 1 January 1926 at an estimated cost of $8 million. Construction of a 
new complex on Lynch Road next to the former Dodge Brothers ordnance plant 
included three large steel and glass buildings to house the heat treatment plant, a 
heavy hammer shop, and a light hammer shop. The Lynch Road construction 
included a die shop and a new power plant. At the main plant (Dodge Main), the 


Edward G. Wilmer, 1927. Courtesy of NAHC. 
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largest project was a six-story addition to the assembly building, measuring 100 by 
462 feet and providing an additional 282,000 square feet of floor space. Other 
major additions there included a five-story machining and storage building, meas- 
uring 75 feet by 475 feet, and a five-story warehouse, 100 feet by 205 feet. The 
Dodge Brothers construction department managed these building projects, 
employing 1,000 men during the second half of 1925 to complete the work.!? 

By the end of 1926, Wilmer transferred the production of Dodge Brothers 
three-quarter-ton screenside and panel commercial vehicles to the Graham 
Brothers’ facilities in Detroit, and Dodge Brothers manufactured passenger cars 
exclusively. By then, Dodge Brothers owned Graham Brothers and ran it as an oper- 
ating division of the larger concern. In 1926, Graham also produced one-ton, one- 
and-a-half-ton, and two-ton capacity chassis, with a variety of bodies, all sold as 
Graham Brothers trucks and buses. Overall production in 1926 (331,764 units) 
was 27.6 percent higher than that of 1925, probably a result of the shake-up in the 
model lineup from the previous year.!° 

Edward Wilmer and vice president for sales Robert C. Graham launched sev- 
eral initiatives in early 1926 to improve sales. Dodge Brothers held a national con- 
vention for its dealers and sales representatives, some 2,500 in total, in Detroit in 
early January 1926. Besides “wining and dining” their dealers and salespeople, 
Dodge Brothers held plant tours of the Dodge and Graham factories, created 
special exhibits, and organized scores of meetings. More important, the firm 
announced price reductions for all models of cars, commercial cars, and trucks 
ranging from $60 on the roadster to $205 on the Type A Special sedan. At the end 
of the meetings, Clarence Dillon revealed his plan to appoint two Dodge Brothers 
dealers to the Dodge Brothers board of directors, an unprecedented move in the 
automobile industry. Two months later, Wilmer announced the two new directors, 
both Dodge Brothers dealers since 1914—C. M. Bishop of Brooklyn, New York, 
and F. S. Albertson of Los Angeles.'4 

The new Dodge Brothers models that began appearing in early 1926 included 
a new commercial car, redesigned with a completely closed cab and offered in the 
popular screenside and panel body styles of the past. The all-steel sedan was two 
inches lower than its predecessor and came equipped with a one-piece windshield. 
New models included “sports” versions of the roaster and rumble-seat roadster 
introduced in January 1926 and a “sports” touring car that appeared later in the 
year. Dodge Brothers, Inc., also announced in January 1926 that it was adopting 
the standard SAE gearshift pattern, finally eliminating the pattern peculiar to 
Dodge Brothers.!? 
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Dodge Brothers plant, Hamtramck, 1960. Courtesy of DCHC. 


The 1926 models incorporated a series of important mechanical improve- 
ments. Dodge Brothers introduced a new four-cylinder engine with a five-bearing 
crankshaft, replacing the engine with a three-bearing crankshaft in use since 1922. 
The new engine provided vibration-free power at fifty miles per hour and above. 
Additional mechanical improvements for 1926 included the introduction of an air 
cleaner as standard equipment; improvements to the steering gear; better spark, 
throttle, and carburetor controls; and an improved (6-volt instead of 12-volt) elec- 
trical system.!° 

The new owners were willing to spend significant sums to promote Dodge 
Brothers products. When Curtis Publishing Company revealed the leading auto- 
motive advertisers in its magazines for 1926, Dodge Brothers, Inc., ranked third 
($963,820), trailing only Chrysler Sales Corporation ($1,043,145) and Willys- 
Overland, Inc. ($1,014,730). Buick Motor Company held fourth place ($855,625) 
and Chevrolet Motor Company fifth place ($841,203). Dodge Brothers had twice 
the advertising expenditures of Ford Motor Company, Nash Motors Company, and 
the Hudson Motor Car Company. !’ 


Beginning in May 1927, Dodge Brothers, Inc., introduced an entirely new 


lineup of passenger cars, the first major shake-up of Dodge Brothers products since 
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1914. Besides an entirely new line of four-cylinder cars, Dodge Brothers intro- 
duced three new lines of six-cylinder automobiles for the 1928 model year—the 
Senior Six, the Victory Six, and the Standard Six. The introduction of six-cylinder 
models in 1927 reveals how out-of-date Dodge Brothers cars had become by then. 
When the first Dodge Brothers car appeared in 1914, four-cylinder cars accounted 
for 77 percent of the American market. In 1926, sales of six-cylinder models 
accounted for 55 percent of the market in the United States and four-cylinder cars 
42 percent, with Ford accounting for much of-the four-cylinder sales. Dodge 
Brothers had repeated the same mistake Henry Ford made in sticking with the 
Model T Ford too long. Unfortunately for Dodge Brothers, the new models intro- 
duced in 1927 were not very successful. !® 

We can only speculate as to who made the decisions regarding the new models, 
particularly their size, styling, engines, and price. Edward Wilmer was clearly in com- 
mand starting in May 1925. The departure of the Graham brothers in April 1926, 
when Wilmer also replaced Haynes as president, further solidified his control. 

The rationale behind the introduction of the new models was never clearly 
explained. Wilmer may have believed that Dodge Brothers needed to imitate 
General Motors if it hoped to prosper in an increasingly competitive automobile 
market. By expanding the offerings from a single line of cars to three, with a much 
wider price range than before, Dodge Brothers could imitate GM's “ladder mar- 
keting’ approach. Dodge Brothers would go “up-market” and focus on six-cylinder 
automobiles. In a letter to the stockholders (dated 26 January 1928) that intro- 
duced the annual report to the stockholders for 1927, Wilmer explained his think- 
ing. Advances in design and manufacturing in the auto industry meant that by 1926 
and later, competitors would be selling six-cylinder cars in the same price category 
as the traditional Dodge Brothers four. So Dodge-Brothers needed to produce a 
four-cylinder car that would be lighter and faster than its traditional four and would 
sell at a lower price. Dodge Brothers would simultaneously introduce “two lines of 
superior six cylinder motor cars, one to sell in the $1,000 range and the other in 
the $1,500 price class. Rather than disrupt the factory organization and the deal- 
ers, the company introduced the new models piecemeal.!” 

The first new introduction, the Senior Six line, appeared in early May 1927 
and was the most expensive new model, with prices ranging from $1,495 (two-door 
coupe) to $1,595 (four-door sedan). A completely reworked four-cylinder car, 
called the Past Four (base price of $855) went into production in August 1927. 
Dodge Brothers produced 55,000 of these before the end of the calendar year. The 
company then introduced the mid-priced Victory Six in January 1928, with a base 
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1928 Dodge Brothers Senior Six sport cabriolet. Courtesy NAHC. 


price of $1,045, but with the price of some models as high as $1,295. Finally, in 
March 1928, Dodge Brothers announced the Standard Six (also known as the Light 
Six), priced at $875—$970, to replace the Fast Four, which was less than a year 
olan. 


Wilmer used the occasion of the twelfth annual Dodge Brothers’ dealers’ con- 


vention, held in Detroit in early January 1927, to announce the Senior Six line. 
Wilmer showed the dealers a single prototype but would not reveal if it had a six- 
or an eight-cylinder engine; he simply informed them that it would be in produc- 
tion by July. It is conceivable that the Dodge Brothers management had not yet 
decided whether it would be a six or an eight. In at least one sense, it did not mat- 
ter because Continental Motors, not Dodge Brothers, built the engine. Dodge 
Brothers built a 560,000-square-foot building on Lynch Road in Detroit to assem- 
ble the new car. The plant, which cost $4,500,000 and was finished by early April 
1927, included a new one-mile concrete oval test track with banked curves for road 
testing the new models.?! 

The Senior Six, with four-wheel hydraulic brakes and a seven-bearing crank- 
shaft, was technologically up-to-date in most respects. Reviewers described it 


as handsome, with good handling characteristics and a reasonable price. The 
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company began designing the Dodge Brothers Senior line less than two years 
before production began. This was an “all-new” car built in an “all-new” factory. 
Production of 100 cars a day started in May 1927, with plans to increase that to 
300 per day in June. The Senior line never caught the public fancy, however, and 
by the end of 1927 Dodge Brothers had manufactured only 15,000 Senior Sixes. 


The Senior Six was a sales disaster, in part because it differed greatly from pre- 


vious Dodge Brothers models. By going “up-market” with a more expensive car with 
a six-cylinder engine, the company forced its dealers to appeal to a different class 
of customers than traditional Dodge Brothers buyers. Several ads included chauf- 
feurs, while others showed Senior Six owners playing polo, sailinga yacht, or attend- 


ing formal affairs. With a price range of $1,495—$ 1,595, the Senior Six was priced 


well above the entire line of Oldsmobiles, which ranged in price between $925 and 
$1,205 for the 1928 model year. Even Buick, between Oldsmobile and Cadillac in 
the General Motors pecking order, offered models less costly than the Dodge Broth- 
ers Senior. The Buick Standard Series models for 1928, with a wheelbase of 114.5 
inches versus 116 inches for the Senior Six, sold for between $1,195 and $1,375. 
Even the Buick Masters Series, on a wheelbase of 120 inches, offered six models 
priced between $1,465 and $1,575. Convincing customers to buy the Senior Six 
must have been difficult for Dodge Brothers dealers.?° 

Ever since their first cars came off the assembly line in Hamtramck, Dodge 
Brothers boasted of their all-steel bodies and overall high quality because they 
built the components in-house according to rigid Dodge Brothers specifications. 
The Senior Six, however, had a composite steel and wood body supplied by Briggs 
Manufacturing Company and Murray Body Company and an engine made by 
Continental Motors. Dodge Brothers provided the specifications to Continental, 
which received the nod because they could make the engine cheaper than could 
Dodge Brothers. The Senior Six looked to many customers much like the “assem- 
bled cars” that Dodge Brothers salesmen had always ridiculed. After arguing for 
more than a decade about the superiority of all-steel bodies over composite bod- 
ies, the Senior Six was a “hard sell” for Dodge Brothers dealers.” 

The company touted the new Dodge Brothers four introduced in August 1927 


as “the fastest four-cylinder car in America,” capable of sixty miles per hour, a speed 


normally reserved for more expensive models. Four body styles were available at 


base prices ranging from the coupe ($855) to the cabriolet roadster ($955). The 


line used the new Dodge Brothers four-cylinder engine with a five-bearing crank- 
shaft, which reduced engine vibration and made higher speeds possible. In addi- 


tion, the new models had shorter wheelbases and weighed 300 pounds less than 
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1928 Dodge Brothers Senior Six four-door sedan. Courtesy of NAHC. 


those of the previous line. Dodge Brothers also built the Fast Four lower to the 
ground, giving it a more “sporty” look. Initial sales were encouraging, and Dodge 
Brothers assembled 55,000 units by the end of the calendar year. This Dodge 
Brothers model was not much better in terms of style and comfort than the new 
Model A Ford, which began appearing in showrooms in December 1927 and had 
a retail price of $495-$570. The Standard Six introduced in March 1928 replaced 
the Fast Four after only eight months of production.2° 

Wilmer admitted in a letter to stockholders in January 1928 that the intro- 
duction of the new models was botched. He explained why longtime Dodge Broth- 


ers customers were confused: 


During the early stages of this development, sales of four cylinder passenger cars 
were somewhat affected by frequent changes in product and in the absence of 
authentic publicity concerning the company’s future plans, many unfounded 


adverse rumors found ready reception. 


Ne) 


Six - Cylinder ‘Performance 


Refreshingly New........ 
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IELDERS of the polo mallet, hunters of 
moose, hard hitters from the tee—are 
enthusiastic about this car. 


For them its virilicy and boundless cagerness to 
go have irresistible appeal. 


A car that makes you regret the shortness ofa 
enior in l mile——or half a thousand miles. 
Owners who have not dared to open the 


throttle wide report better than seventy miles 
per hour. Acceleration that masters traffic. 
Vast’ reservoirs of power. 


1928 Dodge Brothers Senior line advertisement. Author's collection. 
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1928 Dodge Brothers Fast Four. Courtesy of NAHC. 


This uncertainty, which could not be dispelled without prematurely divulging 


the full program and so working permanent injury to current business, reached 
perhaps its most difficult stage during 1927. 


Of course, “the absence of authentic publicity concerning the company’s future 
plans” was the result of Wilmer’s indecisive management style and entirely his fault. 
Not announcing and possibly not knowing the engine that would power the Senior 
line six months before the line would go into production is just one example of 
Wilmer's incompetence. Wilmer, however, did not recognize the other problems 
that plagued these new Dodge Brothers lines. Except for the Victory Six line, these 
new models were undistinguished, overpriced, or both.2¢ 

The Victory Six line, introduced in January 1928, had an innovative body-frame 
design. A. F. Denham, writing in Automotive Industries, described this as a “fish- 
belly” frame, with the body and seats attached directly to the frame. This allowed 
the body to be lowered two inches without reducing interior headroom, lowering 
the center of gravity and improving handling as a result. This body-frame design 
also saved 175 pounds in overall weight. A similar description in Automobile Topics 
in early January 1928 focuses on the fact that they built the floor and seats of the 
car right into the chassis frame instead of bolted into body sills, which was the pre- 
vious practice. A correspondent for Automobile Topics took a Dodge Victory Six on 
a daylong test drive and reported in April 1928 that the car was quiet, comfortable, 


easy to handle, and had good acceleration and overall performance.2’ 
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The way women have received Dodge 
Brothers New Victory Six proves that 
they are interested in something be- 
sides vanity cases, upholstery and ap- 
pointments. 


Quite as much as men, they express 
keen interest in the Victory’s supreme 
ability ta accelerate more swiftly and 
maintain a higher speed than any other 
motor car in its price class. They appreci- 
ate, too, the Victory’s unruffled comfort 
over rough pavement—especially when 
there are small children on the seats. 
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BEAUTIFUL 


Women thow keen in a 
in Victor y per for mance 


They are not quite so interested, con- 
ceivably, in the new facts and features 
of Victory engineering: more power 
pet pound than any car in the Victory 
price class—revolutionary new body- 
construction and body-mounting, etc.— 
but they are captivated by che thrilling 
results of these features. 


And they are gratified to discover that 
in the business of creating a new and 
betrer kind of performance, Dodge 
Brothers engineers have not overlooked 
- inion of ies and ee 
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1928 Dodge Brothers Victory Six advertisement in The House Beautiful, August 1928. 
Author's collection. 
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John Bittence has argued convincingly that most of the contemporary auto- 
mobile industry publications and automotive historians alike have missed the most 
important innovative feature of the Victory Six—its monopicce or unit body design. 
The Edward G. Budd Company developed new machinery and electric welding 
techniques that allowed it to produce the Victory Six body as eight large steel stamp- 
ings that they shipped to the Dodge Brothers factory for assembly (by welding) into 
an all-steel body without a network of rails, sills, and braces to support the body 
panels. Dodge Brothers then added a roof insert (wood-framed, with rubberized 
cloth), hood, doors, and a few other parts to produce the completed body. Dodge 
Brothers spent about $10 million to develop the Victory Six, with a substantial part 


of the investment going to help Budd solve the manufacturing problems inherent 
in this innovative design. Strangely, automobile writers touted Budd’s innovative 
larger stampings without mentioning Dodge Brothers or the Victory Six. 

The Victory Six was the first American production car with a unit body design, 
which resulted in a stronger and more rigid car, saved weight, and produced a lower 
center of gravity and improved road handling. E. E. Thum, writing in Automotive 
Industries in September 1928, recognized the significance of the Victory Six mono- 
piece body design, but he was the only automotive writer who did. Dodge Brothers 
informed its dealers of the pathbreaking nature of the unit body and the advan- 
tages car buyers would enjoy in its sales magazine, The Dotted Line, but this had 
little positive impact on sales. When the Budd Company touted its work in devel- 
oping unit bodies, it did not mention Dodge Brothers. As a result, automotive his- 
torians have mistakenly identified the 1934 Chrysler/DeSoto Airflow as the first 
production car with a unit body design.?? 

As a hasty replacement for the failed Fast Four, the company introduced the 
Dodge Brothers Standard (“Light”) Six in March 1928 in four body styles with list 
prices ranging from $875 to $970. Automotive Industries reported that the Standard 
Six had “a number of features not usually found in cars in the lower price range, 
such as completely-machined combustion chambers, a fully-machined crankshaft, 
Nelson-type aluminum alloy pistons, an AC oil filter and ball bearings throughout 
the transmission gear and the rear axle.” This was the same engine used in the 
Victory Six. The Dodge Brothers Standard Six was a reasonably priced six that sold 
much better than the four it replaced. The demise of the Fast Four also marked 
the end of the four-cylinder engine in Dodge Brothers cars until the 1978 Dodge 
Omni” 

The lineup of Graham Brothers trucks also changed and expanded in 1927 
and 1928. The distinctive one-ton capacity G-Boy chassis (126-inch wheelbase) 
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1928 Dodge Brothers Victory Six at Edward G. Budd Company exhibit. Courtesy of 
NAHC. 


appeared as a 1927 model and could be fitted with pickup, canopy, and stake truck 
bodies. Early in the 1928 model year, Graham Brothers for the first time offered 
trucks with six-cylinder engines on its two-ton and three-ton capacity trucks. A 
Graham Brothers catalog issued in September 1928 reveals the broad range of com- 
mercial car, truck, and bus chassis and bodies manufactured by Dodge Brothers. 
Graham Brothers sold chassis ranging from three-quarter-ton to three-ton capac- 
ity and with wheelbases ranging from 110 inches to 185 inches, including 12-, 16-, 
and 21-passenger motor coach chassis. Customers could buy chassis fitted with 


merchants express panel, canopy, screen, express (pickup), stake, farm box, high 
rack, dump, tractor, motor coach, and school bus bodies.*! 

The new car and truck models did not bring the expected jump in sales—just 
the opposite. Combined sales of cars and trucks fell sharply from 331,764 units 
in 1926 to 205,260 in 1927, a decline of 38 percent. Earnings, which had been 
respectable in 1925 and 1926, dropped disastrously in 1927. Part of the downturn 
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1928 Graham Brothers panel delivery trucks. Courtesy of NAHC. 


reflected the inherent production difficulties of simultaneously introducing so 
many “all-new” lines of cars. The new models, which were markedly more expen- 
sive than the old Dodge Brothers four-cylinder cars, did not catch the public's 
fancy. In going “up-market,” Dodge Brothers abandoned its longtime customers. 
By any standard, 1927 was a disaster for Dodge Brothers, Inc. Sales fell from nearly 
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1928 Graham Brothers stake truck. Courtesy of NAHC. 
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$253,000,000 in 1926 to $173,581,526 in 1927, and net earnings dropped from 
$21,591,920 to only $9,641,427. Ina single year, the company lost one-third of its 
sales revenues and more than half its profits. 

One positive sales trend that Wilmer continued was Dodge Brothers’ expanded 
sales in foreign markets. The automaker's overseas sales, a minuscule 2.9 percent of 
total sales in 1921, grew to a healthy 12 percent (30,566 units) in 1925. Dodge 
Brothers hired Percy Owen as its director of foreign sales on 1 October 1925. Born 
in Oswego, New York, Owen opened the first gasoline automobile dealership in New 
York City in 1899, selling Winton automobiles. He worked for Winton in various 


capacities until 1912, when he becamé the general sales manager for Chalmers 


Motor Car Company in Detroit. Owen then served as vice president of the Saxon 
Motor Car Company in 1915 and was president of the Liberty Motor Car Company 
of Detroit from 1916 until 1924. He took a position in 1924 withthe U.S. Department 
of Commerce as the chief of its automotive division and conducted several studies 
of the European automobile market on behalf of the U.S. automobile industry.*? 

Hired by Dodge Brothers because of his knowledge of European automobile 
markets, Percy Owen resigned his position on 1 August 1926, only ten months 
later. Neither Owen nor the automaker offered an explanation for his departure. 
He said simply, “Now I am going fishing.” He did not leave because foreign sales 
had plummeted; just the opposite was the case. Dodge Brothers overseas sales for 
the first nine months of 1926 were 22.7 percent higher than for the first nine months 
of the previous year.*? 

Sometime in 1927 Wilmer commissioned R. Carl Hicks and George D. 
Babcock to conduct a study of the world automobile market, focusing mainly on 
Europe. On 28 May 1927, they submitted a report to Wilmer in which they offered 


a series of recommendations for improving Dodge Brothers sales in Europe. They 


collected detailed data on automobile ownership and sales in Europe by make and 


interviewed Dodge Brothers dealers there to get a better sense of demand. They 
concluded that neither the Dodge Brothers four nor any of the various Dodge 


Brothers sixes would sell very well anywhere in Europe because of the high price 


of gasoline and high taxes based on horsepower. Germany might become a good 


market for Dodge Brothers vehicles once its economy recovered.** 


Success in foreign markets, however did not counterbalance the sales declines 
the company suffered under Wilmer. The financial value of Dodge Brothers, Inc., 
stock also declined and this alone convinced Dillon, Read & Company to con- 
sider unloading the company when the opportunity arose. Dodge Brothers profits 
per vehicle fell from $65 in 1926 to $48 in 1927, on a much smaller volume in the 
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later year. More striking was the decline in net profits per share of common stock— 
$6.46 to $1.43. The stock prices began to reflect the drop in earnings. Between 
l January 1927 and 1 January 1928, Dodge Brothers preferred stock fell from $82 
a share to $74 a share, while common stock prices dropped from $25 to $23 per 
share. The combined stock value of Dodge Brothers, Inc., fell from $190,000,000 
to $176,000,000 over the same year. This decline was particularly striking in a year 
when the prices of automobile stocks increased approximately 50 percent for the 


shares of twenty-three major automakers.?° 


According to testimony given before the New York State Supreme Court in late 
June 1928, Edward Wilmer approached the Dillon, Read partners in April 1928 and 
practically begged them to find someone to buy Dodge Brothers, Inc. He conceded 
that after spending close to $15,000,000 converting the Dodge Brothers plants for 
the new six-cylinder models, they had produced new cars they could not sell. These 
were the circumstances that first led Clarence Dillon to approach Walter P. Chrysler 
regarding the sale of Dodge Brothers. Fortunately, Chrysler was more than simply 


amenable to this prospect; he was almost desperate to buy Dodge Brothers.?° 


Merger of Chrysler Corporation and Dodge Brothers 


Walter Chrysler wanted the Dodge Brothers property by early 1928. The Chrysler 
line of cars was popular and profitable, but the company was hard-pressed to 
increase production and reduce costs. It needed to do both to survive in an in- 
creasingly competitive industry. Neither of its two major plants—the former 
Maxwell facility in Highland Park nor the former Chalmers plant in Detroit—had 
significant casting or forging capacities. Chrysler admitted that his company bought 
far too much of the finished car from outside suppliers because Chrysler lacked 
foundries and forge shops. Dodge Brothers, Inc., had the large, modern, and effi- 
cient foundries and forges that Chrysler needed. 

Walter Chrysler did his homework before deciding to buy Dodge Brothers. He 
also considered a merger with Willys-Overland and prepared an operating state- 
ment comparing the performance of Chrysler and Willys-Overland for 1927 and 
the first quarter of 1928. The “tale of the tape” reveals why Walter Chrysler shied 
away from Willys. Chrysler’s sales in 1927 were higher than Willys (192,083 units 
versus 187,776), but Chrysler's net profits were more than three times those of 
Willys ($19,485,000 versus $5,529,000). Chrysler earned 11.31 percent profits on 
sales versus Willys’ anemic 3.49 percent. Although Willys shipped 43 percent 
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more cars in the first quarter of 1928 (74,578 versus 52,326 for Chrysler), its pro- 
jected profits for the year were still less than half those of Chrysler.*’ 

Someone in the Chrysler organization compiled similar comparative data for 
Dodge Brothers and Chrysler for 1927 and the first quarter of 1928. Although 
Dodge Brothers passenger car sales in 1927 were down substantially from 1926 
(146,527 versus 264,471), the analyst projected that they would rebound to about 
200,000 units in 1928, roughly the same level as Chrysler's sales. The analyst also 
compiled detailed comparisons of retail prices and sales volumes of the various 
Chrysler and Dodge Brothers models, recognizing that the firms had a good deal 
of overlapping product.*® ; 

Strategic thinking about the long-term future of the Chrysler Corporation led 
to the merger with Dodge Brothers, not the narrow calculations of likely sales and 
profit margins. A three-page summary of the advantages of a Dodge Brothers mer- 
ger for Chrysler Corporation includes a long list of the advantages the new entity 
would enjoy by virtue of its larger size and sales volume. In brief, Chrysler could 
be more like General Motors—it could operate an export company to promote over- 
seas sales and a finance company to finance dealers’ inventories and consumer 
installment purchases, much like General Motors Acceptance Corporation. It 
could make a greater share of its own parts, especially starting and lighting equip- 
ment. Larger size would bring economies in research, engineering, and purchas- 
ing. Gaining a truck business was another significant benefit. The most significant 
overriding benefit was simple: “The combination will result in a strengthened com- 
pany, better able to finance its requirements for development and expansion and 
better able to withstand the competition of the dominant factor in the motor indus- 
try, General Motors Corporation.’*? Long-term survival was at stake, and long-term 


success was not likely unless Chrysler Corporation became a lot bigger. 


Walter Chrysler desperately needed more manufacturing capacity because of 
his well-advanced plans to expand his automobile offerings. Before the announce- 
ment of the Chrysler-Dodge Brothers merger on | June 1928, Chrysler had already 
started manufacturing two new models, the low-priced Plymouth and the mid- 
priced DeSoto. The “official announcements” of the new models took place on 
7 July and 4 August 1928, respectively, but both were already in production in June. 
Walter Chrysler began planning for the DeSoto in 1926 and a separate DeSoto 
Division was already in place before Chrysler bought Dodge Brothers. 

Walter Chrysler intended to use DeSoto to force Dillon, Read to sell Dodge 
Brothers since DeSoto and Dodge were in the same price class. Chrysler later con- 


ceded that without the Dodge Brothers factory, he could not have produced the 
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Plymouth. He needed a lot more manufacturing capacity but could not build it 
quickly or cheaply. Chrysler estimated that the Dodge Brothers plant, if built from 
scratch, would cost $75,000,000 and he would need to borrow the money. He 
would perhaps need a year to build equivalent plant capacity and another year to 
become efficient in operating it. For Walter Chrysler, the Dodge Brothers merger 
had two key attractions—he received moder, efficient manufacturing capacity 
and needed no cash to complete the deal.*° 

Another feature of the Dodge Brothers business that appealed to Walter 
Chrysler was its large, efficient systems of dealers and distributors, generally viewed 
as one of the best in the industry. To produce the low-priced Plymouth and com- 
pete with Ford and Chevrolet without an extensive dealer system already in place 
would have been a daunting challenge. Various sources have offered widely dif- 
ferent estimates of the number of Dodge Brothers dealerships Chrysler gained in 
1928. A Fortune article of 1935 offered a precise figure of 3,160, but automotive 
writer Walter Boynton estimated that Chrysler and Dodge Brothers each had about 
4,600 dealers in 1928. Other contemporary reports on the 1928 merger suggest a 
combined U.S. dealership network of about 9,000 outlets, with Chrysler and Dodge 
Brothers having about the same number. The higher figure seems most accurate. 
We know that Chrysler began with about 2,000 (converted Maxwell) dealerships 
in 1924 and by fall 1925 had approximately 3,800 dealers. This number grew rap- 
idly in 1925-28 with the extraordinary success of the Chrysler line of cars. By late 
1929, after Plymouth and DeSoto were well-established brands, the combined 
Chrysler dealer network had about 12,000 outlets in the United States, 2,600 in 
Canada, and 3,800 overseas.*! 


In reporting the merger, Automotive Daily News offered the following analysis: 


Exactly what is the gain in the whole transaction? The Chrysler, one of the strong- 


est organizations in the industry, acquires an extremely efficient and well-located 
plant, capable of a higher production, even, than its past records prove it can give. 


The most important gain that Chrysler makes is unquestionably increased repre- 
sentation. It costs much time and money to build a dealer organization, and by this 
merger Chrysler is taking over a full-fledged and powerful merchandizing army ~ 


The story of how the Chrysler-Dodge Brothers merger took place is an often- 
repeated epochal tale based almost entirely on Walter Chrysler's account laid out 
in his autobiography. Clarence Dillon approached Chrysler in mid-April 1928 and 


initiated discussions about buying Dodge Brothers. Dillon’s move came fresh on 
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the heels of Chrysler's announcement of the new DeSoto line of cars, priced to 
compete head-to-head with Dodge Brothers. Chrysler feigned a lack of interest 
while trying to depress the asking price. After more than a month of thrusts and 
counterthrusts, the two men rented adjoining suites at the Ritz in New York City, 
where they engaged in marathon negotiations for five days along with their finan- 
cial experts and attorneys. They reached an agreement, which both men submit- 
ted to their respective boards of directors on 29 May for approval. Walter Chrysler 
also received a legal opinion that the proposed merger would not violate the Clay- 
ton (antitrust) Act.* 

It was vital to Walter P. Chrysler that the merger involve no cash, because he 
had none. Instead, the Chrysler Corporation issued new shares of common stock, 
with a market value of about $170,000,000, to exchange for the existing Dodge 
Brothers shares. Dodge Brothers stockholders would receive one share of Chrysler 
common stock in exchange for one share of Dodge Brothers preferred stock, five 
shares of Dodge Brothers common stock Class A (nonvoting), or ten shares of Dodge 
Brothers common stock Class B (voting). Chrysler Corporation assumed the exist- 
ing debts of Dodge Brothers, approximately $60,000,000, including $57,276,000 
of debenture bonds. One element of the financial restructuring brought by this 
merger usually ignored by historians was Chrysler Corporation's decision to retire 
all of its preferred stock at a cost of about $25,000,000. A contemporary article in 
The Magazine of Wall Street examined the merger in terms of the financial inter- 
ests of all categories of Dodge Brothers and Chrysler stockholders and concluded 
that the merger was a good deal for everyone. 

The key precondition of this deal was a requirement that Dillon, Read get the 
owners of 90 percent of all three types of stock to agree to the merger by 1 July 
1928. Walter Chrysler did not want to become embroiled with minority stock- 
holders challenging the merger in court, as Chalmers stockholders had done in the 
early 1920s. Chrysler extended the deadline to 31 July, and even then Clarence 
Dillon barely produced the required amount of stock. Late that afternoon, Chrys- 
lers executives took over the Dodge Brothers plants and posted signs that read, 
“Dodge Division, Chrysler Corporation. m 

The stockholder suit that Chrysler feared happened anyway. Calvin Hooker 
Goddard, an owner of Dodge Brothers preferred stock, sued in the Supreme Court 
of New York State on 25 June 1928 to prevent the merger from going forward. 
Acting for fellow shareholders, he demanded $105 in cash for his shares, rather 
than Chrysler stock, because he was entitled to cash under the Dodge Brothers 


charter because they were dissolving the company. The judge issued a temporary 
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restraining order against Dodge Brothers, Inc., and on 29 June ordered the com- 
pany to post a bond that guaranteed they would pay cash to the stockholders. Once 
done, the court lifted the injunction. Chrysler Corporation “solved” the problem 
by selling additional Chrysler shares in the open market and using the proceeds to 
buy out the remaining Dodge Brothers shareholders with cash. By the end of 
November, only 6.8 percent of the preferred shares were still outstanding and less 
than 2 percent of the other types of stock. By then, owners of outstanding Dodge 
Brothers stock received only cash, much less than the market price of the Chrysler 
shares they could have had.*° 

One major task Walter Chrysler faced after taking over Dodge Brothers was 
the revival of Dodge Brothers sales, which had plummeted in 1927 and early 1926. 
Immediately following the merger, Chrysler Sales Manager Joseph Fields informed 
Chrysler dealers that Chrysler Corporation had no intention of dropping the Dodge 
Brothers nameplate and that rumors to that effect were false. Chrysler tried to 
boost the confidence of Dodge Brothers dealers and customers. When 2,000 Dodge 
Brothers dealers met in Detroit in mid-December 1928, Walter Chrysler and the 
other top Chrysler officials outlined their plans to improve the Dodge Brothers cars 
and reassured the dealers that they had a bright future.*° 

If words alone were not convincing, the actions of the Chrysler Corporation 
in remaking the Dodge Brothers car lines were proof that the Dodge Brothers name- 
plate would survive. Some changes to the cars were already under way before 
Chrysler officially took control of Dodge Brothers on 31 July 1928. The Victory Six 
interior space, including headroom, was too small for full-sized adults and gener- 
ated many complaints. As a temporary fix, Dodge Brothers raised the head liner in 
the closed Victory models in January 1928 and offered an adjustable front seat 
starting in March 1928. Dodge Brothers then introduced larger sedan bodies on 
13 June 1928 and larger coupe bodies on 13 July 1928, thus solving the problem. 
In September 1928, the Dodge Division of Chrysler Corporation announced a new 
Senior line, with a longer wheelbase, a more powerful engine, more interior room, 
and a variety of additional mechanical improvements.*” 

To bolster customer confidence and sales, Walter P. Chrysler personally en- 
dorsed the Dodge Brothers line of cars in a statement that appeared in the Literary 
Digest and elsewhere in October 1928. He reported that his engineering chief, 
Fred M. Zeder, confirmed that the new Dodge Brothers cars were “basically as 
sound as motor cars can be built.” The new Dodge Brothers lines proved that 
“Dodge ruggedness and Dodge dependability can be successfully expressed in 


terms of flashing performance and advanced style.” Chrysler confirmed that the 
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Dodge Brothers nameplate, sold exclusively by Dodge Brothers dealers, would con- 
tinue well into the future. These efforts stopped the sales slide and resulted in an 
increase in car and truck sales from 205,260 units in 1927 to 231,384 in 1928, an 
impressive gain.*® 

Walter Chrysler continued the effort to boost Dodge Brothers sales in 1929 as 
well. In August, Dodge Brothers introduced a new one-ton truck, available in eight 
body styles. This greatly improved truck sold at a base price of $745, some $250 
below the price of the model it replaced. In mid-September 1929, Chrysler 
addressed the top Dodge Brothers managers and outlined his efforts to restore the 
prestige of the Dodge Brothers name, damaged during the years of Dillon, Read 
management. He would lead a return to the manufacturing principles and stan- 
dards pioneered by John and Horace Dodge. 

As part of this return to the past, Walter Chrysler revived the Dodge Brothers 
nameplate and emblem on all Dodge Brothers products, including trucks. The 1928 
models did not include the full name on the radiator emblem. They renamed the 
new Victory Six line the Dodge Brothers Six, and it was a great success. They called 
the eight-cylinder Dodge Brothers line introduced in 1930 the Dodge Brothers Eight. 
Chrysler first used the ram’s head as a hood ornament on the 1931 model Dodge 
Brothers cars. Fred Zeder had decided to add a hood ornament that was “distinctive, 
attractive, and totally American.” Since the Rocky Mountain Big Horn Ram was an 
American species known for its strength and agility, it was a perfect symbol for 
Dodge. For most of the 1930s, Dodge vehicles used both the ram's head and the 


intertwined deltas as symbols. Not until 1939 did Chrysler Corporation entirely drop 
1.49 


the Dodge Brothers nomenclature and geometric symbo 


All of the contemporary reports of the merger recognized that the Chrysler 
Corporation had emerged as a very large automakér, behind only General Motors 
and Ford in sales and manufacturing capacity and clearly well ahead of the remain- 
ing firms in the industry. With the successful introduction of the DeSoto and 
Plymouth lines of cars in 1928, production, sales, and profits soared at Chrysler. 
Following the merger announcement, Automotive Daily News ran an editorial titled 
simply, “The Big Three,” noting, “With this merger completed, the automobile man- 
ufacturing field is now dominated by a ‘big three, composed of General Motors, 
Ford, and Chrysler-Dodge. On their present production schedules . . . these three 
companies will account for nearly 75 percent of the passenger car manufacturing 


in this country today.” This was the first publication to use that expression. ° 


Retrospective: The Dodge Brothers— 
The Men, the Motor Cars, 
and the Legacy 


lacing the lives and careers of the Dodge brothers in perspective can be accom- 
| ithe by comparing them with contemporary auto industry pioneers and lead- 
ers. Their management style in running Dodge Brothers was quite distinct from 
that of contemporary auto industry giants such as Henry Ford (1863-1947), 
William C. (“Billy”) Durant (1861-1947), and Alfred P. Sloan, Jr. (1875-1966). 
Their management style reflected their equal partnership in the venture and the 
relatively simple nature of their enterprise. Unlike Ford, Durant, and Sloan, the 
Dodges enjoyed full ownership of Dodge Brothers from the beginning, never bor- 
rowed from banks, and never had to consider stockholders or a board of directors 
in making business decisions. Henry Ford did not free himself from his stock- 
holders until 1918 and from banks until 1920. 

Managing the Dodge Brothers operations was in many respects simpler than 
at the competitive firms. Production involved only one factory after 1910, the giant 
plant in Hamtramck. Even the ordnance plant used to manufacture recoil mech- 
anisms and some later Dodge models was nearly adjacent to Dodge Main. In con- 
trast, Ford Motor Company’s operations by the late 1910s included two major 
manufacturing facilities, at Highland Park and at River Rouge in Dearborn, and as 
early as 1914, fourteen branch assembly plants. The constantly evolving General 
Motors Corporation under Billy Durant and later, Alfred P. Sloan, included hun- 
dreds of manufacturing and assembly plants spread all over North America. ! 


Overseeing and directing Dodge Brothers was a cooperative and rational venture 


while the Dodge brothers were alive and continued after their deaths. By dividing up 
the tasks and the responsibilities for those tasks, John and Horace Dodge in one sense 
“stayed out of each other's way” and thus avoided duplication of efforts and conflict. 
They genuinely liked and loved each other as brothers sometimes do. John Dodge 
concentrated on the business side of the operations, taking care of contracts, sales 
and advertising, relations with the dealers, and general public relations. Horace 
Dodge managed the manufacturing operations, including toolmaking and plant lay- 
out, and the design of most of the components made in-house. Neither was auto- 


cratic in the fashion of Henry Ford. ‘They hired middle managers, like Frederick 
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Haynes, whom they trusted, paid well, and gave a good deal of autonomy. Yet, they 
remained hands-on managers. John and Horace maintained permanent homes in 
Detroit and except for hunting trips in northern Michigan and excursions on Horace's 
yachts, they spent little time outside of Detroit except on business. 

Their management style contrasted sharply with that of Henry Ford, Billy 
Durant, and Alfred Sloan. Henry Ford, particularly after he gained complete own- 
ership of Ford Motor Company, became increasingly autocratic. Even the more 
sympathetic observers of Ford concede that he:became increasingly inflexible, 
unpredictable, secretive, paranoid, and even irrational in running Ford Motor 
Company. By the early 1920s, Henry Ford seemed no longer interested in his com- 
pany’s profits but was instead pursuing a variety of political and social interests 
unrelated to automobiles. Over time, he drove away all of his lieutenants who made 
him successful, including James Couzens, William S. Knudsen, Charles Sorensen, 
and his son, Edsel. Henry Ford's decision to give control of the Ford Motor 
Company to Harry Bennett instead of Edsel demonstrates his state of mind. 

The contrast between the management styles of John and Horace Dodge and 
that of Billy Durant could not be greater. Durant was mainly a financial tycoon, a 
freewheeling manipulator of stock and companies who combined scores of auto- 
mobile, truck, and components manufacturers in 1908 to form General Motors. 
He was the penultimate deal maker who seemed indifferent to the profitability or 
efficiency of his creations. He had no interest in the day-to-day management of 
General Motors. His “field of dreams” was not found on the floor of the Buick 
assembly plant in Flint, Michigan, but on the floor of the New York Stock Exchange. 
He rarely visited Detroit or Flint, preferring New York City. But Durant also was 
unwilling to allow competent managers like Walter P. Chrysler to run General 
Motors without interference. Chrysler left Durant’s employ in disgust, and in 1920 
Durant permanently lost control of the company he founded. General Motors 
remained a large but inefficient and unprofitable firm under Durant’s leadership.’ 

Alfred P. Sloan, Jr., an engineer by training, began working at General Motors 
in 1918 and served as its president from 1923 to 1941. He reorganized the giant 
automaker's administrative structure by decentralizing much of the decision mak- 
ing, eliminating duplication, and creating a system of central financial manage- 
ment and control. Much like Durant, Sloan lived in New York City and managed 
General Motors from corporate offices there. Sloan also introduced a strategy for 
selling cars in a saturated market, which was later labeled “Sloanism.” It included 
the creation of a clear “step ladder’ of GM car models by size and price; the annual 
model changeover based on styling changes; the availability of expensive options 


for cars; the used-car trade-in; and installment buying. Under Sloan, General 
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Motors focused on making money and not on merely making cars. These strate- 
gies worked. By the late 1920s, General Motors was an efficient and profitable 
automaker and took over first place in the industry from Ford.‘ 

During the brief time that John and Horace Dodge manufactured automobiles, 
Dodge Brothers followed a marketing strategy summed up by the phrase, “constant 
improvements, but no annual model changes.” Dodge Brothers continued the same 
policy though 1925. Their approach was far more flexible than Henry Ford's pol- 
icy of leaving the Model T essentially unchanged from 1908 to 1927. At the same 
time, they did not adopt Alfred Sloan’s successful marketing strategy at General 
Motors, whereby models were changed in appearance every year and older mod- 
els were made obsolete as a result.’ 

Had John and Horace Dodge never produced their own automobile, they nev- 
ertheless would deserve a place in the pantheon of Detroit’s automotive industry 
notables. They played a vital role in the success of Ransom E. Olds during the brief 
time his company manufactured cars in Detroit. They played an even more criti- 
cal role in the early success of the Ford Motor Company and in the remarkable 
growth and prosperity the firm achieved with the Model T. A successful Ford 
Motor Company without Dodge Brothers is inconceivable. 

John and Horace Dodge’s accomplishments as manufacturers of the Dodge 
Brothers automobiles and commercial cars should be recognized as having the same 
importance as the achievements of Ransom Olds, Henry Leland, and Walter 
Chrysler. Their production and marketing strategy set Dodge Brothers apart from 
the two dominant forces in the early Michigan automobile industry, the Ford Motor 
Company and General Motors. Dodge Brothers employed unique and progressive 
policies for working with their dealers and suppliers. 

John and Horace Dodge were also “pillars of the community,” each in his own 
unique way. John Dodge was involved in civic affairs through his service on the 
Detroit Water Commission and the Detroit Street Railway Commission, as well as 
through his involvement with state and city politics. Horace Dodge deserves much 
of the credit for creating a world-class Detroit Symphony Orchestra, which his fam- 
ily continued to support long after his death. John and Horace Dodge together had 


a greater involvement in Detroit's civic, cultural, and charitable arenas than other 


Detroit automakers, including Henry Ford. For all of these reasons, they deserve a 
more prominent place in the hall of automotive history than they have received 
to date. 

Despite their remarkable accomplishments in the early Detroit automobile 
industry and their civic, cultural, and charitable contributions to Detroit in the 


early twentieth century, John and Horace Dodge remain obscure figures among 


207 


208 


Retrospective 


historians and the general public alike. The Dodge name is widely recognized only 
because of the millions of automobiles and trucks that have carried the moniker. 
The general public knows nothing of the brothers and their work. Had their com- 
pany and their widows not made the effort to memorialize them, they would be 
almost entirely forgotten. This writer could find no schools or highways named in 
their memory. Only three Michigan state parks have kept the “Dodge Brothers” 
name. Both brothers are members of the Automotive Hall of Fame (Dearborn, 
Michigan), inducted separately, Horace in 1981 and John in 1997. 

John and Horace Dodge's descendants have taken some measures to ensure 
that they are remembered. In January 946, their families made a gift of $130,000 


to the Detroit Historical Commission to underwrite a “Dodge Hall of Industrial 
History” in the projected new Detroit Historical Museum. The museum followed 
the Dodge family’s wishes when the new building opened in July 1951. Dodge Hall 
now serves as the home for the permanent “Motor City Exhibition,” which tells 
the story of the automobile industry and its influence on Detroit.’ 

In October 1971, a year after Anna Thomson Dodge died, the Detroit City 
Council approved a plan for a $2 million “Horace E. Dodge and Son Memorial 
Fountain,” to be built in the Philip Hart Plaza on the Detroit River and designed by 
the Japanese American sculptor Isamu Noguchi. The City of Detroit completed the 
project and dedicated the fountain on 24 July 1976. The Dodge Fountain plaque 
reads: “The Horace E. Dodge and Son Memorial Fountain. An Engine of Water at 
the Gateway to A Great City. Bequested to the City of Detroit by Anna Thomson 
Dodge in Memory of Her Husband and Son, Pioneer Automobile Industrialists.” 
Unfortunately, the plaque is not found anywhere near the fountain, at least at the 
time this author was preparing this book. The Dodge Fountain has never worked 
properly and is so poorly maintained that it seldom works at all. It symbolizes the 


general neglect of the memory and achievements of these two red-haired brothers.’ 


APPENDIX: 
EARLY DODGE FAMILY 
HISTORY IN AMERICA 


William Dodge (ca. 1604—ca. 1690), a native of Somersetshire, in England’s West 
Country, came to America on the Fleet, landing in Salem, Massachusetts, some 
fifteen miles northeast of Boston, on 10 July 1629. The next four generations of 
this Dodge family line remained in the northeast coast of Massachusetts, living in 
Salem, Wenham, Beverly, and Ipswich. 

The bare-bones family genealogy runs as follows: William Dodge moved six 
miles northeast of Salem to Wenham, where his second child, Captain William 
Dodge (1640-1720), spent his entire life. Captain William Dodge's seventh child, 
Robert Dodge (1686—1764), fathered ten children, the last of which was William 
Dodge (1732-1807), the fourth generation of this Dodge line in America. William 
Dodge was born in Beverly, but died in Newbury, New Hampshire, northwest of 
Concord, New Hampshire, and about seventy miles northwest of Beverly. Ezekiel 
Dodge (1782—1869), the tenth of twelve children of William Dodge, was born in 
Beverly, married Anna Cleves, born in Hamilton, Massachusetts, and appears in 
Ipswich in the 1840 census.! 

Sometime in the 1840s, Ezekiel Dodge, the fifth generation of Dodges in 
America and the grandfather of John and Horace Dodge, moved from Ipswich to 
Newbury. Ezekiel and Anna Cleves Dodge (1783—1866) had thirteen children. 
Daniel Rugg Dodge (1819-1897), the father of John and Horace, was the eleventh. 
All of the New England Dodges were farmers.2 

Ezekiel Dodge (age 69) appears in the U.S. Census of 1850 living in Newbury 
and married to Anna Cleves Dodge (age 68). His son Daniel Rugg Dodge (age 30) 
and his wife Lorinda Dodge (age 35) lived under his roof. The U.S. Gensus of 1860 
shows Ezekiel (age 79) in Niles, Michigan, with his wife Anna (age 78). Living with 
Ezekiel was his son Daniel Rugg Dodge (age 40), the father of John and Horace 
Dodge, along with two of his minor children, Charles F. (age 5) and Laura Belle 
Dodge (age 3). Both children were born in New Hampshire, and Daniel was a wid- 
ower. The date of Lorinda Dodge's death is not known, but the fact that her family 
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did not bury her in any of the Niles cemeteries (Daniel Rugg Dodge and his second 
wife are buried in Niles) suggests that she died in New Hampshire. Her death may 
have prompted Daniel Dodge and the rest of his family to move from New Hampshire 
to Michigan.? 

The precise timing of the arrival of the Dodge family in Niles is unknown, but 
by 1860 Daniel Dodge's older brother, Edwin A. Dodge (age 52), an older sister, 
Harriet C. Dodge (age 47), and a (slightly) younger brother, Caleb Kimball Dodge 
(age 38), were also in Niles. Edwin apparently left New Hampshire much earlier 
because in 1860, he had a son, Albert C. (age 22), and a daughter, Mary E. Dodge 
(age 11), both born in New York State. Caleb, on the other hand, in 1860 had a 
daughter, Marinetta Dodge (age 5), born in New Hampshire, but his son, Frank 
L. (age 1), was born in Michigan. It is possible that Ezekiel and son Daniel moved 
to Niles to join Ezekiel’s other sons, who were already there. Both Edwin and 
Caleb Dodge listed their occupation as “machinist,” as did Edwin’s son Albert 
(age 22). 

Ezekiel Dodge died in Niles on 11 March 1869 (age 87), more than two years 
after his wife Anna Cleves Dodge died on 24 November 1866. The cause of death 
listed for Ezekiel was “old age.” His burial took place two days later in Silverbrook 
Cemetery in Niles. Ezekiel’s sons remained in Niles until the early 1880s. In the 
1870 census, Edwin A. Dodge (age 62) listed his occupation as “carpenter.” He 
died on 15 December 1871 at age sixty-three, a victim of pneumonia. According 
to the census reports for 1870 and 1880, Caleb Kimball Dodge (1820-1882) 


remained in Niles, and in 1880 the census listed his occupation as “stand pipe and 


machinery.” Apparently his first wife (Emily) died sometime before December 
1866, when Caleb (age 46) married Mary R. Grant (age 24) of Niles. The 1880 
census no longer listed Mary Grant Dodge or any-of her children, but Caleb’s sis- 
ter, Harriet C. Dodge (age 67), was living with him. Caleb Kimball Dodge died in 
Niles on 4 July 1882 at age sixty-one, with “apoplexy” listed as the cause of death. 
Edwin Dodge and brother Caleb Kimball Dodge are found in Silverbrook Ceme- 


tery as well.* 
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